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I
Current understandings of Urban Design point towards the fact that 
it is the art and science of city making. Like other aspects of Archi-
tecture, it begins with a site analysis, followed by the formulation of 
a vision for the built environment and thereafter a process of trans-
forming the vision into reality (Carmona et.al, 2003). Thus, Urban 
Design is perceived as a discipline that gives rise to the form and 
defi nition of the full spectrum of forces including social, econom-
ic, cultural, ecological, political and aesthetic dynamics (Dixon, 
2005). The role of the Urban Designer can therefore be understood 
as central to a number of other stakeholders such as Traffi c Engi-
neers dealing with vehicular movement, Civil Engineers concerned 
with structural design, Architects designing built form, Landscape 
Architects designing open space, Urban Planners formulating poli-
cy and the Property Developers involved in aspects of land invest-
ment.  However, as urban populations grow, become more diverse 
and fragmented, the function of Urban Design and the role of the 
Urban Designer becomes questionable (Madanipour, 1996).
The past tradition of thought in Urban Design (visual artistic ap-
proach) incorporated a fi rm belief in the physical aspects of city 
making relying on built form as a primary informant. This tradition 
has, however, been replaced by a more recent tradition (social 
usage approach) which incorporates a fi rm belief in interpreting 
phenomena occurring in public space. This served as a response 
married to the phenomenon of increased population density and 
rapid urbanisation persistent in the developing city context due 
to global migration patterns (Watson, 2009). Consequently, in its 
plight to reframe Urban Design to sequence developing cities, this 
thesis conducts a comparative analysis between developed and 
developing world cities regarding national migratory, population 
density and urbanisation trends and the effects that it poses on 
Abstract – The Essence of the Thesis
regions, cities and localities. In so doing, it progresses to a re-
alisation that increased living densities in turn spills over into 
the public realm and onto the street edge for retail and so-
cial service access purposes. Thus, a greater mix of uses in the 
built environment is forged. The increased density of people 
on sidewalks in essence stimulates transport movement as a 
collector service which structures street connectivity systems 
around retail facilities and social services. From the analytical 
fi ndings here, this thesis recognises that there exist relationships 
between built form confi guration and socio-economic activi-
ties occurring in public space. In light of the above, the thesis 
employs the combination of the visual artistic and social us-
age approaches to form the making places approach, which 
can be appropriate for Urban Design in developing cities.  
After establishing a new approach, the thesis structures the 
above-mentioned operations into an evolved conceptual 
framework. Thus, the conceptual framework recognises that 
time change in developing cities in conjunction with popula-
tion density and migration cause overlapping relationships be-
tween building density, housing and social services, retailing, 
land use mixes, transport/movement and street connectivity 
across various scales and within the formal, semi-formal/semi-
informal and informal realms. With this being the case, the the-
sis analyses current literature which argues that the broader 
problem is the fact that the interrelatedness of the above-men-
tioned concepts is negated in theory. It develops the problem 
statement further by stating that a lack of the interrelatedness 
of the concepts contained in the conceptual framework has in 
turn infl uenced a lack of such in current research and urban 
design practice in developing cities. This is confi rmed through 
measuring the extent to which three South African Urban 
Design practice case studies consider concepts of build-
ing density, housing and social services, retailing, land use 
mixes, transport/movement and street connectivity across 
various scales and acknowledging the lack thereof. 
As a means of responding to the problem identifi ed 
above, a set of research techniques is investigated using 
a Yeoville/Bellevue, Johannesburg site-specifi c case with 
the aim of assisting designers to better apply the evolved 
conceptual framework.  Simultaneously, the thesis uses 
Yeoville/Bellevue as a focus area to illustrate the man-
ner in which building density, housing and social services, 
retailing, land use mixes, transport/movement and street 
connectivity can be considered across various scales. This 
essentially progresses into the creation of an Urban Design 
Framework for Yeoville/Bellevue that strengthens the link-
ages between housing and social services, retailing and 
transport/movement through using principles of street con-
nectivity, land use mix and building density creation. An 
implementation strategy for the Design Framework is then 
established.
Through the execution of the above process the collective 
consideration of building density, housing and social ser-
vices, retailing, land use mixes, transport/movement and 
street connectivity across various scales serves as the basis 
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1The practice of Urban Design as a city making discipline has been disused over the past few decades in the context of developing cities. This can be attributed 
to the shift in Urban Planning approaches towards policy and governance based 
concerns understood to be more socially sensitive towards the complex issues cur-
rently being faced by developing cities (United Nations Department of Economic 
and Social Affairs, 2012). As such, Urban Design lost its role in Architecture and 
Urban Planning. Nevertheless, cities of the developing world soon fell into physi-
cal disrepute and conscious decisions by most developing city governments to 
reintroduce the discipline has recently been instituted. With this being the case, I 
argue that the duty of contemporary Urban Designers should entail reframing Urban 
Design to suit developing cities.
This chapter begins by outlining the key argument, layout and sequence of opera-
tions employed in this thesis in the plight to reframe Urban Design for developing 
cities. It then introduces current Urban Design perceptions and approaches with the 
intention of rationalising an appropriate approach for developing cities that can 
be applied to this thesis. The rationalisation of an appropriate approach is enabled 
through an engagement with a comparative analysis between developed and de-
veloping cities to unpack the complexities posed by developing cities.  This chap-
ter then extends the analysis of developing cities and fundamentally recognises the 
evolution of key interrelated concepts such as migration and population density, 
building density, housing and social services, retailing, land use mixes, transport/
movement and street connectivity. The evolution of the above concepts forms the 
basis for a conceptual framework which is unpacked theoretically, investigated 




Unpacking the Urban Design Status Quo and Forming the Thesis Base 
21.1) Thesis Argument, Layout and Sequence of Operations
Figure 1:  Thesis layout and argument
1. INTRODUCTION
1.1.1) Thesis Framework
This thesis argues that the discipline of Urban Design needs 
to be reframed to suit developing cities. Its structure there-
fore relies on a series of sub-arguments developed through 
a sequence of research and design operations. A discus-
sion of the above follows.
1.1.1.1) Thesis Broader Argument and Layout
Acknowledging the ambiguity of Urban Design as a dis-
cipline, chapter one begins by considering current per-
ceptions of and approaches to Urban Design as indicated 
by fi gure 1  (Carmona et.al, 2003). In so doing, this thesis 
identifi es the visual artistic approach embedding itself in 
the physical aspects of city making and the social usage 
approach embedding itself in reading activity within cit-
ies that can enable city making. It then expresses a com-
parative analysis of developed and developing city form 
as a result of global population density and urbanisation 
rates and recognises that built form relates to activity in 
space. In so doing, it gives consent to the fact that place 
making in developing cities needs to occur through a 
combination of the visual artistic and social usage ap-
proaches (forming the making places approach). Never-
theless, a broader discovery of the relationship between 
housing and social services, transport/movement and 
retailing (formal, semi-formal/semi-informal and formal) 
in conjunction with street connectivity, land use mix and 
building density across various scales in developing cities 
evolves here. This discovery leads to the formulation of a 
new theoretical framework revealed in chapter two. The 
thesis articulates the main problem that developing world 
theory and Urban Design practice negates the collec-
tive consideration of housing and social services, transport/
movement and retailing in conjunction with street connec-
tivity, land use mix and building density, and is set forth in 
chapter three. An elaboration on this follows through an 
analysis of three South African Urban Design case studies. 
In response to the problem, the thesis uses Yeoville/Bellevue 
as a developing city neighbourhood site to investigate a 
set of research techniques that could potentially enable 
Designers to consider the aspects contained within the 
conceptual framework collectively (chapter four). There-
after, the thesis reveals the data retrieved from the data 
collection techniques employed by illustrating the analyti-
cal application of the conceptual framework to Yeoville/
Bellevue. The interpretation of the analysis is then translated 
into an Urban Design Framework for Yeoville/Bellevue ad-
vocating for stronger integration between housing and so-
cial services, transport/movement and retailing through the 
enhancement of street connectivity, land use mixes and 
building density. Following this is the formulation of an im-
plementation and phasing strategy for of the Urban Design 
Framework. Lastly, chapter eight forms a base for refl ection 
on the research and design employed in this thesis.
1.1.1.2) Thesis Sequence of Operations
The rationale behind the broader argument set forth above 
has been achieved through the execution of a sequence 
of operations. The process of research occurred in conjunc-
tion with the process of design and is therefore represented 
by the research and design axis on the diagram in fi gure 2 
on the opposite page. The process began with a selection 
of the topic informed by desktop research. The topic was 
then refi ned and literature on developed and developing 
cities reviewed. Thereafter, the identifi cation of the prob-
3Figure 2:  Thesis sequence of operations
lem statement was carried out before Yeoville/Bellevue was identifi ed 
as an appropriate site which could be used as an analysis and design 
platform. Once the site boundaries were set, a site analysis was con-
ducted through employing a range of data collection techniques. 
The collected data was analysed, interpreted and represented in the 
form of analytical maps and diagrams. Thereafter,  a spatial concept 
was formulated for Yeoville/Bellevue and refi ned three times. There-
after, the design concept informed the creation of design principles 
and a package of Urban Design Framework plans. The Urban Design 
Framework was then translated into a physical model before a pre-
cinct was selected and designed to illustrate material detailing.
4Poetry Analysis: The Rhythm of the City
My City, where did you come from and how did you appear? 
We seem to better understand each other year by year.
Your parks, linear streets and walkways are lined with pretty lights to guide 
me as I walk and benches when I stop for me to sit.
This opens up a platform to relate to your strange looking public art which 
into your urban fabric is knit.
On some plots you boast marvellous Architectural forms providing 
my place of residence and work.
As I walk through the public spaces framed by these facades that 
give my  emotions a subtle jerk.
The movement corridors that you provide for me to traverse across 
seem to never rest.
It is these very channels that create hives of activity in which hu-
mans can explore their zest.
You provide a number of spaces each with a different character 
and identity.
It is these spaces, both hard and soft that provide social and eco-
nomic amenity.
Without your offering of economic gain and simple daily conveni-
ences, what would life be?
Beyond all you have offered me a place to educate myself afford-
ing me a brighter future to see. 
1. INTRODUCTION
1.2) Current Urban Design Perceptions and Approaches
Figure set 3: Poem on the existence of the city - Poem adapted by author (Di Wang, 2003)
5I continue to question your existence.
How do you suddenly appear?
Will you continue to be my sustainer?
Who is the master mind behind your form and function each time you will 
choose to reappear?
Will you continue to absorb new cultures and people from far and wide?
What will be your future role and character be?
Will you opt to continue being a provider to mankind?
Your tourist attractions draw people in from near and far.
It is rather sad though that you have to always fi nd room to accom-
modate for the speeding private car.
The over capacity of vehicles that you are burdened with pollutes 
you to a great extent.
It is unjust and unfair as to what your occupants bestow upon you 
without thinking about this burden as a ghastly event.
The one consolation is that you have curbstones, bollards and tree 
lined sidewalks that allow me to move freely and uninterrupted from 
the fl ow of cars.
When I walk down your sidewalks, I sense a buzz and rhythm that 
reminds me of the sensitive sound of violins and guitars.
As I refl ect and absorb the glorious sensations you have been be-
stowing upon me.
I realise day after day that you remain a rare and precious com-
modity.  
61.2.2)  Current Urban Design Approaches of Thought
1.2.2.1) The Visual-Artistic Approach
The Visual-artistic Approach, deeply acknowledged much earlier 
than the social usage approach expected Urban Design to be treat-
ed in an Architectural sense with emphasis on built and natural land 
form. A number of scholars (designers only) contributed to the fi eld 
of Urban Design using this approach as indicated by the diagram in 
fi gure set 5 on the opposite page. For example Le Corbusier’s  Plan 
Voisin (image in fi gure set 6 on the opposite page) shows an idea 
for the reconstruction of Paris which was based on building typology 
modulation, paying much attention to the aesthetic value of space. 
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Figure 4: Representation of the urban designer as the central role player in the built environment
1.2.1) The Ambiguity of Urban Design 
The poem in fi gure 3 on the previous page alludes to the fact that 
individuals engage with their daily environments, but are unaware of 
how the places in which they live, work and commute appeared. This 
implies that knowledge of Urban Design as a city making discipline re-
mains uncommon. Similarly, practices, pedagogies and premises of 
Urban Design remain unclear to those involved in  built environment 
creation (Crawford and Khan, 2002). According to Dixon (2005), Ur-
ban Design, like other aspects of architecture, begins with an analysis 
of an existing site or a vacant site. Thereafter the formulation of a 
vision for the built environment is initiated and a process of transform-
ing the vision into reality is executed. With this being the case, Urban 
Design is required to give rise to the form and defi nition of the full 
spectrum of forces including social, economic, cultural, ecological, 
political and aesthetic dynamics. 
While Dixon provides a simplifi ed explanation of what Urban Design 
entails, Madanipour (1996) in turn questions whether Urban Design 
should occur at particular scales only, should be centred around 
visual or societal aspects, should be based on product or process, 
should be the province of architects or planners or should be treat-
ed as an art or science. Such questions are raised as a result of the 
Urban Designer’s role sitting central to a range of built environment 
stakeholders. Among these are Urban Planners in charge of policy 
making, Engineers in charge of structural and technical work, Real 
Estate Developers dealing with valuation/investment and lastly Archi-
tects and Landscape Architects focused on buildings or open space 
design as illustrated by fi gure 4 (Carmona et.al, 2003). With this being 
the case, Urban Designers are expected to understand parts of each 
respective fi eld related to it. However, two broad approaches of de-
sign thought exist which is often infl uenced by the background and 
training of the individual (Crowhurst and Henry, 2004).  
   
1. INTRODUCTION
7cal elevator formed the primary basis for his tower block designs that 
incorporate extensive parking space, undermining active pedestrian 
space creation (Shelton, 2011). On the contrary, Roger Trancik used 
the visual-artistic approach to uncover physical ways of urban space 
creation that mitigates the looseness of modern city form created 
as a result of the motor vehicle (Trancik, 1968). Similarly, both Rob-
ert Krier and his younger brother Leon Krier relied on the visual-artistic 
approach in their exploration of building geometry to generate city 
order, symbolism and meaning for pedestrians (Congress for the New 
Urbanism, 2009).  Along similar lines, Ian Mcharg strongly infl uenced by 
his Landscape Architecture background discovered how to use mul-
tiple overlay maps each indicating physical layers of a site. In so do-
ing, he was able to establish developable and undevelopable land 
Figure set 6: The visual-artistic approach emphasising built form (Shelton,  
2011) 
Plan Voison By Le Corbusier (1922-1925) Built Form Emphasis
Figure set 7: The social usage approach emphasising space reading  
(Mkhabela, 2012)
Hillbrow Johannesburg (2011) Organisation Of Urban Activity Emphasis
portions assisting with the protection of natural landscapes (McHarg 
and Steiner, 1998). One notices from the above that on one hand the 
visual-artistic approach has contributed to the destruction of space 
due to over interventionism while on the other hand it can be useful 
in promoting literal design implementation.
1.2.2.2) The Social Usage Approach
The social usage approach, including a number of scholars (design-
ers and non-designers), places an emphasis on the manner in which 
people utilise space as it deals greatly with issues of perception and 
sense of place as indicated by the diagram in fi gure set 7. Jane 
Jacobs, who is one of the key proponents of this approach through 
her criticism towards modernist urban planning, emphasised the idea 
of sidewalks, streets and parks as containers of human social interac-
tion. The image contained in fi gure set 7 indicates the phenomena in 
space as a large amount of attention is given to urban lifestyles, cul-
ture, ambience and rhythms existent between buildings. Kevin Lynch, 
on the other hand, with a Civil Engineering background, chose to 
examine people’s perceptions of urban environments using cogni-
tive mapping rather than emphasising material city form (Carmona 
et.al, 2003). Ali Madanipor explores urban space and the way it is 
produced and perceived by people. Similarly, Christopher Alexander 
epitomises the social usage approach by identifying failing design 
philosophies that consider form without context. In this manner, he 
highlights the dangers of approaching design devoid of cultural con-
nections between people and place (Carmona et.al, 2003). Congru-
ently, the works of Lewis Mumford who was a pure humanist in his 
writing did not deny scientifi c perspectives on man, but instead built 
on them (Yi Fu, 1976). He does so by stating that “If we are to cre-
ate balanced human beings, capable of entering into a worldwide 
co-operation with all other men of good will, we must give as much 
weight to the arousal of emotions and the expression of moral and 
aesthetic values as we now give to science” (Mumford, 1976; 83). 
More directly, the work of Willliam Whyte exemplifi es the social us-
age approach through his exploration of human behaviour in urban 
space (Whyte, 1980).
The essence of the above embeds itself in planning with people in 
mind which allows cultural norms, social and economic structures to 
be added as a readable layer to the urban landscape. This promotes 
the development of new methods that can be used to read space 
and a better understanding of the psychology behind cultures of ur-
ban life. However, the danger associated with this approach is that in 
some cases the formulation of a practical design product is ignored 
and only the production of socio-spatial analysis is achieved. 
Figure 5: Contributions to Urban Design 
8Figure 9:  Major cities’ population in relation to urbanisation/growth rate (Adapted by author from UN Habitat, 
2004)
1. INTRODUCTION
Figure 8:  Global positioning of developing and developed cities (Adapted by Author from UN Habitat, 2012)
1.3) Rationalising an Appropriate Urban Design Approach for Developing Cities
1.3.1) Urban Design Approaches
The previous discussion implies that the positive 
or negative effects of an Urban Design process 
is determined by the approach used in a specifi c 
context. This thesis deals with the current context 
of developing cities which signals that an appro-
priate approach needs to be established. As such 
an appropriate approach is calculated through 
a comparative analysis between developed and 
developing cities is carried out here.  
1.3.1.1)  Developing vs. Developed Cities
A developing city can be categorised as one 
with a lower living standard, an underdeveloped 
industrial base or a low human development in-
dex relative to other cities. However, most stud-
ies categorise developed and developing cities 
based on the human development index which is 
based on statistics of life expectancy, education 
and income (Sullivan and Sheffrin, 2003). Using 
the human development index as their primary in-
formant, Watson (2009) and Dawson (2004) have 
identifi ed that most developed cities lie in the 
global north (North America and Europe) while 
most developing cities lie in the global south (Af-
rica, Asia and South America) as indicated by fi g-
ure 8.  The above underpinnings also dovetail with 
global population growth and urbanisation rates. 
1.3.1.2) Population Density and Urbanisation In 
Developing and Developed Cities
Developing cities lying in the global south are experiencing 
increasing population growth and therefore rapid urbani-
sation. Simultaneously, developed cities are experiencing 
minor or no increases in population growth and limited ur-
banisation as indicated by fi gure 9. The above scenario 
exists due to policy trends pointing towards globalisation 
which signalled Europe and North America to consciously 
reduce in migration through decreasing border porosity. 
Creating the above limitation was understood as steering 
clear of negative effects associated with migration such as 
drug smuggling, criminal acts, terrorism, hybridisation and 
local economic degradation (Haddal, 2010).  This in turn 
infl uenced migration towards developing cities whose gov-
ernments interpreting in migration and global trade as eco-
nomic boosters (Hale, 2007).   
1.3.1.3) Urban Informality vs. Urban Shrinkage
As a result of the above, Hollander, et.al (2009), theorise de-
veloped cities as experiencing urban shrinkage while Roy 
(2011 reviews the inverse of this situation by theorising de-
veloping cities as undergoing urban informality. The effects 
of the above have implications at various scales such as the 
city region, the locality as well as the street level.
• City Region and Locality Differentiations
Declining populations in developing cities has resulted in 
a proportionate increase in building vacancy rates. This 
has signalled property developers to reduce investment 
in buildings as the demand for occupancy of built space 
is limited (Rink, Haase, Bernt, Arndt, Ludwig, 2010). Further-
more, employment rates are satisfi ed due to land for pro-
ductive purposes being abundant. In some cases, build-
9Berlin Locality- Germany (Formally Developed)
Berlin City Region- Germany (Urban Shrinkage)
Figure set 10:  Berlin as a shrinking city
Dharavi City Region- India (Urban Informality)
Dharavi Locality- India (Informally Developed)
Lagos City Region- Nigeria (Urban Informality)
Lagos Locality-Nigeria (Informally Developed)
Figure set 11:  Dharavi as an informal city appendage (Google Images, 
2012) 
Figure set 12:  Lagos as an informal city (Google Images, 2012)  
ings in developed cities are abandoned. Figure set 10 indicates the 
phenomenon of urban shrinkage occurring in Berlin. It can be realised 
when analysing this set of images that large amounts of open space 
is preserved with formally designed localities that can be easily man-
aged by population density regulation. Depleting space for purposes 
of building in shrinking cities such as Berlin could be wasteful as there 
is a lack of population density to occupy the created structures. Con-
tradicting the above situation is Dharavi City in India which is undergo-
ing the phenomenon of urban informality as indicated by fi gure set 
11 above. In this example citizens of Dharavi City have built informal 
structures in a location appending to the economic hub of the city in 
order to freely gain access to opportunities without commuting long 
distances. However, the self developed locality has given rise to its 
own economy.  Locals have built in a manner that incorporates the 
idea of living, accessing social services and working within the same 
environment. While informality in Dharavi has manifested in the form 
of urban infi ll on vacant land near the main city hub, in other cases 
the same phenomenon manifests within city hubs themselves. The 
situation in Lagos in Nigeria provides a representation of this as indi-
cated by fi gure set 12 above. In this case, increased population den-
sities imply lower vacancy rates. Furthermore, competition for access 




Figure set 13:  Comparative street situation dissection of developed and developing cities
• Street Differentiations: Situation Dissection 
While the effects of population density can be 
noticed within city regions and localities, the same 
persists with regards to streets (Handy et.al, 2006). 
One can do a more direct analysis of the manner 
in which population density affects built form, use 
and activity in developed and developing cities 
through carrying out a street situation dissection. 
Figure set 13 is a graphic illustrating the difference 
between Piotrkowska Street in Lods (Poland) as 
a developed city street compared to Al Mukalla 
High Street in Mukalla (Yemen) as a developing 
city street. The cross section and plan drawings 
serve as a means of dissecting the current situa-
tion of urban shrinkage and urban informality and 
its effects on street function, appearance and 
character.
When analysing the left hand side of the image 
(highlighted in purple) contained in fi gure set 
13, it is apparent that the developed city street 
is framed by solid building edges providing retail 
frontages catering for pedestrians. The retail fa-
cilities also attract people commuting from other 
areas to access shopping or employment op-
portunities offered here. Simultaneously, the up-
per fl oors serve the primary role of housing locals 
as indicated by the cross section drawing of the 
developed city street. One notices here that the 
building is occupied by a reduced number of lo-
cals as a result of low population densities within 
the city. Congruently, a reduced number of lo-
cals occupying buildings encourages a reduced 
number of locals using spaces between buildings (sidewalks 
and roads) as indicated by the plan drawing of the devel-
oped city to the left of fi gure set 13.
When analysing the right hand side of the image (highlight-
ed in yellow) contained in fi gure set 13, it is apparent that 
the developing city street is constructed in a similar man-
ner to the one in the developed city (Few et.al, 2004). Nev-
ertheless, the cross section drawing of the developing city 
shows that buildings are occupied by an increased num-
ber of locals as a result of high population densities in cit-
ies. Congruently, an increased number of locals occupying 
buildings encourages an increased number of locals using 
open spaces between buildings (sidewalks, roads, squares 
and parks)  for various purposes as indicated by the plan 
drawing of the developing city to the right of fi gure set 13.
The differentiations between developed and developing 
cities solidifi es the fact that population density and migra-
tion are direct drivers of urbanisation. Furthermore, popula-
tion density and migration rates determine how city regions, 
localities as well as streets function.  This essentially allows 
one to determine an appropriate approach for dealing 
with developing cities.
1.3.2) Appropriate Urban Design Approach of Thought for 
Developing Cities
1.3.2.1) The Making Places Approach
According to Spirn (1989), the city has been compared to 
machines, poems and sculptures, but it is more than an ar-
tistic or technological artefact. The city is a place in which 
people with feelings and emotions live, think, dream and 
11
Figure set 14:  The making places approach as an applicable approach to dealing with developing cities 
do. Thus an aesthetic of Urban Design should be rooted in the natural 
and normal processes of living (Spirn, 1989).  Thus, a relevant Urban 
Design approach towards developing cities can be formed through 
combining the Visual-artistic and Social Usage Approaches (Fornos 
et.al, 1999). 
This combination which forms a recipe for place making can be re-
ferred to as the Making Places Approach as indicated by the diagram 
in fi gure set 14. The above statement is directly informed by the fact 
that built objects as well as the manner in which people use space to 
structure activity in developing cities forms a direct relationship which 
is evident in the image of Hyderabad contained in fi gure set 14. The 
image displayed here epitomises the manner in the edges shaped by 
buildings and other physically created objects contain and structure 
activity in space.  Thus, an appropriate design approach for develop-
ing cities should ideally rely on the consideration of edge conditions, 
building density, natural land form, landscaping, land uses, the mate-
rial treatment of space and the manner in which people congregate 
in space (visual-artistic aspects). Furthermore, the approach needs 
to base itself on how the above aspects infl uence movement, urban 
lifestyles, urban culture, space perception and urban rhythms/energy 
(social usage aspects).  Thus, place making needs to be considered 
through shaping physical elements that encourage or reinforce the 
existing arrangements of socioeconomic activity in space (Carmona 
et.al, 2003). With this being the case, the Making Places Approach 
serves as a post modern response that builds on modernist principles 
rather than totally rejecting it (American Planning Association, 2011). 
Hyderabad Street Function- Apparent Relationship Between Built Form And Organisation Of Urban Activity
12
Figure set 15: Self created environment through concept integration Figure set 16: Adapted environment through concept integration
1.4) Evolution of Key Concepts from the Developing Cities Scenario
1.4.1) Interrelated Concepts Manifestation
The comparative analysis between developed and developing cities 
in the previous section assisted in formulating a lucrative approach 
for reading and restructuring developing cities. In applying the ap-
proach to this thesis, this section outlines the critical concepts evolv-
ing from the analysis that informing the function of developing cities. 
These include political time changes, migration and population den-
sity, building density, housing and social services, retailing, land use 
mixes, transport/movement and street connectivity. The interrelated 
manifestation of these concepts are explained below.
When extending the analysis of developing cities as indicated by fi g-
ure set 13 and fi gure set 14, one notices that changing global po-
litical conditions and migration patterns have transformed the ap-
pearance of developing city landscapes over time. The effects of this 
have manifested in the form of dense living conditions and therefore 
increased demands for social service and employment (Rybczynski, 
1999). With poor service delivery from governments, people have re-
sorted to self created employment by extending their living/working 
environments onto street edges in the form of retail activity (Dewar 
and Watson, 1990). Furthermore, in some cases, built structures and 
open spaces are adapted to suit religious, recreational and civic 
needs, serving as self created social services. This essentially indicates 
the self creation of mixed land uses within formally planned single use 
environments. With this being the case, a number of local hubs de-
velop across areas and in some cases remain fragmented due to a 
lack of formal public transport. In response, transport services are self 
created by inhabitants of the city, servicing an increased density of 
people using the public realm. Consequently, a strong sense of street 
connectivity forms within the public environment. Nevertheless, the 
above concepts integrate either through entirely self created devel-
opment or through adaptation of the existing urban settings. This can 
be shown through an analysis of conditions in Maputo. 
1.4.1.1) Self Created Environment Concept Integration
Figure set 15 shows an image and drawn illustration of Avenida Cen-
tro Expresso in Hullene Bairo (Maputo) where the concepts outlined 
above interrelate. In this instance, horizontal density of buildings was 
self created to house an increased density of people. These struc-
tures created to incorporate mixed use functions such as living, retail 
activity and social services in turn shape public realm by structuring 
an edge that facilitates street connectivity.
1.4.1.2) Adapted Environment Concept Integration
Figure set 16 shows an image and drawn illustration of Avenida Guerre 
Popular in the Maputo Inner City where the concepts outlined previ-
ously interrelate. In this instance, the vertical density of buildings creat-
ed by Portuguese colonialists have been reconfi gured with their rooms 
subdivided to accommodate mixed use functions such as living, retail 
activity and social services (Jedwab, et.al, 2014). The spillage of peo-
ple from buildings onto sidewalks creates a lucrative environment for 
Maputo Hullene Bairo- Avenida Centro Expresso Maputo City- Avenida Guerra Popular
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street trading as a retail activity and employment mechanism. Along 
with this, street trading conveniently manifests around formal and in-
formal transport junctions or stops. 
From the above examples, one realises that political trends reinforcing 
the dense nature of developing cities has re energised the function 
of its regions, localities and streets. Regional movement occurs ac-
cording to the structuring of localities across the landscape housing 
people which in turn promotes streets that serve more purposes than 
simply carrying wheeled traffi c and  pedestrians. Sidewalks framed by 
built form therefore manifest as vital organs for social life and employ-
ment (Jacobs, 1992). Thus, place ultimately manifests in the form of 
a sanctuary comprised of a neighbourly territory, rooms for playing, 
praying, working, learning and shopping (Appleyard, 1981). 
Figure 17 showing a neighbourhood street in Mumbai animates the 
above in a more illustrative fashion than the examples of Maputo ana-
lysed on the opposite page.  This essentially serves as an indicator of a 
new city culture driven by intricately woven daily activities. From the 
analysis carried out here evolves the formulation of the research aims, 
rational as well as research questions that this study addresses.
1.4.2) Research Aims
This thesis fundamentally aims to reframe Urban Design to enable its 
optimal use for sequencing developing cities. By means of this, it seeks 
to establish a relevant approach and set of research techniques that 
enable Urban Designers to read and restructure the complexity of 
urban space existent within developing cities.  Thus, the thesis  rec-
ognises the interrelatedness of building density, housing and social 
services, retailing, land use mixes, transport/movement and street 
connectivity that forms the conceptual framework for the operation 
of developing cities. In so doing, aims to set forth a process of analysis 
and design that celebrates the conceptual framework mentioned 
above as its basis.
1.4.3) Rationale
In achieving the research aims, this thesis adopts the Making Places 
Approach as a relevant Urban Design as a relevant means of un-
packing developing city functionality. This is largely due to the fact 
that the Making Places Approach considers built form in relation to 
the manner in which people use space which are both critical factors 
informing developing city functionality. Recognising the interrelated-
ness of building density, housing and social services, retailing, land use 
mixes, transport/movement and street connectivity, the thesis seeks 
to measure the extent to which the above is considered in current 
Urban Design theory and South African practice. Identifying a gap 
in the collective consideration of the above aspects in South Africa, 
the thesis orchestrates the establishment of Urban Design research 
techniques suitable for collecting data in developing cities using the 
conceptual framework as a basis for this. Furthermore, the thesis illus-
trates an analysis and design process that demonstrates that the con-
ceptual framework can be knit together in a stronger fashion across 
various scales in the built environment. With the rationale behind the 
study being the above, the following research questions arise.
1.4.4) Research Questions
1.4.4.1) Research Question 1
How can one develop new techniques or toolkits in Urban Design suit-
able for understanding developing cities?
1.4.4.2) Research Question 2
Can the consideration of the interrelatedness of building density, 
housing and social services, retailing, land use mixes, transport/move-
ment and street connectivity serve as the basis of Urban Design across 
various scales for developing cities?
Figure 17:  Street scene near Victoria Station in Mumbai India (Kaori, 2012)
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1.5)  Final Remarks
This chapter has provided the crux of the thesis by outlining its key ar-
gument which in turn informs its layout. Furthermore, it has indicated 
the sequence of operations followed that has given rise to the re-
search and design work that will be displayed in the remainder of the 
document. Nevertheless, in a more critical sense it has unpacked Ur-
ban Design as a discipline through examining traditional approaches 
of analysing and designing cities. In so doing, it points towards the 
fact that developed cities differ remarkably in comparison to devel-
oped cities in terms of their regional, local and street functionality. 
Informed by the above, it rationalises an appropriate approach for 
dealing with developing cities which it refers to as the Making Places 
approach. When analytically applying the rationalised approach, a 
critical discovery is made regarding political time change infl uencing 
migration which has caused interrelationships between population 
density, building density, housing and social services, retailing, land 
use mixes, transport/movement and street connectivity in develop-
ing cities.  The above discovery forms the primary basis of this the-
sis and is therefore thread throughout the document. The discovery 
made here has not yet been explored in contemporary Urban Design 
literature or practice and therefore serves as a means of resurrecting 
new debates among those concerned with city making.   
1. INTRODUCTION
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Unpacking The Discovered Urban Design Theoretical Framework
Currently, much of the Urban Design theory that exists bases itself on devel-oping cities. This statement is not yet openly set forth by other theorists, but 
becomes evident when viewing the works of key theorists such as Roger Trancik, 
Edmund N. Bacon, Kevin Lynch, Paul D. Spreiregen and Gordon Cullen, among 
others, which relate strongly to the form and function of developed cities. These 
theorists have also spent the greater part of their lives in the developing cities and 
have therefore dealt with the physical design situations existent in their respective 
cities. In light of this, it becomes critical for Urban Designers to theorise phenomena 
applicable to the developing city context. 
In fulfi lling a commitment to the above, this chapter begins by unveiling a concep-
tual framework derived from the current developing city scenario outlined in the 
previous chapter. It then scans current theory on scale, time change infl uences 
on urban realms, population density, building density, housing and social services, 
retailing, land use mix, transport/movement and street connectivity as theoretical 
concepts contained in the conceptual framework. In so doing, it couples theory 
with practical spatial examples to which the theory applies. The intention behind 
the exploration explained above bases itself on the provision of a clearer under-
standing of each theoretical concept before applying them collectively throughout 
the remainder of the thesis. In light of this, the foundation of each concept is set forth 
here rather than a pure focus on the interrelatedness between each concept. This is 
also attributed to the fact that the conceptual framework developed here is newly 
formulated and therefore literature on each concept remains dispersed. Neverthe-
less, the interrelatedness of scale, time change infl uences on urban realms, pop-
ulation density, building density, housing and social services, retailing, land use 
mix, transport/movement and street connectivity as concepts is threaded through 
chapters that follow.
Theorising/Unpacking
CHAPTER 2: LITERATURE REVIEW – THEORETICAL UNDERPINNINGS
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Figure 18: Venn diagram representing a renewed conceptual framework for 
Urban Design
2.1) Unveiling a New Conceptual Framework for Urban Design
2.1.1) Basis for a New Urban Design Conceptual Framework 
The previous chapter has set up the basis for the formulation of the 
theoretical framework for this thesis. Figure 18 provides a graphic rep-
resentation of the conceptual framework. Firstly, the diagram shows 
political time changes as well as  population density and migration as 
resultant forces acting on the design concerns/concepts identifi ed in 
the previous chapter for developing cities. Secondly, the diagram in-
dicates the overlapping relationships between the design concerns/
concepts which are building density, housing and social services, re-
tailing, land use mixes, transport/movement and street connectivity. 
Thirdly, the conceptual framework takes heed of the fact that the 
design concerns/concepts operate across various scales and within 
the formal, semi-formal/semi-informal and informal realms. Neverthe-
less, the conceptual framework does not construct its genetic make 
up from a policy or governance angle, but rather attempts to do so 
from  a socio-spatial perspective (Madanipour, 1996). As such, it is in-
formed by current livelihood patterns dominations in developing cit-
ies as indicated by fi gure 19. These livelihood patterns comprise of ac-
tivities such as living, accessing social services (playing, praying and 
Figure 19: Common livelihood patterns in developing cities – Adapted by 
author from (Madanipour, 1996)
recreating), accessing employment, commuting and shopping. The 
manner in which these livelihood elements operate in various cases 
are directly determined by the positioning of hubs in developing cit-
ies that promote activities. The image of Bree Street in Johannesburg 
Inner City (spread across the opposite page) epitomises such liveli-
hood functioning which responds to building density, housing and so-
cial services, retailing, land use mixes, transport/movement and street 
connectivity.  From the theoretical construct created here, one can 
argue that Urban Design drastically needs to centre itself around the 
physical arrangement of these components in space as mentioned 
previously. Nevertheless, in order to achieve the above, current litera-
ture on each concept contained within the conceptual framework 
needs to be scanned. Below is an outline of the order in which this 
occurs: 
• Scale
• Time Change Infl uence on Urban Realms
• Population Density
• Building Density
• Housing and Social Services
• Retailing
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Page Spread 1: Bree Street, Johannesburg
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2.2.1) Urban Design and Scale
This section of the literature review as indicated by fi gure 20 is focused 
on grappling with scale as a concept. Thus, current theoretical un-
derstandings of scale, built environment scale arrangement and the 
danger of design carried out devoid of scale consideration is outlined 
here.
2.2.1.1) Theorised Understandings of Scale
As indicated by fi gure 21, one of the fi rst attempts to understand scale 
and proportion was undertaken by Le Corbusier. He used Leonardo 
da Vinci’s Vitruvian Man drawing as a basis for perceiving human 
proportions and the manner in which objects designed in the built en-
vironment could relate to the size of a human. Nevertheless, while the 
theoretical establishment here is useful for architectural design, Shir-
vani (1985) provides a more comprehensive way of understanding 
scale for cities. He does so through urging that Urban Design should 
consider the self referential ratio of one distance or size to the next. 
Thus, entire cities and their elements are in some scale ratio and re-
late to some or other activity. For example, the connection between 
two cities depending on the distance between them requires  the ac-
tivity of either long distance commuting or walk. This is echoed by the 
work of Spreiregen (1965) in which he illustrates how to make a visual 
survey at any scale through  analysing  size, shape, pattern, density 
and grain.  This allows scale to be understood in a more holistic way 
which is applicable to Urban Planning, Urban Design and Architec-
ture. Nevertheless, no widespread theory exists which indicates the 
manner in which all scales in the built environment piece together 
and become useful for Urban Design considerations. Thus, above, in 
fi gure 22, is an arrangement of various scales in the built environment.
2.2.1.2) The Arrangement of Scales in the Built Environment
A total of eight scales within the built environment can be identifi ed 
and categorised from largest to smallest as indicated by fi gure 22. 
One notices from this diagram that international, continental and na-
tional scales primarily form the domain of Urban Planning (Centre For 
Development and Enterprise, 1995). Essentially, at the international 
and continental scales, institutions such as the United Nations and the 
World Bank are in charge of using policy to guide social and econom-
ic development while simultaneously ensuring cooperation between 
countries/states. As such, the above mentioned organisations pay at-
tention to the establishment of data regarding international develop-
ment and urbanization trends (United Nations, 2013). Even though the 
infl uence of Urban Design at these scales is minimal, the establishment 
of such data assists designers to incorporate into their analysis  the 
levels of migration and population density.  Thus, they are able to de-
termine the manner in which housing, economic development and 
mobility which relate to population densities pan out across the globe.
2.2) Scale as a Theoretical Concept
Figure 22:  Representation of built environment scales and dominant stakeholder domains
Figure 20: Scale as a theoretical concept
Figure 21: Le Corbusier’s Le Modulor (Le Corbusier (1996)
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Figure 23: Context- Urban Design as a beautifi cation programme (Mogave-
ro, 2012)
Figure 24:  Melrose Arch as a contained development node (google im-
ages, 2013)
Slightly different to the above scenario, the intersection of the Urban 
Planning and Urban Design domains occurs at the provincial  and 
regional scales as indicated by fi gure 22 on the opposite page. This is 
largely a result of transportation systems operating across provinces, 
connecting one region to the next. Transportation systems also func-
tion in conjunction with the distribution of city and neighbourhood 
nodes containing social amenities and retail activity. At the provincial 
and regional scales, Urban Design becomes more infl uential than at 
previously discussed scales. This is due to it having the ability to analyse 
building density points, housing and social service as well as retailing 
activity locations, land uses, transport networks and street connectiv-
ity across the landscape (City Think Space, 2011). 
Inner Cities (containing neighbourhood districts) and prominent 
neighbourhoods in some cases lying away form inner cities function 
within broader metropolitan regions. These nodal points serve a pull-
ing function for people from various continents, countries, provinces, 
and other metropolitan regions. Furthermore, the function of inner cit-
ies and neighbourhood districts are in turn informed by dynamics and 
networks present at the provincial and regional scales.  However, dy-
namics of building density, housing and social services, retailing, land 
use mixes, transport/movement and street connectivity reveal them-
selves in more detail. Within districts lie precincts that each have their 
own character and identity. Essentially, the functions of precincts are 
directly determined by the type of connective functionality present 
at the inner city and neighbourhood district scales. Furthermore, at a 
design level, the materiality of space can be illustrated in an Architec-
tural sense. Thus, Le Corbusier’s manner of understanding scale and 
proportion as discussed in fi gure 21 becomes applicable here.
One recognises that the inner city, neighbourhood district and pre-
cinct scales fall directly within the domain of Urban Design as fi ner 
grained issues are present here. This essentially means that extensive 
analysis as well as re confi guration of the environment can occur 
through the use of Urban Design. Each scale under discussion here 
has a domino effect on the next. Thus, Urban Designers need to gain 
the ability to work across numerous scales in order to ensure cohesive 
provincial, regional, inner city, neighbourhood district and precinct 
development responding to national and continental policy plan-
ning and trends. 
2.2.1.3) The Danger of Design Devoid of Scale Considerations
One notices from the above that Urban Design is a fl exible discipline 
due to it functioning within the Urban Planning and Architectural do-
mains. However, A common misconception of Urban Design is that 
it is simply a public space beautifi cation programme involving the 
planting of trees, placement of street furniture, paving, lighting and 
signs (Shirvani, 1985). Figure 23 below refl ects a typical  design draw-
ing giving such an impression.
The above perception is highly fl awed as it simply points towards Ur-
ban Design being superfi cial and materially based devoid of an ana-
lytical ability that operates across many scales. As such, city councils 
choose to focus energies on Urban Planning policy, issues of govern-
ance and other infrastructure delivery related aspects for the city. 
Thus, Urban Design becomes neglected as a space making device in 
the developing world.
In the contemporary developing world, many Urban Design projects 
implemented (across various income level areas) appear as func-
tioning devoid of broader analytical movement, social and cultural 
concerns, both formal and informal formal. One such example in 
Johannesburg is Melrose Arch (fi gure 24). The Johannesburg region-
al spatial development framework alludes to the fact that Melrose 
Arch is a contained node ignoring aspects such as informal public 
transportation networks and therefore broader regional connectiv-
ity (CoJ, 2007). The development was aimed purely as private ve-
hicular access, and planned purely at the local scale with a focus 
on harnessing contained pedestrian movement and Architectural 
Design.  While scale forms an integral component of the Urban design 
process, time change in cities plays an equally important role. This is 
largely due top the fact that policy changes and trends at broader 
scales over time impact on the form and function of physical environ-
ments. As such, a discussion on time change follows.
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2.3) Time Change Infl uence on Urban Realms as a Theoretical Concept
2.3.1) Time Change Infl uences
This section seeks to carry out a discussion on time and its infl uence 
on the urban realm as indicated by fi gure 25. Time is an ongoing 
phenomenon understood through past, present and future events. 
However, it can also be perceived through morphological changes 
in sequences of events and urban form (Khan, 2009). The effects of 
time change are most observable through the physical changes that 
urban streets undergo over time either propelled through  changes in 
technology or population density (Ahmed et.al, 2009). 
Maputo City- Postcolonial Avenida Guerra Popular (2012)Maputo City- Colonial Avenida Guerra Popular (1962)
Johannesburg City- Colonial Eloff & Plein Street (1920) Johannesburg City- Postcolonial Eloff & Plein Street (2013)
2.3.1.1) Global Technology/Market and Form-Based Time Changes
Johannesburg City is a primary example of the manner in which 
technological change triggered and continues to propel changes 
in urban form (Erber and Mkhabela, 2011). An analysis of the corner 
of Eloff and Plein Streets in 1930 and 2013 as indicated by fi gure set 
26 shows changes in the aesthetic from colonial buildings to modern 
structures accommodating parking facilities (transport mode chang-
es). Furthermore, an increase in connectivity is being experienced 
due to the self developed taxi system as a result of poor delivery of 
public transport and employment from governments.
2.3.1.2) Global Density-Based Time Changes
While in the case of Eloff and Plein Streets, signifi cant changes in urban 
form can be noticed, a comparative sketch analysis of Avenida Guer-
ra Popular in Maputo showing the form in 1962 and 2012 as indicated 
by fi gure set 27 portrays minor changes in urban form. However, the 
role and identity of the sidewalk has changed from housing entertain-
ment to being a place of self employment due to increased popula-
tion density and demand for employment (Huchzermeyer, 2011). 
2.3.1.3) Developed City Time Change Infl uence Summary
From the above scenarios, one realises that developing cities undergo 
changes within their private realms, semi-private realms/semi-public 
realms and public realms as summarised by fi gure set 28 on the op-
posite page (Dewar and Watson, 1990). As such, Urban Design at the 
local level needs to respond to the trends given rise to by global time 
change forces specifi cally regarding the function of building density, 
housing and social services, retailing, land use mixes, transport/move-
ment and street connectivity.    
Figure set 26: Johannesburg Inner City (Elloff and Plein Street) form and identity change over time driven by technology
Figure set 27: Maputo City (Avenida Guerra Popular) activity and identity change driven by densityFigure 25: Time change as a theoretical concept
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Figure set 28: Developing city typical form and identity changes (formal, semi-formal/semi-informal and informal)
Johannesburg City- Postcolonial Eloff & Plein Street (2013)
Johannesburg City- Postcolonial Eloff & Plein Street (2013)
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2.4) Population Density as a Theoretical Concept
2.4.1) Population Density
For Urban Designers the term density is commonly used in an illusive 
manner, either referring to buildings or people (Larice and Macdon-
ald, 2007). Consequently, this section outlines current theory on popu-
lation density as indicated by fi gure 29 while the following section 
deals with building density.
2.4.1.1) Defi ning Density
Defi nitions of density have slight differentiations from one theorist to 
the next. However, as the common factor, all theorists agree that the 
idea of density is centred around the number of units of any tangi-
ble object existent in a given spatial area as indicated by fi gure 30 
(Forsyth, 2003). Here, density considers the concentration of a single 
measurable object in space across all scales. 
2.4.1.2) Containment and Population Density
Population density is probably one of the most important informants 
of decisions made with regards to city design. This is largely due to the 
fact that the number of people in a specifi c space (at any scale) di-
rectly informs socio-economic conditions in space. This is indicative at 
the conceptual level as indicated by fi gure set 31 which illustrates the 
Figure set 31: Density levels and competition for space relationshipFigure 30: The pure meaning of density
idea that higher occupancy levels in space implying greater levels of 
competition among occupants.  
2.4.1.3) Magnetic Elements Infl uencing Population Density Distribution
While the concept of density can be simply understood as the amount 
of people in a contained area, there are also other forces that in-
forms the distribution of people as indicated by fi gure set 32. One no-
tices here that while the relationship demonstrated previously purely 
illustrates density within a contained area, the relationship illustrated 
by the fi gure indicates that even though abundant space might be 
available, humans fl ock towards point of benefi t. This however, mani-
fests in a number of ways spatially. The fi rst diagram in fi gure set 32 
Figure set 32: Density levels and magnetic points of benefi t relationship
Figure 29: Population density as a theoretical concept
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Figure set 33: Population density of seven cities (Bertaud, 2001)
indicates increased densities towards  a single  core having magnetic 
properties. On the contrary, the second diagram indicates the same 
happening but distributed among three cores having magnetic prop-
erties. It is important to take into consideration here the fact that the 
size of each core does not have an impact on the amount of people 
fl ocking towards it, but rather its magnetic strength attributed to the 
amount of benefi ts it can provide. This is indicated by the third dia-
gram in fi gure set 32 which represents four equal magnetic cores and 
therefore equal densities centred around them.
Since the development and advancement of computer aided de-
sign technology, the above discussions can be represented in more 
space or place oriented fashion. Bertaud (2001) in his study of seven 
cities solidifi es this by stating that the spatial distribution of cities can 
be graphically represented through combining census data and land 
use maps to construct a three dimensional object. Here, the built up 
area lies in the X-Y plane and the population density in the Z plan as 
indicated by fi gure set 32. His manner of representation provides a 
phenomenal way of identifying special areas of cities which attract 
people. For example, the diagrams contained in fi gure set 33 repre-
sents the previous discussions here more clearly as all the diagrams 
show as their highest points the magnetic cores of each city (Central 
Business Districts). Bertaud (2001) chooses to represent the above at 
the metropolitan region scale in his study. However, this can be car-
ried out at international, continental, national, provincial, regional, 
neighbourhood district, precinct and even single building scales. This 
is however dependant on the focus of the study being carried out. 
The method of measuring and representing density outlined above 
can also be carried out at yearly intervals in order to tell the evolution 
of cities.  As such, the representation of such data becomes useful for 
Urban Planners, Architects and Urban Designers to make decisions on 
how to plan Cities, buildings and open spaces as population growth 
has direct effects on the spatial manifestation of urban form and and 
activity in space as mentioned earlier.
2.4.1.4) Population Density as a Signalling System for Designers
The study conducted by Bertaud (2001) does not merely show good 
ways of representing  population density, but his primary argument 
also parallels with the argument by Fornos et. al (1999). This argument 
basis itself on the fact that population density is a direct signalling sys-
tem for Urban Planners, Architects and Urban Designers as increased 
population rates imply lower vacancy rates, while higher population 
densities imply lower vacancy rates. In turn, higher vacancy rates sig-
nal less need to erect built structures coupled with the opportunity 
of providing more open space while lower vacancy rates signal the 
need for more built form. This argument lies parallel to the discussion 
on page eleven in chapter one of the manner in which developed 
and developing cities have manifested and their respective vacancy 
rates. 
The theoretical concept of density has been set forth here in terms 
of population and a way of spatially representing this has been iden-
tifi ed. Nevertheless, the discussion involves further complexities with 
regards to the manner in which building density can be understood. 
A discussion of building density as a theoretical concept follows.
The study of population density 
is critical in developing  cities as 
it has the potential to indicate 
movement patterns towards 
areas of benefi t for humans. As 
such, sets the platform for de-
signers to grapple with decisions 
regarding building density, hous-
ing and social services, retailing, 
land use mixes, transport/move-
ment and street connectivity 
to accommodate the needs of 
people.
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Figure set 36: Modern city and neighbourhood built form – sparse (Trancik, 
1986) 
2.5.1) Building Density Understandings
This section focuses on theoretical understandings of building density 
as indicated by fi gure 34. While people often refer to building den-
sity as being high, medium or low, there is no agreed up standard 
for what constitutes this. Forsyth (2003) outlines twenty different ways 
in which building density is determined. Nevertheless, the most com-
mon understandings of building density revolves around either fl oor 
area ratios for the case of a single building, or the sparse or densely 
packed nature of building form within the context of a city or neigh-
bourhood  located within a region of which both instances relate to 
building height as well. These are discussed below.
  
2.5.2) Building Density as Floor Area Ratio and Height
When building density is understood in terms of fl oor area ratio, it 
includes a measurement of the total usable area of building fl oors 
rather than basing itself on the footprint of buildings (Forsyth, 2003). 
This form of measurement is typically used by municipalities as well as 
property developers as the amount of fl oor area that a building gives 
rise to can assist in terms of the amount of leasable space that exists 
within a given area (Buchanan, 2008).  This is indicative when viewing 
2.5) Building Density as a Theoretical Concept
fi gure 35 which indicates that higher buildings have the potential to 
accommodate more people, thus having the ability to yield higher 
economic benefi ts. Nevertheless, this perception has been argued 
against by Urban Designers such as Bacon (1967) who in turn states 
that buildings higher than six storeys dehumanizes space by limiting 
the proportion between built and human scale. 
2.5.3) Sparse and Dense City Form
2.5.3.1) Sparse Building Form – The Modern City and Neighbourhood
The modern city as indicated by fi gure set 36 which contains tall 
sparse buildings (Dubai as an example) is often interpreted as high 
density.  Nevertheless, this notion can be contested as such cities are 
primarily structured around the use of motor vehicles and highway 
networks contributing to large voids between buildings in the form of 
parking lots. Thus, limitation on productive uses of horizontal space 
occurs.  In the case of neighbourhoods, building height is low and 
sparse which is a common phenomenon in American neighbour-
hoods. Both the above typologies of sparse density lacks an ordered 
and logical sequence of buildings that facilitates low speed move-
ment and therefore social interaction in space (Trancik,1986). 
Dubai City- Loose City Form
Beltline (Calgary)- Sparse Neighbourhood Form
Figure 34: Building density as a theoretical concept
Figure 35: Building density understood in terms of fl oor area and height 
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This typology of density and built form disrespects pedestrian move-
ment as it limits the legibility of environments. Nevertheless, such cities 
typically evolve due to the unwillingness or inability of public institu-
tions to control the appearance of physical structure and symbolic 
meaning as a result of private developer investment (Trancik, 1985).  
2.5.3.2) Dense Building Form – The Traditional City and Neighbourhood
Figure set 37 provides a conceptual representation of tradition-
al city and neighbourhood form showing manner in which it has 
been used for the planning of Cairo as a city and Beltline in Cal-
gary as a neighbourhood. One notices form the examples con-
tained here that the building masses are densely packed together. 
The structure of Cairo’s urban solids and voids provides a sequence 
of exterior spaces structured primarily for pedestrian movement. 
This is solidifi ed by the fact that is relies on the Mosque as a struc-
turing element within the environment contesting the rigid nature 
of the urban grid (facing Mekkah). The horizontal density of build-
ings around the mosque area loosens allowing it to be a promi-
nent feature of the city. The mosque opens up into a market space 
(Souk) encouraging masses of pedestrians to stroll through them after 
prayers before returning to work or home. Thus, the tightly packed 
built form assists to integrate the economic and social amenities of the 
city through the use of building density. Similarly in the case of Beltline 
neighbourhood, buildings which are only moderately tall are densely 
packed together with looseness occurring around the church as a 
public building. Thus, a series of connected urban rooms is given rise 
to forming the public realm. This sequence of structured urban rooms 
allows people to traverse from one urban space to the next, across 
the district and to enjoy the social and economic qualities of space 
(Trancik, 1986). The defi nition and sequence of urban rooms allows the 
lingering as well as guided movement of pedestrians within defi ned 
spaces between buildings. 
2.5.4) Lessons Learnt About Good Building Density 
From the above discussions, one of the key lessons learnt is the fact 
that taller buildings provide capacity for economic benefi t as more 
leasable and productive space is given rise to. Nevertheless, this 
comes at the expense of not being able to facilitate humanistic en-
vironments that advocates for increased social interaction in space. 
Furthermore, in the case of developing cities, it only has the ability to 
accommodate formal economic activity and negates the incorpo-
ration of informal activity for unskilled labourers.
On the contrary, one realises that building density can be understood 
in terms of the manner in which buildings interface with the public 
realm rather than simply in terms of height or fl oor area ratio. Further-
more, one realises here that traditional city form principles  encour-
age a healthy building density that gives rise to spaces that function 
for pedestrians rather than vehicles. The use of this density model by 
contemporary designers in the developing world thus has immense 
potential to retain the fractal economic, social, religious as well as 
spatial relationships in cities and neighbourhoods. Using principles of 
traditional form allows respect for the street edge providing the basis 
for legible and coherent communities. Furthermore, instituting build-
ing increased building density in this fashion generates slower, yet 
more interactive forms of movement in cities and neighbourhoods. 
Good building density encour-
ages rather than impedes social 
interaction in space, Further-
more, it provides the basis for a 
human scaled environment and 
responds to the street edge. 
Thus, it allows cities and neigh-
bourhoods to function as com-
munities incorporating a series 
of social and economic activi-
ties.
Figure set 37: Traditional city and neighbourhood form – dense (Trancik, 
1986) 
Cairo City- Dense City Form
Beltline (Calgary)- Dense Neighbourhood Form
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2.6) Housing and Social Services as a Theoretical Concept
2.6.1) Approaches Towards Housing and Social Service Development
In exploring literature on housing and social services regarding devel-
oping cities as indicated by fi gure 38, two broad approaches exist. 
The fi rst approach which is theorized extensively is largely policy and 
governance led while the latter being underdeveloped theoretically 
is a space and place making led approach. These are explored be-
low.  
2.6.1.1) Policy and Governance Led Approach to Housing and Social 
Services
The use of the policy and governance led approach for the most part 
involves critiques of housing and basic planning recommendations. 
For example, Charlton (2004) focuses on redirecting existing planning 
mechanisms to move towards responsive and sustainable sttlement 
delivery. Congruently, Todes (2003) highlights the importance of com-
pact settlement development including housing and social services. 
On a sociological level, Karam and Huchzermeyer (2006) emphasise 
complex challenges form poor living conditions to troubled health 
care options for those living in informal settlements. Using a practical 
viewpoint, Sowman and Urguhart (1998) emphasise the importance 
of infrastructure such as energy supply, water supply and sanitation, 
waste water management, and telecommunications as important 
social service elements for housing creation. With an abundant focus 
on policy and governance, spatial planning for housing and social 
services has largely been unguided. The township layout plan for Cos-
mo City in Johannesburg as indicated by fi gure  2.6.1a epitomises this 
as focus is directed towards providing low density housing structures 
lacking relationships with social amenities such as parks, recreation 
facilities, religious buildings, schools and work opportunities.  
2.6.1.2) Space And Place Making Led Approach to Housing And So-
cial Services 
Martin (2000) responds to the conventional low density sprawled hous-
ing demonstrated previously through advocating for social housing. 
He does so through placing emphasis on the integration of commu-
nities and the provision of affordable high standard subsidised hous-
ing that potentially provides areas with the benefi t of regeneration. 
This assists in exposing people to a variety of cultures within spaces 
used to live, work, socialise and play. The process of social housing 
is managed by independent institutions which allow communities to 
participate in the management of their communities. Social housing 
therefore serves as a mechanism that caters for people coming from 
diverse backgrounds entering the neighbourhoods and the city (Mar-
tin, 2000).
•  The Affordability and Standard of Social Housing
The concept of social housing is aimed at being affordable in terms 
of both rentals as well as the provision of the housing. The aim is to 
provide housing that is of an adequate standard in terms of its con-
struction in order for it to last, but yet to allow reduced costs. As such, 
governments are the primary parties that subsidise social housing. 
• City Regeneration Through Social Housing
 
Developing new housing or upgrading the existing housing through 
good Architecture improves the aesthetics of spaces. Along with this 
is the stimulation of socio-economic growth can occur by integrating 
housing into the environment with the retention of good space and 
the eradication of underperforming space.
• The Participation of Residents and Tenure Forms
The process of delivering social housing involves future residents being 
given the opportunity to participate in the process of developing as 
well as managing the social housing project. Through resident involve-
ment, a learning process about future management is facilitated even 
though the levels of engagement may differ from project to project. 
Figure 38: Housing and social services as a theoretical 
concept
Figure 39: Cosmo City Township layout (Read, 2005) 
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• Space Making Guidelines For Facilitating Social Housing
Use of the street: It is vital to examine the nature of existing buildings 
within the area and use Architecture as a tool that promotes conform-
ity when reconstructing or creating new buildings. Nevertheless, new 
buildings can also be used as structuring elements in environments 
that lack richness. Martin (2000) states that it is important to plan build-
ings in a manner that allows the street to be an extension of peoples 
living environments. Thus, activities of the streets should to a large de-
gree be incorporated into the social housing project promoting the 
mix of uses and therefore activities in the private and public realms.
Density: The density of buildings that social housing promotes depends 
on the context of the project. Generally, if a project is located towards 
the periphery of the City, densities will be low. On the other hand, 
urban and suburban areas call for medium to high density depend-
ing on the character of the area. Nevertheless, from an Urban Design 
perspective, the development of small numbers of units in groups that 
are easy to identify are much more attractive than featureless high 
buildings.
Parking: Directly link to the context of the project as well as density is 
parking. In the peripheral context, every unit can be provided with a 
parking bay as public transport is usually  limited. In suburban or urban 
areas it is recommended that less parking bays are developed than 
units as this will encourage public transport and pedestrian move-
ment.
Materials: For housing units, hard wearing materials are suitable. Nev-
ertheless, as a general rule of thumb, a combination of face bricks 
and plaster fi nishes should be used in order to break the monotony 
of structures. Internal and external structural elements should be de-
signed  with easy maintenance in mind. 
• Examples of Space and Place Making Led Approaches Used 
Kliptown consolidation and upgrade project
The Kliptown consolidation and upgrade project carried out by ASM 
Architects and Urban Designers in conjunction with Urban Dynamics 
Town Planners epitomises the use of a spatially led approach to hous-
ing and social service development.  Figure 40 shows the focus of 
the project as creating a coherent neighbourhood through expand-
ing the range of low-rise medium density housing options and induc-
ing mixed use opportunities where possible. This essentially enhances 
seams of connectivity through linking together under-utilised schools 
threatened by commercial strips, with local civic squares and pub-
lic facilities as social amenities. Thus, the housing strategy envisaged 
occurred in conjunction with improving connectivity between social 
and economic spaces, creating a networked community.
Lion Park Upgrade Project
The Lion Park upgrade project  carried out by Micheal Hart Architects 
and Urban Designers (fi gure 41) emphasises mixed use residential 
districts that can develop over time into socially and economically 
sustainable neighbourhoods. Similar to the Kliptown consolidation 
and upgrade project, low rise medium density housing typologies 
were developed to create a sense of place. An Emphasis on the 
placement of buildings to form a pedestrian friendly environment 
and streetscape took priority here in conjunction with the linkage of 
squares and parks. Essentially, the concept revolved around the cre-
ation of an overall connected neighbourhood with its open spaces 
serving as the main social amenities. 
2.6.2) Refl ections on Housing and Social Services
One notices from the above that while good critique evolves from 
using a policy and governance approach to housing and social ser-
vice development, the approach lacks capacity in terms of provid-
ing guidance for the creation of coherent places for people. Rather, 
housing and social service planning needs to become more spatial 
and site specifi c for the developing world context. This will essentially 
promote the creation of functional places.
Figure 41: Social Housing Concept for Lion Park (Micheal Hart Architects and 
Urban Designers, 2012)
Figure 40: Social Housing Concept for Kliptown (ASM Architects and Urban 
Designers, 2012)
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2.7) Retailing As A Theoretical Concept
2.7.1) Retailing Theoretical Focus
This section is focused on interrogating current literature on the con-
cept of retailing as indicated by fi gure 42. Similar to the situation of 
housing, current literature regarding retailing is theorised either from 
a socio-economic angle or a socio-spatial angle involving space and 
place making. 
2.7.1.1) Socio-economic Theorisation of Retailing 
Huchzermeyer (2011) identifi es that retailing can either be catego-
rized as being formal or informal. While formal businesses are large 
enterprises operating within the sphere of employment regulations, 
possessing trade licences and paying taxes to authorities, informal 
businesses represent the inverse. Dewar and Watson (1990) recog-
nise semi-formal/semi-informal as a grey area between formal and 
informal retailing.  Hart (2010) on the contrary looks purely at informal 
retailing by referring to it as an “early-modern street economy” (Hart, 
2010, 375). Similarly, Al Sayyad (2004) focuses on informal retailing 
through describing it as a trade service sector in which a multitude of 
people frequent the streets, sidewalks and alleys in developing coun-
tries for survivalist purposes. Congruently, Soliman (2008) examines 
links between informal retailing and poverty. Nevertheless, the devel-
opment of most literature from a socio-economic angle continues to 
advocate for informal retailing as a survivalist mechanism and entry 
point into the formal business sector in developing cities. However, 
while informal retailing is seen as a lucrative poverty alleviation mech-
anism when theorized from and economic angle, a number of issues 
can be investigated when it is theorized from a socio-spatial angle.
2.7.1.2) Socio-Spatial Theorisation of Retailing 
The socio-spatial theorization of informal retailing has been carried 
out most extensively by Dewar and Watson (1990). They outline com-
mon attitudes by people and counter-arguments regarding the spa-
tial issues that posed by informal retailing as outlined below.
• Impediment of Pedestrian fl ow
Compliant: Informal traders impede vehicular and pedestrian fl ow in 
turn creating congestion (Figure 43).
Counter-argument: This problem can be solved through sensitive 
physical design that allows volumes of space to be negotiated for 
different user needs. 
Figure 42: Retailing as a theoretical concept
Figure 43: Retailing impeding pedestrian fl ow 
Figure 44: Retailing creating hygiene, litter and storage concerns (ASM Ar-
chitects and Urban Designers, 2010)
• Hygiene, Litter and Storage
Compliant: Due to the system being unregulated, it is commonly said 
to act as a threat to human health and is unhygienic. Furthermore 
informal retailing produces large amounts of litter (fi gure 44).
Counter-argument: Facilities for hygiene and storage can be installed 
if the scale of the area permits this. Co-ordinated cleaning systems, 
water supply and garbage collection facilities can be set in place.
• Obstruction of Formal Shop Entrances
Compliant: Informal vending is a form of unfair competition towards 
formal stores. It consciously and unconsciously blocks access ways 
and display areas of formal stores, undercuts prices by locating in in-
terceptor positions. Figure 45 provides an illustration of this. 
Counter-argument:  Through monitoring and control as well as a ne-
gotiation between formal and informal traders, there can comple-
mentary goods can be sold. Furthermore, informal traders serve as a 
form of natural surveillance for formal stores.
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Figure 45: Retailing obstructing formal store entrances and allowing a limited 
goods variety
Figure 46: Solid and void confi guration infl uencing retailing
• Limited Goods Variety
Compliant: Due to a reliance on China for the import of cheap goods 
the ability of locally manufactured goods gets impacted on. Further-
more, due to local policing authorities being corrupt, traders get har-
assed and can therefore only sell petty goods. Figure 45 provides an 
illustration of this.
Counter-argument:  The informal sector has potential to be devel-
oped as a service sector by limiting the import of goods and inducing 
local skills development through strategic design.
From the above one realises that a number of issues exist regarding 
informal retailing in developing cities. Furthermore, formal, semi-for-
mal/semi-informal and informal sectors function together to create a 
complex set of overlapping confl icts and interactions (Sassen, 2005). 
As such, the socio-spatial theorization of retailing (formal, semi-formal/
semi-informal and informal) can be extended.
2.7.2) Extending the Socio-Spatial Theorisation of Retailing 
The extension of the socio-spatial theorization of retailing can be car-
ried out through linking the concept of retailing to the current Urban 
Design theory. This is largely due to the fact that there exists a rela-
tionship between the arrangement of solids and voids which directly 
infl uences the manner in which informal retailing occurs.  Further-
more, the idea of edge conditions and their infl uence on the creation 
movement paths as well as nodes also links to the spatial operation of 
informal retailing. A demonstration of the above follows.
2.7.2.1) Solid and Void Confi guration Infl uencing Retailing
The theory set forth by Trancik (1985) advocating for the formation 
of built space to be understood in conjunction with the psychologi-
cal and social needs of individuals applies strongly in this instance. 
The environment is made up of a set of solid buildings which can be 
categorised as interior space and a set of voids that can be cat-
egorised as exterior space as indicated by fi gure 46. Nevertheless, a 
solid cannot operate without being complemented by a void vice 
versa. The solids often host living and working activity, while the voids 
host other activities such as socialising and recreating (Trancik, 1985). 
Furthermore, the manner in which solids are confi gured to form voids 
infl uences pedestrian movement within the voids of an environment. 
In essence, the positioning of points of attraction within the system 
of solids (irrespective of their uses) provides a force of attraction for 
pedestrians moving through the public realm. This in turn encourages 
the density distribution of pedestrians within the urban voids. In devel-
oping cities informal retailers rely on the passing trade of pedestrians 
and therefore position themselves accordingly. As such, areas within 
the urban void system most densely populated by pedestrians deter-
mine the level of informal retailing present. 
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Figure set 48: Self created edges guiding pedestrian movement which pro-
vides support for retailing
Figure 47:  Edge conditions infl uencing retailing and pedestrian movement 
2.7.2.2) Edge, Path and Nodal Conditions Infl uencing Retailing
The previous discussion shows that sets forth the argument that built 
form infl uences pedestrian movement which in turn informs the mani-
festation of informal retailing. Similarly, as theorised by Lynch (1960) 
the formation of edges in the built environment infl uences the man-
ner in which informal retailing occurs. Edge conditions do not only 
determine the defi nition of open space, but allow the formation of 
movement paths to be confi gured accordingly. This is refl ected by 
fi gure 47 which illustrates that the addition of edges generates pe-
destrian movement which in turn has the potential to set the con-
ditions for both formal as well as informal retailing to occur. From 
this diagram one realises that where no edges exist, only a limited 
amount of movement exists. This in turn limits passing trade. Further-
more the diagram also shows ways of redirecting pedestrian move-
ment through creating magnetic nodal points of energy that attract 
people, causing them to move in a specifi c direction. Figure set 48 
shows an edge informally built against a parking lot in Maputo a street 
in Nairobi where a temporary edges are created using of objects in 
order to aid pedestrian movement which in turn provides support for 
informal trading.  While these are smaller scale examples the image 
spread across the opposite page shows an urban space in Maputo 
where buildings frame exterior spaces and generate edges and paths 
that encourages pedestrian movement and therefore defi nes retail-
ing in space. Nonetheless, even though demonstrated at the street 
scale here, this concept applies across all scales. For example, the 
development of large scale retail nodes across a city region has the 
potential to redirect transport movement. 
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Page Spread 2: Alley In Maputo City Framed by Informally Activated Building Edges
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2.8) Land Use Mix as a Theoretical Concept
2.8.1) Mixed Land Use Mix Formations 
This section deals with Land use mix as a theoretical concept as indi-
cated by fi gure 49. In so doing, it introduces current theoretical discus-
sions of land use mix as an evolving concept in Urban Design before 
looking at its manifestation in developed and developing contexts.
2.8.1.1) Land Use Mix as an Evolving Urban Design Concept
Land use has often fallen under the domain of Urban Planners as mu-
nicipal authorities rely on land use schemes as a means of regulating 
land (Leung, 2003). Being uncommon initially, the concept of land 
use has recently evolved in Urban Design due to theoretical discov-
ery of its relationship with movement activity as indicated by fi gure 
50 (Peponis et.al, 1997). As indicated by the diagram, points at any 
scale having a greater mix of uses implies increased amounts of ac-
tivity. This essentially directs movement forming conduits or paths in 
the built environment.
2.8.1.2) Developed City Land Use Mix Manifestation
Urban Designers often advocate against land use separation under 
the premise that it hampers of the vibrancy of local environments 
and encourages long distance commuting at broader scales. Thus, 
as illustrated by fi gure 51, a vertical mix of land uses locally becomes 
favourable as it allows living, working and recreating in the same en-
vironment (Hillier et al,1993). The model discussed above serves as a 
formal means of planning mixed uses.  
Figure 51: Broadway in America epitomising developed city land use mix 
(Urban Solutions, 2008)
2.8.1.3) Developing City Land Use Mix Manifestation
While in developed cities land uses can be in the private realm, the 
context of developing cities proves to be more complex. The mix of 
uses is extended by people into the public realm either through built 
form or temporary stalls on the sidewalk (fi gure set 52). Thus, the verti-
cal as well as horizontal landscape adapts to accommodate various 
uses as illustrated by the image spread across opposite page. With re-
gards to this, when dealing with the aspect of land use in developing 
cities, it is critical that designers forge an interface between the use 
of the sidewalk and other planned vertical land uses. This essentially 
encourages a system of related land uses, generating increased ac-
tivity in space.
Figure set 52: Developing city land use manifestation
Extension Of Retail Land Use Through Building (Maputo)
Extension Of Retail Land Use In The Form Of Temporary Stalls (Maputo)
Figure 49: Land Use Mix as a theoretical concept
Figure 50: Land Use Mix infl uencing movement activity (at all scales)
Vertically Planned Land Use Mix (Broadway-America)
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Page Spread 3: Example of Land Use Mix (Vertical and Horizontal) In Maputo City
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Figure 54 Evolution of transport modes and city form
2.9) Transport/Movement as a Theoretical Concept
2.9.1) Transport/Movement and City Form Infl uences
This section deals with the theorization of transportation as indicated 
by fi gure 53. In light of this, it begins with an illustration of the man-
ner in which transport and technological the development has infl u-
enced city form over time. In so doing it categorises the current status 
quo of the informal motorised transport operation and city conges-
tion as a cultural turn in developing cities. It identifi es transit oriented 
development is a new concept being applied in cities in response to 
the current status qou of developing cities.
2.9.2) The Evolution of Transport and City Form
Transportation and movement across cities has evolved over time 
due to the development of technology as discussed earlier in this 
chapter. The development of transport in turn infl uenced changes in 
city form and the manner in which cities function (Delavar and  Ka-
rimi, 2004). In demonstrating urban form changes as a result of trans-
port mode changes, Morris (1979) carries out an analysis of city grids 
over time which assists one in uncovering how the current state of 
transport in developing cities has come into being. Figure 54 derived 
from the theorization of Morris (1979) indicates that the organic grids 
of early settlements such as Old Cairo and Isfahan were formed to 
cater for the slow pace of animal drawn transport (Karimi and Mot-
amed, 2003). Nevertheless, The shift from the Medieval ages into the 
Renaissance period marked the development of locomotion and 
small scale development of motor vehicles allowing organic grids to 
become more structured  (Mithra, 2013). This is exemplifi ed by the 
road patterns of Athens and Rome (Boone and Modarres, 2006). Nev-
ertheless, the invention of the motor vehicle at this stage was also 
seen as a major stepping stone in terms of Engineering Sciences, and 
therefore cities continued to be structured around vehicular move-
ment with the exception of European cities. American cities such as 
Los Angelese and Portland serve as examples of cities that continued 
to be planned around vehicular use. The mass production of motor 
vehicles during the industrial revolution solidifi ed the above situation 
Figure 53: Transport as a theoretical concept
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encouraging the integration of highways as high speed carriageways 
into urban grids (Alexander, 1963). Nevertheless, the shift into the glo-
balization where migration into developing cities is rife has evolved 
into a situation where developing cities are experiencing increased 
congestion on their structured modernist grids. Figure set  55 indicates 
this New Cairo and Johannesburg as examples of this whereby both 
cites have modernist grids overlaid by a series of complex movement 
networks that were self developed by the high volumes of the oc-
cupants that they accommodate (Dimitriou and Banjo, 1992). The 
newly formed intricacy of developing cities continues to leave Urban 
Planners, Engineers, Urban Designers and Architects perplexed with 
regards to understanding its overlapping transport and movement 
networks (Haufschild, 2010).  
2.9.3) Transit-Oriented Development as a Growing Concept in Devel-
oping Cities
In response to the situation faced by developing cities outlined 
above, Urban Planners and Engineers have shifted their focus to-
wards a model of development referred to as transit oriented de-
velopment (TOD) formed in North America (Wilkinson, 2006). Urban 
Planners see transit oriented development as a means of creating 
vibrant, liveable communities through building compact neighbour-
hoods and cities structured around high quality transport systems. The 
JDA (2013) is relying on the use of TOD to restructure local neighbour-
hoods in Johannesburg. In so doing, they have formulated a number 
of proposals for neighbourhoods lying away from the Inner City. The 
TOD proposal for Soweto serves as an example of this as indicated 
by fi gure set 56. They envision that the creation of local employment 
through building densifi cation and vertical mix land uses structured 
around formal transport  system conduits connecting to the city (cor-
ridors of freedom). Nevertheless, such proposals are purely focused 
on formal modes of development with the intention of eradicating 
informal transport activity. This is rather ambitious as the informal net-
works in most developing cities continue to remain affordable for the 
urban poor and will therefore remain (German Technical Corpora-
tion, 2010). Thus, one learns from this that the current status quo of 
transport in developing cities needs to incorporate and structure for-
mal and informal transport networks to work collectively rather than 
focusing on eradication and replacement of informal networks.
Figure set 55: Informal transport overlaid on modernist grids of Cairo and Jo-
hannesburg (bottom image: ASM Architects and Urban Designers, 2010)
Figure 56: Transit oriented development proposal for Soweto as a peripheral 
neighbourhood (CoJ, 2013)
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2.10) Street Connectivity as a Theoretical Concept
2.10.1) Street Connectivity in Perspective
This section focuses on solidifying an understanding of street connec-
tivity through investigating current theory on the concept as indicat-
ed by fi gure 57. In light of this, it is identifi es here that some theorists 
understand street connectivity in terms of road network design while 
others understand it in terms of the treatment of links between desti-
nations.  Once this section outlines the above, it looks at restrictive as 
well as improved ways of creating street connectivity through the use 
of practical examples.
2.10.2) Theoretical Understandings Of Street Connectivity
2.10.2.1) Street Connectivity Through Road Network Design
Theorists such as Dow (2004) understand street connectivity in terms 
of the number of connecting streets in a given area. Similarly, Berry 
man (2011) understands street connectivity as the number of inter-
sections along a segment which determines how an area is connect-
ed into a system. The above understandings of street connectivity 
are formulated with the primary idea of the manner in which an in-
dividual can get from one point to the next using either a vehicle or 
through walking. As such, the theorists under discussion here promote 
the fact that the level of street connectivity of an area can be de-
termined through the amount of accessibility and options offered to 
the individual to commute towards a variety of points. With this being 
the case, Dow (2004) and Berryman (2011) look at street connectiv-
ity from the point of view whereby effi cient mobility can be created 
with limited travel distances and congestion. In so doing, both theo-
rists advocate for grid road networks creating forming a directness of 
routes instead of curvilinear road networks that integrate poorly into 
main arteriole routes and terminate into cul-de-sacs (fi gure 58). While 
identifying that grid road networks provide greater capacity,  access 
and choice, they solidify their argument by stating that such networks 
also enhance economic and social interaction as a result of  being 
able to facilitate effi cient movement. 
2.10.2.2) Street Connectivity Through Destination Linkage Treatment
In a slightly different sense to the above understanding as indicated 
by fi gure 59, theorists such as Handy & Clifton (2001), Duany et al. 
(2001) and Forsyth et al. (2008) make reference to street connectivity 
as being the directness of routes between destinations which adds 
Figure 59: Street Connectivity understood in terms of the treatment of link-
ages between destinations
Figure 57: Street Connectivity as a theoretical concept
Figure 58: Street Connectivity understood in terms of road structure
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to the continuity of space. This understanding of street connectivity 
therefore basis itself on the manner in which links between energy 
points in cities or neighbourhoods are treated from using design. As 
such, the facilitation of movement through the conditioning of edges 
becomes critical as edges serve as important elements for the guid-
ance of movement. In cities or neighbourhoods the effectiveness of 
street connectivity can be determined rather simplistically.
2.10.3) Street Connectivity Effectiveness
2.10.3.1) Limiting Effective Street Connectivity
In the developed city context due to much of the formal planning oc-
curring around motor vehicle movement one seldom fi nds examples 
of city planning attempts that effectively facilitates street connectivity 
for pedestrian movement. This is further attributed to the fact that only 
up until recently has city planning been focused on integrating infor-
mal elements of cities which are generators of abundant pedestrian 
movement into formal planning (Bangasser, 2000). 
The above can be realises when carrying out an analysis of Johan-
nesburg’s Inner City and its pedestrian movement infl uences between 
formal and informal energy points. Figure 60 represents dominant pe-
destrian behaviour across a portion of the Johannesburg inner City. 
The primary idea here lies in the fact that a series of energy points exist 
in the city of which the ones highlighted in this case are the Bree Street 
Taxi  Rank, Park Central Taxi Rank and Wits University. A strong sense 
of pedestrian movement form the taxi ranks and the university occurs 
over the railway line as students arriving from other areas  at taxi ranks 
walk towards Wits University. While designers have responded to this 
phenomenon (along with others) through the creation of the Mandela 
Bridge as a connector between the energy points, walking along the 
route proves that a sense of street connectivity has not been created 
effectively. This is largely due to the fact that Mandela Bridge is orient-
ed towards facilitating vehicular movement but is rather unfriendly 
for pedestrians for a number of reasons. Entry onto the ridge offers 
extreme slopes and a lack of reactive edge conditions responding to 
pedestrians moving along this route. Thus, while the Mandela Bridge 
provides a connection from one destination to the next in the city, a 
lack of coherent street connectivity forming a broader system lacks 
to a large degree. From this, the key lesson learnt is that linkages from 
one destination to the next in cities and neighbourhoods need to be 
treated in pedestrian friendly manner through the treatment of edges 
along the routes. 
Figure 60: Pedestrian behaviour in Johannesburg Inner City in conjunction with poor street connectivity
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2.10.3.2) Enhancing Effective Street Connectivity
Enhancing effective street connectivity can be derived through the 
application of the fi gure ground theory, linkage theory and place 
theory set forth by Trancik (1985) as indicated by fi gure . This is largely 
due to the fact that the formulation of these theories was based on 
limiting the creation of lost space in cities and in essence adding to 
their coherence through creating a connected system of energies. 
These theories and their relation to ways of enhancing street con-
nectivity follows.
• Figure Ground Theory
The main aim of the fi gure ground theory is to examine the relation-
ship between solids an voids within a specifi ed environment. Solids 
can be understood as any built mass in space, while voids can be un-
derstood as open spaces that complement the solids (Trancik, 1985). 
The collective function of solids and voids determines enclosures and 
exposures within the public realm. Essentially, spaces given a greater 
sense of exposure through distant placement of solids from each oth-
er can be interpreted as energy points providing people the ability to 
linger. Congruently, spaces given greater sense of enclosure through 
the tight order of buildings can be interpreted as conduits through 
which people are encouraged to move (Cullen, 1977). In this case, 
one realises that the ordering of built form facilitates the enhance-
ment of street connectivity as environments become legible to its us-
ers. The Champs Elysee in Paris as indicated by fi gure set 62 serves as 
an example of this. One notices from the photograph and diagrams il-
lustrated here that the urban solids are used as elements that form en-
closures and exposures that in turn create a hierarchy of movement 
ways within the city. These movement ways essentially facilitate street 
connectivity through forming movement conduits to various destina-
tion points within the city.
• Linkage Theory
The linkage theory deals with the organising of lines that connect the 
parts of the city and the design of a spatial datum. In spatial design, 
a spatial datum can be a site line, directional fl ow of movement, an 
organizational axis (tree lines) or a building edge. Together, they in-
dicate a constant system of linkages to pronounced destinations. 
Linkage is the glue of the city that ultimately unites all the layers and 
activities within the city, giving rise to a coherent framework system 
of street connections (Trancik, 1985). This theory also applies to the 
Figure set 62: Champs Elysee in Paris showing enhanced street connectivity using built form  (Bacon, 1967)
Figure set 61:  Figure ground, linkage and place theory as a means of facili-
tating enhanced street connectivity
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method of street connectivity applied to the City of Paris as indicated 
by fi gure set 62. One notices here that the Arc de Triomphe, St. Ger-
main l’ Auxerrois and Cimetière nouveau serve as anchoring points of 
energy linked together by the built form along the Champs Elysee and 
other paths leading towards it. As such, the directness of routes to-
wards prominent spaces of the city is optimally achieved. In a slightly 
different sense, the proposal for Market East in Philidelphia by Archi-
tect John Bower as indicated by fi gure 63 achieves provides a new 
sense of experiential continuity between major city energy points by 
through facilitating street connectivity using ordered treescaping. 
• Place Theory
Here, the understanding of cultural and human aspects is key. This 
roots form the idea of the linkage of space that only allows the crea-
tion of place when derived from cultural or social context. People 
require a stable system of places that allows them to develop them-
selves, their social lives and cultures. These needs give man made 
space an emotional content which is a presence that represents 
more than just the physical. Norburg-Schultz  reinforces this idea in his 
works on the Genius Loci of place whereby he states that the role of 
the architect is to create meaningful places for people and there-
fore the role of the Urban Designer  is to create space that has social 
meaning (Trancik, 1985). The creation of enhanced street connectiv-
ity from one destination of meaning to the next encourages pedes-
trian movement. This essentially indicates that in order to enhance 
street connectivity, the design of destinations should be culturally 
and socially responsive to the needs of users of an area. .
2.10.4) Lessons Learnt on Responding to and Enhancing Street Con-
nectivity
From the literature on street connectivity discussed here, one of the 
key lessons that can be learnt for the design of developing cities is 
that the design of connections between destinations is equally as 
important of the design of destinations themselves. Furthermore, the 
integration of formal and informal points of energy in developing cit-
ies can be achieved through enhancing street connectivity ordering 
built form and treescaping. Nevertheless, it is critical that this occurs in 
response to existing pedestrian movement patterns. 
The use of building edges as well 
as tree lining can serve as an ef-
fective means of creating street 
connectivity from one destina-
tion to the next. These elements 
essentially provide a sense of 
enclosure, shade and add to 
the aesthetics of environments, 
ultimately making environments 
pedestrian friendly.
Figure 63: Proposal for Market East in Philadelphia showing enhanced street connectivity using treescaping  (Bacon, 1967)
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2.11) Literature Review Conclusion
This chapter has provided a scanning of existing literature on  scale, 
time change infl uences on urban realms, population density, building 
density, housing and social services, retailing, land use mix, transport/
movement and street connectivity. In so doing, it has identifi ed the 
importance of considering multiple scales for developing city sites as 
migratory and movement patterns infl uenced by political changes 
affect the identity and function of sites. Furthermore, through the use 
of practical examples, this chapter indicates that considering time 
changes when designing cities is critical in order to make decisions 
informed by current livelihood patterns infl uenced by the population 
densities in cities. In so doing it uncovers that current literature proves 
to be useful in terms providing the means to measure and map pop-
ulation density across landscapes. Simultaneously, the section on 
building density indicates that the application of traditional design 
principles are more suitable in the context of developing cities. 
Furthermore, the use of traditional city form and low rise medium 
density for housing allows encourages the coherent development of 
neighbourhoods and cities and proves to be useful in allowing the in-
tegration of housing with other social services and work opportunities. 
While this is the case, this chapter identifi es that current literature re-
tailing highlights the importance of the informal trading as livelihood 
generator and its relationship to movement occurring in built envi-
ronments. However, it is recognized here that current transport and 
movement planning models such as TOD negates the consideration 
of informal activity in developing cities. Simultaneously a discovery 
is made that street connectivity in developing cities needs to better 
respond to current pedestrian patterns generated by formal and in-
formal city elements.
The above illustrates that literature on  scale, time change infl uences 
on urban realms, population density, building density, housing and 
social services, retailing, land use mix, transport/movement and street 
connectivity has been covered by a number of theorists. However, it 
recognises that the manner in which these concepts are theorised 
seldom indicates their interrelatedness as packaged in the concep-
tual framework unveiled at the beginning of the chapter. As such, this 
is represented as the problem in the following chapter which provides 
evidence of the fact that the dispersed nature of literature has infl u-
enced the practice of Urban Design to occur devoid of the interre-
latedness of concepts contained within the conceptual framework.
2. LITERATURE REVIEW – THEORETICAL UNDERPINNINGS
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The framing of current phenomena and extraction of critical concepts evolving in the developing city context has enabled this thesis to formulate a conceptual 
framework as well as unpack existing literature accordingly. The process of engag-
ing in the above essentially equips one to defi ne and therefore analyse an appro-
priate problem statement regarding the discourses of Urban Design for developing 
cities
In response to the above, this chapter relies on the fi ndings from the previous chap-
ter as its departure point.  In so doing, it delves directly into outlining the problem 
statement which is the fact that the theorization of building density, housing and so-
cial services, retailing, land use mixes, transport/movement and street connectivity 
as isolated concepts continues to negatively infl uence urban research and Urban 
Design practice. In justifying the problem statement, this chapter looks at urban re-
search conducted in Kibera, Ahmedabad and Hyderabad and identifi es that urban 
research is in most cases conducted through a policy lens that considers aspects 
of either informal housing, informal retailing or informal transport. Once uncover-
ing this, it solidifi es the problem statement further through measuring the extent to 
which three commonly known and used South African Urban Design case studies 
consider building density, housing and social services, retailing, land use mixes, 
transport/movement and street connectivity as interrelated concepts. After meas-
uring the extent to which this occurs, the chapter does a comparative analysis of 
the measurement results obtained through the use of a matrix table which confi rms 
that current Urban Design practice does not consider the mentioned concepts in an 
interrelated fashion. It concludes by stating that the negation of collective consid-
eration of the  mentioned concepts disallows an integrated and holistic approach 
to Urban Design
Defi ning and Analysing
CHAPTER 3: PROBLEM ANALYSIS
Setting Forth the Research Problem
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Figure 65:  Informal retailing in India (Ahmedabad)
3.1.1) Problem Identifi cation 
According to Fook (2001), theory infl uences research as well as prac-
tice in any discipline. In the case of Urban Design, theory continues 
to infl uence city making research and Urban Design practice. Inher-
ent in this thesis, chapter one demonstrates the interrelatedness of 
building density, housing and social services, retailing, land use mixes, 
transport/movement and street connectivity in developing cities. 
However, the theoretical isolation of the above concepts as indicat-
ed in chapter two continues to transpose itself in city making research 
attempts and more importantly in most cases of in developing city 
Urban Design Practice. Particularly, current research is either focused 
on issues of housing and social services, retailing or transport/move-
ment at singular scales. This ultimately gives rise to incongruent city 
and neighbourhood function. 
3.1.1.1) Research Solely Focused on Housing and Social Services
 
As indicated by fi gure 64, the Kenya Slums Upgrading Programme 
(KENSUP) by the UN Habitat and the Cities Alliance epitomises a re-
search attempt purely based on housing and social service upgrade. 
This project focuses on ways of preparing housing development plans 
to improve physical shelter, provide infrastructure, amenities and solid 
Figure 66: Informal transport in India (Hyderabad)
3.1) Problem Statement
waste management strategies (UN Habitat, 2008). In so doing it fails 
to consider other infl uential effects such as retail opportunity and a 
mix of land use manifestation as well as transport or street connectiv-
ity infl uences.
3.1.1.2) Research Solely Focused On Retailing
Similar to the above as indicated by fi gure 65, the Centre For Urban 
Equity in collaboration with the University of Ahmedabad focuses their 
research energy purely on considering spatial solutions for informal 
retailing in Ahmedabad.  The fi ndings yielded from the research are 
based on the premise that informal retailing is an economically viable 
solution requiring micro spatial design solutions to formally integrate 
informal retailers into the city. The research thus negates issues of 
housing and social service, land use mix, building density, transport/
movement  and street connectivity that infl uencing retail activity.
3.1.1.3) Research Solely Focused on Transport/Movement
The research attempt by the Hyderabad Metropolitan Development 
Authority (2011) based on an analysis of public transport (fi gure 66) 
serves as an example of research whereby transport is considered 
Figure 64: Informal housing and social services in Nairobi (Kibera)
3. PROBLEM ANALYSIS
devoid of the distribution of retail activity and housing that are es-
sentially connected by transport. Instead, the research is focused on 
determining trends of travel demand and in response the relevance 
of responding to a current informal transport dominance by replacing 
it with formal modes of rapid transport.
Essentially, from the above, one learns that research  continues to oc-
cur in silos, limiting the Urban Planning informants  guiding Urban De-
sign practice in the developing world. This limits the ability of Urban 
Design to consider the interrelationships between housing and social 
services, retailing and transport that can be enhanced through street 
connectivity, land use mix and building density. The spatial effects of 
this are highly apparent in South African Cities. For example, the im-
age of Johannesburg Inner City spread across the opposite page rep-
resents the manifestation of a dead retail environment after hours due 
to limited consideration of housing and transport forged  through the 
design of good street connectivity, land use mixes and building den-
sity. As such, three South African based Urban Design practice case 
studies are investigated next with the intention of measuring the extent 
to which each considers building density, housing and social services, 
retailing, land use mixes, transport/movement and street connectivity.
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Page Spread 4: Johannesburg Inner City Dead Space Due to Lack of Housing and 24 Hour Transport
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3.2) The Case of Johannesburg’s Inner City Retail Improvement District
3.2.1) Inner City Core Case Study Introduction
After the break of apartheid in 1994, the Johannesburg CBD saw mas-
sive changes in its character and function. This was directly attributed 
to the “white fl ight” whereby white citizens (minority group) occupy-
ing Johannesburg Inner City fl ed towards the northern suburbs (Beav-
on, 2004). This occurred under knowledge that an infl ux of non-white 
citizens towards the Inner City would occur. As such, the Inner City 
and peripheral areas became densely populated by previously dis-
advantaged and foreign citizens competing for access to the inner 
city, informal retailing in the city and informal transport connecting to 
the city. This had encouraged a number of Urban Planning responses 
particularly based on activity as well as networks in attempt to regen-
erate the Inner City core.
 
3.2.1.1) Attempts to Neaten Up Housing
In response to the overcrowded housing conditions mentioned 
above, Planning and housing specialists as indicated by fi gure 67 in 
their decision making capacities advocated for the Reconstruction 
and Development Programme (RDP) aimed at the upgrade of infor-
mal settlements lying towards the periphery of the city region. One of 
the primary intentions behind this was to provide standardised hous-
ing that allowed previously disadvantaged citizens forming the bulk 
of Johannesburg’s urban poor adequate shelter as a basic need.   
3.2.1.2) Attempts to Neaten Up Retail Activities
In response to the informal trading in the city, the JDA in their attempt 
to purify and formalize the city provided large metal trade stalls for 
informal retailers as indicated by fi gure 68. The formalisation of the 
retail sector was focused on legalising informal retailing as by laws did 
not permit trading on sidewalks. In so doing, the attempt was also to 
provide an orderly aesthetic to the activity of informal retailing.
3.2.1.3) Attempts to Neaten Up Transport
In response to the development of the informal transport sector, 
Transport Planners began thinking around ways to replace informal 
movement networks with a high quality formalised transport system. 
The strategy that was formulated largely revolved around introduc-
ing the Rea Vya Bus Rapid Transport System which is a regional rapid 
movement system having its own dedicated lane and connecting 
peripheral areas to the inner city (fi gure 69). The development of this 
system was initially aimed at phasing out informal transport moving 
towards the Inner City which was seen as being unregulated. 
3.2.1.4) Acknowledging a Failed Strategy
Nevertheless, Planning and fragments of Urban Design work continues 
to persist in the Johannesburg Inner City central area by a number 
of stakeholders after realising that the above strategies do not ad-
equately service the needs of a highly populated city. The latest ef-
forts have been carried by the JDA as the major property developer, 
the COJ as a major decision approval body where the Mayors offi ce 
is based, Ikemeleng Architects and Urban Designers as the technical 
team and Urban Genesis as the partner in charge of city manage-
ment. A discussion on the Urban Design framework developed for the 
Inner City follows.
Figure 69: Rea Vya Bus Rapid Transit System aimed to replace Johannes-
burg’s Informal Taxi System
Figure 67: Reconstruction and Development Plan housing located at periph-
ery of Johannesburg City Region




Figure 71: Researchers participating in a tour through the Inner City RID
Figure 72: Route taken by the research group and the areas analysed
3.2.1.5) Formation of The Johannesburg Retail Improvement District
Defi ning a set of boundaries representing the Retail Improvement Dis-
trict (RID) lying at the centre of the Inner City, Ikemeleng Architects 
and Urban Designers developed an Urban Design framework (fi gure 
set 70)  driven by the following principles: 
•  Connect existing upgrade precincts/private sector developments
•  Improve connectivity to BRT Stations and transport interchanges
•  Formalise street trading spaces
•  Improve walkability
•  Support Non-motorised transport
•  Improve visual permeability/passive surveillance
•  Upgrade street lighting
•  Introduce way fi nding signage
•  Implement a common brand
•  Design low maintenance details and specifi cations.
Considering the scope of work carried out for the Inner City RID and 
the changes being implemented, during 2012 I decided to put to-
gether a team of researchers interested in similar topics and took a 
tour of the Inner City RID in order to observe its function on the ground 
after it was been implemented. The purpose of this tour was to en-
gage with the function of the Inner City in order to better understand 
current design thinking in the world of practice.
3.2.2) Execution of the Inner City RID Tour
Figure 71 shows researchers that participated in the tour. The tour was 
led by Mr Edmund Elias who is an informal trader in the area selling 
second hand books  and who is also the spokesperson for South Af-
rican National Traders and Retailers Association (SANTRA). The tour 
was intended to explore the different small scale space making strat-
egies implemented in the area and therefore to uncover the manner 
in which Urban Design was used in the given context. The spaces 
designed herein many cases were focused on integrating formal and 
semi-formal/semi-informal retail spaces with a basic focus on trans-
port. Also, not much intervention was carried out with regards to re-
ordering of buildings and therefore the primary idea was a pure pub-
lic space upgrade strategy. As such the manner in which the tour is 
documented here is aimed at representing this focus
Figure 72 indicates the route taken by the group which began out-
side the Johannesburg City Hall (corner Rissik and President Streets). 
Thereafter, the group accessed common area one (Kerk Street pe-
destrian way and linear market), followed by a detour around the 
Edgars building so as to access common areas two, three and four 
(Rissik and Joubert street trading areas). Lastly, the group took a walk 
down Eloff Street and turned into President Street to examine com-
mon area fi ve (stalls built into the Shoprite Building). The team then 
departed from the area and each researcher drew his/her conclu-
sions of the tour in isolation. My experiences, fi ndings and analysis of 
each common area outlined above are dealt with here and incorpo-
rated into this thesis as a case study.
Figure 70: Inner City RID UDF (Ikemeleng Architects And Urban Designers)
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at one of its access ways as indicated by the top diagram in fi gure 
set 74, the idea of integrating linear retail markets with social spaces 
is present.  This idea works particularly well in terms of forging a street 
connectivity system allowing people to linger so that they can pro-
vide support towards both informal as well as formal businesses.
Kerk Street Physical Design
Indicated by fi gure set 74, a negative factor about the design of Kerk 
Street lies in the fact that it ignores the creation of vertical mixed uses, 
relying solely on people travelling into and out of the city daily to sup-
port its economy. Furthermore, the design does not aim at densifying 
built form in order to house a greater population.  Nevertheless, in 
Figure set 74:  Plan and cross section drawings illustrating Kerk Street physical design
Figure set 75:  Space delineation, water drainage and informal retailers as natural surveillance 
• Kerk Street Linear Market
As indicated by fi gure set 73, Kerk Street linear Spine could be has 
six access points. In light of this, the spine which has been formalised 
can be recognised as a major activity strip within the City. Particularly 
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  Market And Social Space Integration (Street Connectivity)
Figure set 73:  Kerk Street Linear Market (Ikemeleng Architects, 2011)
a more positive sense, the design considers the semi-formalisation of 
trading through containing linear zinc overhead structures for retail-
ers complementing the ground fl oor formal retail stores across from 
it. The zinc roof structure of the market, the cantilevers attached to 
formal stores, the pedestrian lighting and trees promotes a favourable 
physical environment for trade during evenings and on hot or rainy 
days. Indicated collectively by fi gure set 74 and fi gure set 75, pedes-
trian movement is structured according to paving texture changes 
delineating informal retailing from pedestrian movement space and 
formal stores. Along with the above, a water drainage system is also 
provided so that in cases where it rains, water does not pool up on 
paved areas.  As a means of security, informal retailers provide natural 
surveillance over the area. 
3. PROBLEM ANALYSIS
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Figure 77:  Rissik Street sidewalk and road design
Figure set 76:  Rissik Street Transport and Retail Junction (Ikemeleng Archi-
tects, 2011)
• Rissik Street Transport and Retail Junction – Edgar’s Awareness of 
the Public Realm 
The next common area examined was around Edgars, along Rissik 
Street as indicated by fi gure set 76. In this common area, the design 
promoted a cruciform pattern at the intersection of Rissik Street and 
Kerk Street combining BRT stations and linear markets . The design 
concept here is focused towards the linear market capturing the 
passing fl ow of passengers heading towards the BRT stations from the 
city core or heading into the city core from the BRT stations. Further-
more, stations and buss are designed using ramps considering wheel 
chair users. The architectural design of linear market structures in this 
area strongly relates to the aesthetics and feel of the BRT stations. 
Transport And Retailing Integration 














































Figure set 79: Flexible Street Furniture Designs For Informal Retailing
The physical positioning and dynamics being this the above design 
decisions clearly illustrates the link between transport and retailing 
through designing for street connectivity. Nevertheless, the inclusion 
of the taxi system as a mode of informal transport has been blatantly 
ignored. This forms a number of concerns as the taxi system in many 
ways plays a much larger connective role in the city than the BRT sys-
tem. Rissik street forms a major conduit leaving the city core and the 
implementation of transport movement along it provides mixed use 
building densifi cation opportunities allowing the inclusion of added 
housing. Nevertheless, the design instead places emphasis on order-
ing activities such as street trading in space. The positioning of urban 
furniture here serves as one of the leading factors for facilitating ef-
fi cient pedestrian connectivity. In so doing, the UDF encourages the 
collusion of formal and semi-formal enterprises. Thus, Edgars serving 
the role of an anchor store in the area provides informal retailers with 
metal trade stands in the streets across from its shop front windows at 
approximately R30 per month.  Figure 77, indicates a detailed plan 
showing the physical structure of the area and the dimensional val-
ue of components such as the metal trade stands within the area. 
One notices here  that the design and positioning of the metal trade 
stands consumes one metre of space only, leaving three metres of 
walkable space. Trade stands are placed along the outer sidewalk 
margin near the road forming a complementary edge on the op-
posite end of shop fronts. This interface and the street character pro-
vided by it is displayed by the sketch in fi gure 78. The design of the 
retailing stands is also fl exible allowing retailers to use it in a variety of 
ways depending on their preference as indicated by fi gure set 79. 
The foldable nature of the stands is also aimed to allow the street to 
appear neat and orderly once traders have left.
Figure set 78: Street character of informal retailing along Rissik Street
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Figure 82: 1000mm by 2000mm marked sites for informal retailing
Figure 81: Joubert Street sidewalk and road design
Figure set 80: Jouberat Street Design (Ikemeleng Architects, 2011)
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  Design Intention To Fully Pedestrianize Joubert Street 
• Demarcated Retailing Sites on Joubert Street – A Flexible and 
Adapted Design
The next area that the team of researchers visited was along Joubert 
Street which lies outside Edgars on its opposite end as indicated by 
fi gure set80j. Joubert Street, like Rissik Street is a one way which the 
UDF intended on pedestrianizing using a central circular public space 
lying at the point where it intersects Kerk Street. Nevertheless, this idea 
was never implemented as indicated by fi gure set 81. Instead, this 
portion of Joubert Street was kept as one way street.
Essentially, its design offers a single lane for the fl ow of traffi c and two 
lanes alongside for parallel vehicular parking. Similar to the previous 
sidewalk design typology, the treatment of the sidewalk for purposes 
of pedestrian movement as well as retailing was executed. The idea 
of incorporating parallel parking into the design was attributed to the 
fact that some traders such as Mr Edmund Elias drive to their areas of 
trade and therefore require parking space. One realises links between 
transport and retailing here again. However, again, a lack of afford-
able housing incorporated into the design is not existent which most 
formal, informal and semiformal/semi-informal traders agree is lack-
ing. For them, it would be convenient to live and work within the same 
environment, saving them the commuting costs. 
Nevertheless, next to the parking area, elevated by a 150mm high 
sidewalk as indicated by fi gure 82, informal retail site demarcations 
(1000mm wide and 2000mm long) are dedicated as trading space. 
Alongside the informal trade sites lies a 3000mm wide pedestrian walk-
way which allows their free fl owing movement in the street, between 
the formal shops and the informal trading sites. Lastly, this street has 
developed into a fashion street as clothing sold by traders comple-
ments the clothing sold by formal stores. 
3. PROBLEM ANALYSIS
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Figure 85: Joubert Street Storage Issues
Figure 84: Public benches incorporated into the design of the Joubert Street 
market
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  Pedestrianized Portion Of Joubert Street
Figure 83: Joubert Street social service, transport and retail link (Ikemeleng 
Architects, 2011)
• Joubert Street Public Space Public Space Integration
On the other side of President Street, Joubert Street continues as an-
other linear street incorporating public space and a linear market very 
similar in its design to Kerk Street discussed earlier. Figure 83 indicates 
the positioning of the space being discussed here as well as its pri-
mary access points. The space forms a major knuckle lying towards 
the southern end of the RID with the solid and void relationship formed 
through open space carved out from the buildings surrounding it. At 
this end of Joubert Street the linear market is incorporated into an 
amphitheatre which invites pedestrians in from the street. Further-
more, the formation of this space promotes lingering as it incorpo-
rates activities such as basketball that allows school pupils to linger 
in the space and keep themselves occupied while waiting for their 
transport. This in turn encourages children to support street traders 
in the area. Furthermore, due to the activity taking place here, peo-
ple in the area and commuters can sit on benches and observe the 
activity occurring here as indicated by fi gure. While on the tour with 
Mr Edmund Elias, I witnessed an old man who purchased a second 
hand book from one of the traders and chose to sit and read on a 
bench before hopping onto a taxi. One notices in this example that 
the social services such as the recreation provided in the area as well 
as the management of the space promotes a conducive environ-
ment for all age groups. Furthermore, the integration of the social 
services into the environment as a support system for retailing cou-
pled with formal and informal transport services provide accessibility 
to the space.  While the above discussion points towards the effec-
tiveness of the design of the portion of Joubert Street visible from Mar-
ket Street, fi gure 84 indicates a view of it from the angle of president 
Street (refer to fi gure 81 for street layout). Different to Kerk Street this 
portion of the space serves at its frontage  sets of well considered and 
placed urban furniture such as benches, dustbins and newspaper ki-
osks. This creates an inviting environment, changing perceptions of 
those deeming street trading as an activity that should not occur in 
the public realm.
The main issue of concern however with this space lies in its lack of 
ability to provide adequate storage facilities for informal retailers. 
While the part of the space bordering shops enjoys a wide passing 
traffi c, the other side is removed from pedestrian traffi c as it borders 
the recreation spaces from which it is separated as indicated by fi g-
ure 85. One notices here that the design encourages lost space here 
and therefore it serves as a storage space for goods. 
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Figure set 88: President Street – Activated blind wall of Shoprite
conceptual idea as to how this has occurred. One notices here that 
usually anchor stores such as Shoprite give rise to a blind or blank 
wall  on one of its sides. This is largely due to the fact that loading 
occurs within such areas. Thus, the wall does not interact with pe-
destrians using the sidewalk, even though the building attracts many 
pedestrians. Shoprite has however embedded cubic shaped stalls for 
informal retailers in the in their blind wall along President Street. This 
Strategy was not only implemented due to the existence of the blind 
wall, but also because sidewalks were too narrow to incorporate any 
demarcated sites or urban furniture. One notices from fi gure set 88 
that stalls actually promote interaction at a human (face to face) 
Figure 86: Shoprite along President Street in the RID considering informal 
activity
Figure 87: Principle of blind wall activation for increased interaction
scale – with limited encroachment on the sidewalk for advertisement 
purposes. Replacing what used to be a long blind Shoprite wall, this 
series of informal stalls enhances human surveillance of the area, and 
changes the social dynamics of the area positively.
Due to the stalls being away from the entrance of the main building, 
pedestrian fl ow into and out of the building is not impeded in any way, 
allowing pedestrians the ability to choose the directions in which they 
move according to their shopping needs. However, when looking at 
the aesthetics of this development, one notices that there lacks a 
continuity of the material treatment of the area in relation to previous 
examples shown that formed part of the UDF.  This is however a large 
shortfall as bus networks use Eloff Street and the incorporation of trans-
port behaviour relating to economic activity here is highly needed.
• President Street – A Small Scale Consideration for Activating Blind 
Walls For Pedestrians 
Like Edgars, the Shoprite building located within the RID spans across 
an entire block bounded by Eloff Street to the east and President 
Street to the south as indicated by fi gure 86. This building also acts as 
one of the anchor stores in the area and therefore attracts a large 
amount of pedestrian fl ow. However, the UDF for the area does not in 
its connective ability incorporate Shoprite to a large degree as can 
be seen in the main UDF plan refl ected at the beginning of this case 
study. Nevertheless, using their personal capacity and in response 
to the movement of pedestrians, Shoprite incorporated informal re-
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Table 1: Johannesburg Inner City core matrix table 
3.2.3) Johannesburg’s Retail Improvement District Case Study Refl ec-
tions
One realises from the above case study that the initial ignorance to-
wards links between housing and social services, transport and retail-
ing across formal, informal and semi-formal/semi-informal realms in 
the City did not suffi ce with regards to creating a liveable an cohesive 
environment. The introduction of an Urban Design Framework began 
in subtle ways encouraging the connective relationships between 
these factors. 
Nevertheless, table 1 refl ects a matrix of the extent to which the Ur-
ban Design effort explored in this case study considered the linkages 
between housing and social services, transport/movement and retail-
ing as connected factors through the consideration of street connec-
tivity, land use mixes and building density. Evident from this table is 
the fact that in this case study, bulk of the work carried out revolved 
around creating the connections between formal social services, for-
mal transport and retailing. As such, street connectivity became a 
huge design concern in order to achieve this.  However, the lack of 
consideration towards housing in the area as a consequence implied 
a lack of attention given to ways of densifying built form to create 
good conditions for accommodating people close to their places 
of work. Furthermore, it also created a situation whereby mixed uses 
were not strongly incorporated, ultimately providing a loss to the mul-
tidimensionality and robustness of the area. The consideration of the 
informal Taxi transport system was not in the least bit factored into 
this study. If these networks were taken into consideration, the design 
would have changed as one would be forced to delve into a deeper 
analysis considering the manner in which taxis feed people into the 
environment and also the manner in which they collect people from 
the environment. Ultimately, this proves that the conceptual frame-
work formulated from this thesis can assist and guide designers of the 






3.3) The Case of the Johannesburg Inner City Movement Framework Study
3.3.1) Inner City Movement Framework Case Study Introduction
In 2011, Albonico, Sack and Metacity Architects and Urban Designers 
in conjunction with Arcus Gibb Engineering Consultants were com-
missioned by the COJ to prepare an Urban Design Framework for the 
Johannesburg Inner City. Operating on a wider scale than the previ-
ous case outlined, the departure point for the study was embedded 
in an interpretation of the City as an amalgamation of complex over-
lapping formal as well as informal layers operating in an entangled 
fashion. In their study, it was established that approximately 1.5 million 
people commute towards and enter the City on a daily basis for pur-
Figure 89: Johannesburg Inner City Pedestrian Movement Analysis (ASM Architects aand Urban Designers, 2010)
poses of employment, to shop, or to carry out leisure activities. This is 
apart from the 400 000 residents residing in the City. The study was fo-
cused on the voids between buildings and placed special emphasis 
on the busiest area which is Park Station. 
As a result of this, the study looked at the manner in which the in-
terface between formal and informal transport patterns overlapped 
and engaged with spaces of informal as well as semi-formal/semi-
informal trading. Identifying that the relationship between transport 
and retailing exists and can be identifi ed through pedestrian behav-
iour, the study relied on creative mapping techniques as its departure 
Figure 90: Johannesburg Inner City Pedestrian Movement Analysis
point. Along with a series of videos recording pedestrian behaviour 
patterns, the behaviour mapping illustrated by  fi gure 89 represents 
the general behaviour patterns of pedestrians in relation to the trans-
portation and retail facilities in the City. If one is to analyse this map-
ping set further as indicated by fi gure 90 can be realised that four 
magnetic points exist within the City of which the Park Station area 
is the largest in size as well as intensity. This is largely due to the fact 
that this area absorbs and releases pedestrians using local bus systems 
and more importantly, the taxi system. Bree Street Taxi Rank is also a 
signifi cant point with regards to absorption and release of passengers 
into and out of the City, but is not half as busy as the Park Station area. 
3. PROBLEM ANALYSIS
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Figure 91 above provides an idea of the confi guration and operation 
of Noord Street Taxi Rank that appends itself to the Park Station build-
ing. One notices from this image that the demand for transportation 
in the City will  inevitably be a lasting phenomenon along with the 
taxi industry as it has developed to a large degree already. Thus the 
Inner City Transportation study  is one of the fi rst of many to acknowl-
edges this as a key component of the City. In many other cases, de-
sign efforts occurred and the acknowledgement of taxi movement 
which is critical in the City did not exist. This is largely attributed to the 
fact that data on the movement patterns of the taxi system remains 
undocumented, therefore allowing designers to shy away from the 
consideration of the taxi system in its totality. This to a large  degree 
is one of the major reasons as to why the integration of formal and 
informal transport is simply hasn’t occurred. As stated in the previous 
case, most designers simply opt to overlay new forms of formalised 
movement on the City grid, without the consideration of the manner 
in which it will affect existing behaviour patterns and livelihoods of 
people. 
Figure 91: Noord Street Taxi Rank (ASM Architects and Urban Designers, 
2010)
Figure 92: Noord Street Taxi Rank informal and semi-formal/semi-informal retailing linked to informal transport (ASM Architects 
and Urban Designers, 2010)
Figure 93: Noord Street Taxi Rank pedestrian behaviour and retailing (ASM 
Architects and Urban Designers, 2010)
The transport study through a series of skilfully captured photographs 
as indicated by fi gure 92 and fi gure 93 allowed the reading of space 
and determination of people densities using informal and semi-for-
mal/semi-informal facilities in the area. One notices from these pho-
tographs (and derived from my personal experiences of the area) 
that the market space forms a dense hive of activity generating liveli-
hoods for millions of people. Evident here is the fact that people using 
the area to trade have reclaimed it and adjusted it in manner that 
suites their livelihoods. Thus, the people in this area are its infrastructure 
as they plan the City and generate the networks in space. This area 
can therefore be referred to as an urban African village which in es-
sence constitutes the intersection of socialities that expands spaces of 
economic and cultural operations available to people having limited 
resources (Simone, 2004). With the result, there is a huge number of 
social and economic daily interactions occurring in this space solely 
understood by the people who participate in daily life of the urban vil-
lage. The case study under exploration here takes a bold step in trying 
to understand the interactions occurring here through an analysis of 
the order of movement patterns constituted here.
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Figure 94: Noord Street Informal/Semi-formal/Semi-informal retail hub appending Park Station (ASM Architects and Urban 
Designers, 2010)
3.3.2) Design Proposals Set Forth According to Study Findings
As part of the proposal, the main idea was to order movement net-
works (both formal as well as informal) along major conduits in the 
City as indicated by the plan in fi gure 94. One notice from this plan 
that major train stations, taxi facilities as well as bus junctions such as 
Ghandi Square are identifi ed and connected by means of looping 
systems, ultimately creating a connected framework of movement. 
The major points of exchange in the City as identifi ed in the analysis 
are also networked into the system. Along with this, the plan focuses 
itself towards prioritizing a number of key projects such as the redesign 
of parks and the proposal of new transport collection and drop off 
facilities, to ultimately alleviate pressure of park station.
In meeting the expectations of the above, a detailed design drawing 
has been created to illustrate the manner in which semi-formalised 
facilities can interface with the railway line as indicated by fi gure 95. 
It can be realised when looking a this drawing that the proposal for 
a decked area over the railway line exists, therefore allowing room 
for social services such as parks to be designed. Furthermore ,in con-
junction with the street connectivity principles factored into the Urban 
Design Framework, this space illustrates the manner in which street 
connectivity can occur. 
Similar to the fi rst case, the formal built edges are reinforced to over-
look the semi-formalised market structures as well as the decked rail-
way area. This illustrates that building density and traditional City form 
was taken into consideration even though in an illusive manner. Veg-
etation was introduced as well in order to soften the harshness of the 
environment that currently exists and to promote portions intended for 
connective purposes in conjunction with areas intended for lingering 
purposes. The idea of mode of movement has also been considered 
by this study through the use of designing by considering street con-
Figure set 95: Existing image and rendered proposal of Noord Street Informal/Semi-formal/Semi-informal retail hub appending Park Station (ASM Architects 
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Table 2: Johannesburg Inner City movement study matrix table 
nectivity. This is refl ected when looking at fi gure 96, the movement 
of transport in the area in an integrated fashion and the walking dis-
tances between existing and proposed commuter facilities. 
3.3.3) Johannesburg Inner City Movement Framework Case Study Re-
fl ections
When viewing the matrix table measuring the extent to which this 
study considers housing and social services, transport/movement 
and retailing as collective factors of the built environment (table 2), 
one realises that again in this instance, a proposal for housing through 
the use of mixed use buildings as well as increased building densities is 
not present. This once again negates the idea of people living, recre-
ating and working in one environment which are current principles of 
the manner in which informal systems function.  The proposal looks at 
factoring accessible open space into the City, but does not do this in 
conjunction with a solid housing strategy. As such, these open spaces 
run the risk of being inactive during evenings decreasing natural sur-
Figure 96: Inner City integrated movement and retail framework plan (ASM Architects And Urban Designers, 2010)
veillance in the City. The relationship between formal and semi-for-
mal/semi-informal retailing has also been neglected in this case study. 
This directly impacts on the ability of the study to consider land use mix 
as an understanding of density from the private realm impacting on 
life in the public realm could not be established.
While this case study is a brilliant attempt to City making, one also 
needs to understand here that it was being funded by private devel-
opers and therefore the focus of the project was based on movement 
as a choice by developers.
* Scale Operation
• Site (Inner City)
• Precinct
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3.4) The Case of The Warwick Junction
3.4.1) Working In Warwick Case Study Introduction
The case documented in a book by Richard Dobson and Caroline 
Skinner in 2009 begins by acknowledging the fact that Warwick Junc-
tion has found its location based on the principle that street traders 
absorb the fl ow of pedestrians fed into the area by a main railway 
Station, fi ve bus terminals and nineteen taxi ranks as indicated by fi g-
ure set 97. It follows by acknowledging that street connectivity is cre-
ated by  a series of roads, walkways and pedestrian bridges which 
crisscross over the area. The study then reveals that approximately 
460 000 people walk through the market each day as a result of trans-
port. Nevertheless, after introducing the relationship between trans-
port and informal retailing, the study shifts its focus purely towards 
informal retailing and the manner in which the micro issues regarding 
it have manifested across the space.
3.4.2) A Pure Analytical Focus on Informal Retailing
The working in Warwick study is portrayed through the lens of design-
ers and researchers being participators in the area through being on 
site often and establishing a space on the site at which traders, re-
searchers and government offi cials could meet. The intention behind 
this was to create form collaboration between government offi cials 
active in City Planning and traders who used the space. This  is re-
ferred to as an area based management approach. The primary rea-
son for establishing a physical meeting placed was to iron out politi-
cal issues of the area and to allow government stakeholders to realise 
Figure set 97: Warwick Junction as a transport convergence point promoting 
street connectivity and informal retailing (Dobson and Skinner, 2009)
Figure set 98: Mapping and illustration of goods sold in various market spots around Warwick Junction  (Dobson and Skinner, 2009)
that efforts should be channelled towards working with traders in the 
process of City development rather than against them (Dobson and 
Skinner, 2009). 
While the political aspects were being dealt with, researchers and de-
signers carried out a basic tour of the market allowing them to formu-
late a map of the area indicating the types of goods being sold by 
traders and the various spaces of trade that were established accord-
ing to the categorization of these goods (map indicated in fi gure set 
98). It was uncovered that the junction contains six main market areas. 
3. PROBLEM ANALYSIS
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Towards the north of the Berea station lies the Grey Street Market, the 
English Market, the fresh produce market, the mixed trading strip, the 
Early Morning Market, The Bovine Head Market and the Music Bridge. 
While this is the case, positioned on the bridge over Berea Station and 
towards the south of Berea Station is the Traditional Medicine Market 
and the Brook Street Market which is fl anked by the holy Muslim Ma-
zaar and cemetery (Dobson and Skinner, 2009).
The fi ndings of this study were largely based on the fact that the mar-
ket spaces provided the supply of goods, cuizine and some services 
that were not available in formal stores. Particularly, the Bovine Head 
Market provided cow heads prepared as a Zulu delicacy, the Tradi-
tional Medicine Market provided a number of different types of in-
digenous medicine while the Brook Street Market provided traditional 
Zulu clothing and Clay (Dobson and Skinner, 2009). 
Research of the area revealed a number of factors that were of con-
cern. The fi rst factor concerning researchers was related to the hy-
giene and in particular the traditional medicine market researchers 
felt posed health hazards as herbs and roots were being cut on the 
sidewalk. Furthermore, there was no supply of water so none of the 
organic goods could washed before being sold. 
The second issue was related to the Brook Street Market which lacked 
an adequate from of shelter. Furthermore, researchers uncovered 
that traders would generally sleep alongside the goods that they sell 
as storage space was not available for them. Lastly, researchers also 
uncovered that informal traders who have children struggle to run a 
business on one hand and take care of children on the other.
The above mentioned fi ndings are just some among many that re-
searchers were able to uncover and document. Nevertheless, their 
design interventions respond directly to these concerns.
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3.4.3) Design Interventions for Warwick Junctions Informal Economy
The design interventions carried with regards to the case study here 
responded directly to the fi ndings which were primarily based on the 
micro issues posed by informal trading. Four of the most prominent 
interventions are highlighted below.
3.4.3.1) Relocating The Traditional Medicine Market
As indicated by fi gure set 99, the idea here was to reallocate the Tra-
ditional Medicine Market onto one an existing overhead bridge that 
Figure set 99: Relocation of the Traditional Medicine Market onto the disused 
overhead bridge  (Dobson and Skinner, 2009)
Figure set 100: Provision of a sheltered structure for traders in the Brook Street 
Market
was dilapidated. In so doing, designers created approximately 232 
roofed stalls forming a linear shelter under which traders involved in 
medicinal practices could locate. Stalls were lockable allowing trad-
ers to store their goods in during evenings. Furthermore, water supply 
was provided for hygiene purposes (Dobson and Skinner, 2009).
3.4.3.2) Providing Shelter Over the Brook Street Market
Similar to the case of the Traditional Medicine Market, as indicated 
by fi gure set 100, a green sheltered roof was provided for traders over 
the Brook Street Market. The design of this shelter was though out in 
a manner that would promote robustnes as it primarily catered for 
trading, but could also be used as a congregation space for people 
visiting the Muslim Mazaar at time of ceremonies (Dobson and Skinner, 
2009). 
3.4.3.3) Formulating an Adequate General Stall Design
While shelters were provided, trader tables/stalls were also designed 
for the markets through a trial and error basis as indicated by fi gure 
101. The idea behind these tables/stalls was to incorporate a storage 
space for goods under the tables while the tables are used to sell 
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goods on or to do any cutting work.  Nevertheless, initially cupboards 
were installed onto the bottom of these devices, but they were bro-
ken into. Designers then responded to this by proposing implement-
ing open cupboards. However, they later uncovered that people 
were  sleeping in the in the enclosures after hours. The last and fi nal 
solution  for the stalls revolved around enclosing the cupboard with 
no enclosed space (Dobson and Skinner, 2009).
3.4.4) Constructing a Day Care Facility 
The last proposal revolved around the creation of a day care facility 
and service in conjunction with a place for children to play, giving 
their parents a fair ability to run their businesses as indicated by fi gure 
102. The day care facility was designed using shipping containers so 
it could be constructed in a cost effective manner. The local church 
provided and continues to provide funding to run the day care even 
though it is the duty of the Provincial Government to do so (Dobson 
and Skinner, 2009).
3.4.5) Working in Warwick Case Study Refl ections
The case of Warwick Junction in Durban is in numerous ways differ-
ent from the cases discussed previously. Even though referred to as 
a design case by the parties involved, it primarily involves the ideas 
of urban renewal, urban management and participation. It therefore 
places a huge amount of emphasis on the operation of the markets 
from the point of view held by informal traders and attempts to em-
brace retailing practices as part of the City rather than ruling it out. 
This study claims to form part of the domain of Urban Design but this 
notion is often contested by Urban Design academics as they see it 
as being more of an Urban Planning research exercise that seeks to 
focus on the process of collaboration between people on the ground 
and government authorities. They also see it as having a monolithic 
focus on trading rather than a holistic focus which draws a variety of 
aspects of the built environment together. Table 3 refl ects the extent 
to which the efforts by designers as part of this case study considers 
aspects of Housing and social services, transport and retailing as re-
lated factors in conjunction with street connectivity, land use mix and 
building density. 
One realises from this table that no emphasis was placed on housing 
but only a minor focus was placed on the provision of a day care 
facility which forms part of social services. On the other hand, the 
case study introduces transport/movement as a driving factor, but 
does not in any way attempt to map movement fl ows and uncover 
the manner in which transport feeds pedestrians into the environment 
before they give support towards traders or formal retailers. As such, 
the idea of street connectivity is totally negated. A possible reason 
for this is the fact  that the role of the site in its regional context was 
not undersold. With regards to land use mix, the only element that 
indicates mixing of use is the incorporation of a day care facility  and 
the Muslim Mazaar into the design. Nevertheless, the relationship that 
the market has with building surrounding it and the land uses existent 
in those buildings was not acknowledged here. The informal sector is 
commonly understood as a means of entering the formal sector. As 
such, one needs to analyse that the formal sector offers in terms of its 
mix of land uses and relate this to the idea of retailing. Furthermore, ex-
amining land uses allows one to understand housing concerns which 
is directly link to retailing and transport. Lastly, due to a sole focus on 
the practice of informal retailing, the study does not acknowledge 
building density as a means of space creation and City form recon-
fi guration. 
Figure 102: Provision of a Day Care facility
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3.5) Problem Analysis Final Remarks
No Consideration 
Moderate Medium Consideration 
Full Consideration 
3.5.1) Examining the Dominance of Aspects Dealt With in All Three 
Case Studies
The three Urban Design case studies refl ected here provides one with 
a useful understanding of what the current focus of Urban Design 
is in developing cities (particularly in South Africa). This is confi rmed 
when cross examining table 4 which indicates a comparative analy-
sis of the extent to which each of the three cases considers building 
density, housing and social services, retailing, land use mix, transport/
movement and street connectivity. The table refl ects a dominance in 
designers dealing with issues of retailing and elements of street con-
nectivity. While this is the case, transport seems to have a partial focus 
Table 4: Matrix table showing a comparison between the degree to which case studies incorporate aspects of housing and social services, transport/movement 
and retailing in conjunction with street connectivity, land use mix and building density 
in the overall discourse and is most extensively focused on by ASM Ar-
chitects and Urban Designers in their Inner City Movement Framework 
Study. This study also portrays the strongest results in terms of incorpo-
rating most of the concepts contained in the conceptual framework 
set forth in chapter two on page 16. 
Nevertheless, collectively the case studies refl ect a general lack of 
the factoring in housing and social services, land use mix and build-
ing density into the design process. Furthermore, the consideration of 
formal, semi-formal/semi-informal and informal factors seems to be 
generally disregarded particularly with regards to the Working In War-
wick Case study. 
3.5.2) Lessons Learnt from the Analysis of the Three Case Studies
The lessons that one can draw form the case studies discussed here 
are multiple.  Firstly, from the Johannesburg Retail Improvement Dis-
trict case, the value that can be extracted is the fact that the local 
confi guration of transport should relate to retailing and this can be 
achieved through adjusting built form to frame public space. Further-
more, design for informal retailing can be designed for in a manner 
that complements formal retailing.  Secondly, from the Johannesburg 
movement study, mapping and movement consideration is a critical 
Urban Design tool that can assist designers to understand the function 
of informal and formal networks existent in space. 
Furthermore, this assists designers in better understanding the role of 
sites and the connective infl uence that of major movement arma-
tures have in space. Lastly, from the case of Warwick, the valuable 
lesson here is the fact that informal retailing serves as a critical compo-
nent of cities and should therefore be integrated into the urban fabric 
.Lastly, all the case studies operate at rigid scales. It would highly use-
ful to examine the relationship that each of the sites have with its sur-
roundings through factoring in a number of scales into the study. This 
will assist in determining the external forces that cause sites to function 
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The subject of research methods and data collection techniques is a rather sensitive one with regards to Urban Design in developing cities. This is largely 
due to the fact that most players involved in city making fi nd that physical meth-
ods of planning are superfi cial and do not consider the fi ner grained social as-
pects existent in spaces in developing cities and neighbourhoods. 
In response to the above this chapter aims to understand the use of the case 
study research method before explaining the way it is employed in this thesis. The 
above exploration in turn allows the selection of Yeoville/Bellevue as a relevant 
case that can be used to illustrate the interrelatedness of building density, hous-
ing and social services, retailing, land use mix, transport/movement and street 
connectivity across various scales. Furthermore, in dealing with the Yeoville/
Bellevue site as a case study, a section is set forth which shows the logic behind 
setting the site parameters and therefore delineating the site boundary. Yeoville/
Bellevue is then used as a site for the establishment of a set of data collection 
techniques that demonstrates the manner in which designers can consider build-
ing density, housing and social services, retailing, land use mix, transport/move-
ment and street connectivity collectively across various scales. The set of data 
collection techniques developed here is a direct response to the problem state-
ment outlined in the previous chapter. In light of this, the body of work developed 
in this chapter forms a toolkit for Urban Designers dealing with developing cities 
and neighbourhoods.
Investigating
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4.1.1) Understanding and Employing a Case Study Research Method 
4.1.1.1) Understandings of Case Study Research
There are a number of perspectives existent as to what case study 
research entails (Johansson, 2003). Nevertheless, Yin (1994), Merriam 
(1994), Stake (1995), Miles, Hauberman (1994) and Gillham (2001) all 
agree upon common denominators regarding case study research. 
The selected case:
• Should be the object of the study
• Is required to be a complex unit with inter-related functions
• Should be investigated in its usual context using a number of  
       data collection methods as necessary for the study
• Should be contemporary.
It is important to consider here that a major characteristic of the case 
study research method is that it combines different methods in order 
to illuminate an individual case from various angles. An analysis of the 
diagram in fi gure 103  represents the above. The diagram indicates 
that among the combined methods, logical argumentation shares 
with the simulation method a focus on abstraction. On the other 
hand, interpretive research is dependant on a constructed logic 
of phenomena interpreted through participants assigned to them. 
Qualitative and interpretive research are common in the sense that 
they consider the subject holistically, but differ in terms of time per-
spectives and the consideration of the broader patterns followed 
by groups of participants. Congruently, correlational research has in 
common with qualitative research an emphasis on naturally occur-
ring circumstances, but is however dependent on quantitative data. 
Similarly, experimental methods are dependent on quantitative data, 
but the researcher should be enabled to manipulate isolated varia-
bles.   With this being the situation along with the case study research 
4.1) Case Study Research Method
method being formed through a combination of the above actions it 
can therefore be categorized as being a meta-method (Johansson, 
2003). The use of the case study research method is common in the 
social sciences. Nevertheless, it has now become a norm in the fi eld 
of Urban Design as Urban Designers are required to understand how 
phenomena occurs and rely on case studies to explore its conditions. 
Nevertheless, the application of the case study by Urban Designers 
occurs in a different fashion to that of those involved in the social sci-
ences as the process of design is cyclical  (Groat and Wang, 2002) 
4.1.1.2) Research and Design as Cyclical Processes
During a project, designers defi ne problems that require them to ap-
ply knowledge that they have already gained from previous experi-
ence. However, in the case of each project there exists gaps in knowl-
edge and these may differ from one designer to the next. Among this 
knowledge (known and unknown) designers deal with technological, 
chemical, economic, cultural, psychological, aesthetic, social and 
ecological challenges. To cope with the vast amount of knowledge 
Figure 103: Case study research method synthesised through a combination of methods (Groat and Wang, 2002)
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Figure 104: Design as a cyclical process (Zeisel, 1984)
that designers require it is the designers duty to locate case specifi c 
matters that allow the arranging of phenomena so that information 
can be easily retrieved and read. In so doing they use logical argu-
mentation to narrate ideas that develops new knowledge.
The thought processes of Urban Designers which ultimately generate 
empirical knowledge can be understood as being cyclical. With the 
result, by using cases designers follow the cyclical motion in a process 
of imaging, presenting, testing and reimaging as indicated by fi gure 
104.  
Due to the above being process centred, empirical knowledge pro-
duced from research is derived through logical argumentation and 
simulation. Congruently, the cyclical design process also involves un-
derstanding phenomena through accessing the meanings assigned 
to them by participants which implies the involvement of interpre-
tive research. Similarly, form the cyclical process, one can realise that 
qualitative research plays a large role as the investigation of a design 
case aims to provide an explicit rendering of the structure, order, and 
broad patterns found among a group users active within space. In so 
doing this involves reliance on quantitative variables that can be bet-
ter understood through correlation and experimentation of variable 
relationships. Linking the case study method combination concept 
to the cyclical design process implies that the application of case 
study methods may differ from one design situation to the next. This is 
a result of the fact that application of the each method forming part 
of the combination (creating the case study method) may differ in its 
extensiveness (Yin, 2002). With regards to this, the employment of the 
case study method  in this thesis is explained below.
4.1.1.3) Employment of Case Study Research Method in This Thesis
This thesis employs a case study approach to further explore the inter-
relatedness of building density, housing and social services, retailing, 
land use mixes, transport/movement and street connectivity across 
various scales as a phenomenon in developing cities. Thus, a con-
temporary situation in its real life context is used to portray the experi-
ences obtained through investigating a specifi c site (introduced in 
following section).  The selected case study (shown later) is therefore 
used as a means of exploring the generalised problem further. In so 
doing, traces of logical argumentation and simulation are factored 
in. Furthermore, fractions of interpretive and qualitative research are 
used to obtain site information through the use of participants that 
can be quantifi ed. Correlations of movement behaviour as well as 
population density  also forms a part of this study.  
While this section provides the manner in which the case study re-
search method is employed in this thesis, the following section focuses 
on introducing the case study used to explore the interrelatedness of 
building density, housing and social services, retailing, land use mixes, 
transport/movement and street connectivity across various scales as 
a phenomenon. However, due to this thesis focusing on spatial as-
pects,  the following section also aims to investigate the site param-
eters to defi ne an informed  site boundary before the case study is 
actually investigated.
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4.2) Selection of Yeoville/Bellevue Case and Defi ning a Site Boundary
4.2.1) Yeoville/Bellevue as a Selected Case Study Site
4.2.1.1) Yeoville/Bellevue as a Developing Neighbourhood Located 
in a City of the Global South
As indicated by fi gure set 105, Yeoville/Bellevue is a neighbour-
hood of the global south located in South Africa. Being positioned in 
Gauteng Province and Johannesburg (metropolitan region and city) 
it is a contemporary neighbourhood attracting global as well as Afri-
can migrants. Facing the side effects of migration and rapid popula-
tion density increase, Yeoville/Bellevue as a neighbourhood has seen 
immense change in terms of its physical function, identity and culture. 
A discussion of the evolution of the neighbourhood to its contempo-
rary state and the applicability of this as a case is set forth below.
4.2.1.2) The Evolution of Contemporary Yeoville/Bellevue
The design and construction of Yeoville/Bellevue as a neighbourhood 
was initially driven as a result of mining activity occurring within the 
CBD of Johannesburg. Yeoville/Bellevue was built with the intention 
of housing upper income white citizens away from mining activity 
within the CBD, but instead ended up housing lower-middle income 
Jewish citizens.  Thus, Yeoville/Bellevue was on the one hand a so-
cially stable neighbourhood lying within close proximity to inner city 
resources, but on the contrary was fl uid in nature due to a tendency 
of citizens moving away to wealthier suburbs, once empowered by 
wealth and social mobility (Beavon, 2004). 
Figure 106: Typical white only occupation in Yeoville/Bellevue during the 
1970s (Mendel, 1970) 
Figure 4106 epitomises the character of Yeoville/Bellevue during the 
1970’s when the area was dominated by a white population. Even 
though catering for lower-middle income white citizens, Yeoville/
Bellevue was  extensively furnished with economic as well as social 
amenities that its residents enjoyed. The racial designation of Yeoville/
Bellevue was solidifi ed after it was named a white area under the 
Group Areas Act. 
Figure 107: Yeoville/Bellevue racial designation solidifi ed after named a 
white area under Group Areas Act  (Mendel, 1970) 
The political decision to keep Yeoville/Bellevue dominated by a 
white population forming part of the minority in South Africa en-
couraged adequate management by the local council along with 
maintenance of existing amenities. This was largely attributed to the 
fact that population densities were lower, at the mercy of non-white 
citizen exclusion which yielded more capacity for viable urban man-
Figure set 105: Yeoville/Bellevue broader location informant 
agement. Figure 107 shows the group areas act being enforced as 
an African lady was being asked by a police offi cer to produce her 
pass. This was however short lived as the face of Yeoville/Bellevue 
completely changed after the abolishment of apartheid in 1994. Post 
apartheid abolishment, most white citizens fl ed from Yeoville/Bellevue 
towards the northern suburbs of Johannesburg in response to an in-
fl ux of African migrants and nonwhite citizens from peripheral areas. 
The face of Yeoville/Bellevue was soon changed as indicated by the 
image spread on the opposite page with buildings forced to house 
increased amounts of people, the development of a street econo-
my  and informal transport systems servicing it. As such, the case of 
Yeoville/Bellevue is highly applicable to the research fi ndings in chap-
ter one. 
4. SITE – RESEARCH METHOD AND DATA COLLECTION TECHNIQUES
65
Page Spread 5: Using the Streets of Yeoville/Bellevue as an Urban Lab for Data Collection Experimentation
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4.2.2 Negotiating and Defi ning a Site Boundary for Yeoville/Bellevue 
4.2.2.1 Current Administrative Neighbourhood Boundary Delineation
In mapping out the administrative neighbourhood boundaries de-
termined by the CoJ as indicated by fi gure 108, one realises that 
Yeoville, Bellevue and Bellevue East are separate neighbourhood dis-
tricts largely informed by the road structure and open space system of 
the area.  On one hand Louis Botha Avenue serves as a major edge 
between Houghton and Yeoville, Bellevue and Bellevue East. On the 
other hand, Joe Slovo Drive separates Yeoville and Berea. Towards 
the eastern edge, De La Rey Street acts as an edge between Obser-
vatory and Bellevue East. This edge is very similar to Cavendish Road 
which delineates Yeoville from Bellevue and Bezuidenhout Avenue 
separating Bellevue from Bellevue East. Nevertheless, the divide be-
tween Observatory and Bellevue East remains stronger as the urban 
form in Observatory becomes more sparse. Nevertheless, towards the 
southern portion of the area, The CoJ has allowed the neighbourhood 
boundaries of Randview, Lorrentzville and Highlands to overlap with 
the large green area.  
4.2.2.2) Urban Form Contesting Administrative Neighbourhood Bound-
ary Delineation
Figure 109 on the following pages provide a colour coded three di-
mensional of neighbourhood boundary delineation. When viewed 
this way, one realises that the urban from across Yeoville, Bellevue, 
Bellevue East, Highlands, Lorentzville and Randview is highly similar. 
Thus, when perceived from an urban form point of view, the ad-
ministrative neighbourhood boundary delineation by the CoJ 
can be contested. Thus, in defi ning a site boundary for this study, 
the urban form is used as one of the informants instead of the ad-
ministrative neighbourhood boundaries defi ned by the CoJ.
Figure 108: Administrative neighbourhood boundary delineation determined by CoJ
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Figure 109: Urban form contesting Administrative neighbourhood boundary delineation determined by CoJ
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4.2.2.3) Economic Spine Formation Contesting Administrative Neighbour-
hood Boundary Delineation
Similar to the manner in which the urban form contests the neighbourhood 
boundary delineations determined by the CoJ,  a represents of building uses 
across the landscape as indicated by fi gure 110 does the same. One notices 
here that most of the landscape is comprised of residential buildings promot-
ing a powerful economic activity spine that spans across Yeoville, Bellevue 
and Bellevue East. Furthermore, the economic spine of the area services resi-
dents from Yeoville, Bellevue, Bellevue East, Highlands, Lorentzville and Rand-
view. Due to the area functioning in the above manner, it becomes logical 
here to include portions of all the respective areas mentioned above when 
delineating the site boundary. Nevertheless, a brief discussion of the man-
ner in which the economic spine structure informs reference to the site as 
Yeoville/Bellevue follows.
4.2.2.4) Economic Spine Structure Informing Reference to Site as Yeoville/
Bellevue
As mentioned above, Yeoville, Bellevue and Bellevue east lie along the 
economic spine and therefore operate as a single entity. Hence, the site 
is referred to as Yeoville/Bellevue in this thesis. Similarly, the portion of the 
economic spine running through Yeoville is named Raleigh Street while the 
portion running through Bellevue and Bellevue East is named Rockey Street as 
indicated by fi gure 111.  Hence, the economic spine is referred to as Rockey/
Raleigh Street in this thesis. 
Form the above discussions, the structuring of Rockey Raleigh Street and the 
structure of urban form across the landscape enables one to realise that por-
tions of Yeoville, Bellevue, Bellevue East, Highlands, Lorentzville and Rand-
view should all fall within the site boundary. Nevertheless, this is further solidi-
fi ed when looking at the location of existing inventory in the area. As such a 
discussion on existing site inventory follows. 
Figure 110: Economic spine spanning across Yeoville, Bellevue and Bellevue East
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Figure 111: Economic spine positioning (Rockey and Raleigh Streets) encouraging the site to be referred to as Yeoville/Bellevue
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4.2.2.5) Inclusion of Existing Site Within Site Inventory Boundary
The area under scrutiny here contains a vast amount of exist-
ing retail, educational, civic, religious and commuter inven-
tory as indicated by fi gure 112. A brief outline of the existing 
inventory is provided here with the intention of its respective 
locations informing the site boundary delineation. 
• Retail Inventory
Much of the retail inventory lies along Rockey/Raleigh Street 
as discussed earlier. This implies that Yeoville/Bellevue and 
Bellevue east should fall within the site boundary. 
• Education Inventory
Yeoville Boys school, Yeoville community and Sheik Anta Diop 
College primarily caters for residents of Yeoville, Bellevue and 
Bellevue east. However, a number of educational buildings 
such as Sacred Heart College, Saint John’s College, King Ed-
ward School and Yeoville Girls School lie close to or along 
prominent road edges such as Louis Botha Avenue and De 
La Rey street. Nevertheless, their close proximity to Yeoville/
Bellevue and Bellevue East allows justifi es the fact that they 
should be included within the site boundary.
 
• Civic Inventory
Most of the civic inventory lies scattered around Yeoville, and 
Bellevue, Bellevue East.  Nevertheless, Berea Park as well as 
Hillbrow Park lies along Joe Slovo Drive catering for residents 
of both Yeoville and Berea. This signals that the above men-
tioned inventory should also fall within the site boundary that 
is to be constructed. Furthermore, towards the south of the 
Figure 112: Existing site inventory spread dispersed across Yeoville, Bellevue, Bellevue East and portions of Berea 
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site lies a large open space system forming parts of Highlands, Lor-
rentzville and Randview which has the ability to form the southern site 
boundary.
• Religious Inventory
An abundance of religious inventory lies scattered across the land-
scape. Nevertheless, similar to the case of educational inventory, 
Houghton Church in particular lies along Louis Botha Avenue, but has 
potential to be factored into the site boundary as it is used by resi-
dents of Yeoville/Bellevue.
• Commuter Inventory
In terms of Commuter inventory,  Joe Slovo Drive, Louis Botha Avenue 
and Rockey Raleigh Street Serve as major connectors. Nevertheless, 
Louis Botha Avenue and Joe Slovo Drive are physical thresholds that 
can essentially infl uence the defi nition of the site boundary.
4.2.2.6) The Derived Site Boundary and Departure Toward Data Col-
lection Techniques
The investigation of urban form, building use, the location of the eco-
nomic spine as well as existing  inventory in the area has essentially 
informed the delineation of the Yeoville/Bellevue site boundary indi-
cated by  fi gure 113. The establishment of the study area now ena-
bles this chapter to illustrate the manner in which data techniques 
were in the sections that follow. 























































































































































































































4.3) Data Collection Techniques: Perceptual Data Collection – Street Trading Ethnography
4.3.1) Using Ethnography as a Research Departure Point
The departure point for the collection of data began through the 
use of a unique method referred to as street trading ethnography. 
This method was derived from the research of Duneier (1999) who 
is an American Professor of Sociology. His book titled “Sidewalk” dis-
cusses the manner in which he carries out ethnographic research 
through immersing himself in the local dynamics of Greenwich Vil-
lage in America by becoming a street trader. Nevertheless being a 
sociologist his aim was purely focused on uncovering local dynamics 
of the area in terms of the manner in which street traders function. 
However, for purposes of my research where the primary focus is Ur-
ban Design I decided to combine the idea of using ethnography with 
the idea of observing physical traces existent within Yeoville/Bellevue 
as discussed by Zeisel (1973). Choosing this method as a departure 
point was purely instinctive from my part and therefore experimental. 
At this point in time, I was not aware of how immersing myself into the 
local dynamics in Yeoville/Bellevue would manifest.  Nevertheless I 
took the plunge and became a street trader at various points along 
Rockey/Raleigh Street in Yeoville/Bellevue as indicate by Figure 114. 
4.3.2) Ethnography Proving to be a Challenging Method to Execute
I remained a street trader over a three month period in which I had 
extensive interaction with other street traders and users of the area 
which can be considered as a way of having informal interviews with 
them. The idea was to uncover information in an unobtrusive manner 
so that the accuracy of the information was not skewed as is usually 
the case with formal interviews.  This was coupled with the fact that 
I began to feel the culture of the area generated by the people us-
ing the streets and owning stores. Entering the street initially proved 
to be a diffi cult task due to the fact that street traders in the area are 
predominantly dark skinned whereas I am fair skinned. As a result I 
stood out as being foreign to the local environment and much ques-
tion was being raised by other street traders regarding my activity in 
the area. Nevertheless my strategy was simple as I sat alongside a 
trader named Nothabo in the area that I had already known from 
past engagement in the area (fi gure 115). Gradually as days past and 
I would consistently set up my stall from which I traded cigarettes and 
sweets on a daily basis for approximately four hours each day, other 
traders got accustomed to me being around and began embracing 
me as part of the street economy. 
Figure 114: Spots along Rockey/Raleigh Street chosen in order to execute ethnography as a component of the research – becoming a trader
Figure 115: Myself as the designer becoming a participator in daily life on the 
site - entering the street economy alongside a trader familiar to me
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4.3.3) Bringing an Extra Pair of Hands on Board to Aid Me in the Ethno-
graphic Research Activity
After being embraced as a part of Yeoville/Bellevue my interactions 
with customers, fellow traders, shop owners as well as random pedes-
trians from all over the globe and Africa using Yeoville/Bellevue began 
to grow. With the result I requested a friend/colleague named My-
cen Ricardo to assist me to run my stall while I informally engage with 
the above parties as indicated by fi gure 116. The situation eventually 
evolved into one where Mycen had also began forging personal rela-
tionships with traders and people in the area, promoting an increase 
in research fi ndings and physical as well as intangible traces of the en-
vironment.  From the Initial stages of this process of engagement, I was 
already able to derive information about migratory patterns as partic-
ipants would often tell me about the countries that they are from and 
the circumstances  that brought them to Johannesburg. Furthermore, 
while interacting with them I uncovered the types of goods that they 
were importing into the country from their countries of origin which 
they either sold in the street or consumed (mostly food). This informa-
tion could therefore be layered onto the international , Continental 
(Africa), national (South Africa) and provincial (Gauteng) base maps 
illustrated in the previous chapter. 
4.3.4) Relocating As A Trader To The Urban Core Of Yeoville/Bellevue
After spending a week at each trading spot, I had fi nally gained the 
courage to shift my stall to the core area of Yeoville/Bellevue outside 
the Shoprite building which is densely populated by traders and pe-
destrians. This was a further challenge as the competition for space 
here was extremely high. Nevertheless I struck a deal with one of the 
other traders located here, whereby I would give a [portion of my 
profi t in exchange for a portion of his trading space. He agreed to do 
so and soon I became part of the furniture in the area as indicated 
by fi gure 117. 
Figure 117: Myself as the designer becoming a participator in daily life on the 
site -relocating my stall to the retail core of Yeoville/Bellevue
Through the intimate relationships I began developing with street 
traders and locals outside the Shoprite building on Rockey/Raleigh 
Street, it became extremely easy for me to begin capturing photo-
graphs of the them using the exterior spaces between buildings with-
out them objecting, which is usually the case. I would often print out 
large copies of these photographs and hand them over to street 
traders to solidify my relationship with them as the relationship be-
came benefi cial for them as well as for me. My personal relationships 
developed here afforded me the opportunity to gain a sense of the 
dominant countries, provinces and regions from which occupants of 
Yeoville/Bellevue originated which ultimately prompted me to map 
out prominent migratory behaviour.  
Furthermore, the personal engagement enabled me to fi nd out the 
average earnings of traders on a monthly basis which is currently un-
known by many researchers.   More detail about this is provided in 
chapter fi ve, but as a brief piece of factual information I uncovered 
that street trading is a lucrative form of income generation allowing 
people to generate enough money to cover basic living expenses if 
one resides locally. This stimulated me to uncover information about 
where traders reside in relation to their places of work. 
Figure 116: Calling upon a friend/colleague to assist me to carry out the 
street trading ethnography
Street Trading Ethnography is a 
highly useful tool that can be 
used to uncover information 
about migration as well as lo-
cal trends of an area. Its use 
extends towards allowing the 
designer to understand local 
working and living conditions 
in developing cities and neigh-
bourhoods.
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Figure 118: Street traders and locals in Yeoville/Bellevue engaged with through street trading ethnography
4.3.5) Street Trading Ethnography Stimulating an Enquiry Into Links Be-
tween Retailing and Housing
Through the use of street trading ethnography I uncovered that street 
traders in almost all instances live within Yeoville/Bellevue and there-
fore work in the same environment. Figure 118 illustrates images of 
twelve traders/locals of Yeoville/Bellevue that I engaged with. One 
notices here that ten of these twelve traders reside within the Yeoville/
Bellevue area while simultaneously working within the locality. These 
participants all live within rooms in and around Yeoville/Bellevue that 
serve as subdivided rental spaces (illustrated and analysed in detail 
in chapter fi ve). Uncovering this symbolised a great leap in the re-
search process as it ultimately began to inform my thinking about 
the connections between retailing and housing which was discussed 
in chapter one. This was most defi nitely accurately illustrated in the 
case of Yeoville/Bellevue. However, one could assume that this level 
of information could have simply been derived through the use of 
interviews which set forth the question of where street traders reside 
to them rather than an actual ethnographic process.  Nevertheless, 
the power of the ethnographic component over basic interviews was 
illustrated when I was empowered with the ability to map out local 
housing conditions and the people densities existent within the pri-
vate realm as my intimate relationship with traders allowed me to 
access their spaces of living on an informal basis. This allowed me to 
understand the increased densities of people existent in the private 
realm that were spilling over into the public realm in the form of street 
trade. 
4.3.6) Locating a Way Forward for Uncovering the Distribution of High 
People Density Rental Spaces
While the ethnography proved useful as a means of allowing me 
access to individual units to map densities existent within each unit 
investigated, it nevertheless did not have the ability to give me an 
understanding of the spatial distribution of all the rental spaces ex-
istent within Yeoville/Bellevue. Thus, one can say here that the data 
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Figure set 120: Examples of advertisement types displayed on rental space 
notice board
collected through this process can be highly useful for the work of a 
housing specialist, but is only useful to a certain degree with regards 
to the concerns of Urban Designers. Nevertheless in terms of collect-
ing data  regarding the spatial distribution of rental spaces in Yeoville/
Bellevue, my engagement with the traders and my general commit-
ment towards being a participator in daily life in Yeoville, I uncovered 
that a notice board mounted on the blind wall of Shoprite on which 
advertisements of formal and informal rental spaces are placed exists. 
The notice board as indicated by panoramically in fi gure 119 displays 
adverts for a large amount of rental spaces available in the area, par-
ticularly towards the month end periods. 
The above can largely be attributed to the fl uid nature of Yeoville/
Bellevue whereby people move from one place to the next over short 
periods of time. This is due to a number of reasons such as people de-
ciding to move because of cheaper rentals in other spaces around 
the area as well as better living conditions existent in other spaces 
around the area. Nevertheless with regards to my research I used 
the rental space notice board as a means of locating and mapping 
the various rental spaces in and around Yeoville/Bellevue (shown in 
chapter fi ve). The method used here largely relied on me reading all 
the notices on the rental space notice board and mapping transpos-
ing these addresses onto a physical map. Figure set 120 indicates the 
some examples of the manner in which some of the advertisements 
are written. One notices here that in addresses are not always includ-
ed on the advertisements. In such cases I called the telephone num-
ber provided, requesting the physical address of the space being ad-
vertised. Once all the notices were read and all addresses retrieved 
I created a three dimensional massing representation of the popula-
tion densities existent on each respective plot using the method of 
mapping spatial density distribution developed by Bertaud (2001) on 
page 34 in chapter two. It is important to note here that the plot sizes 
were used to create the density as the rental spaces investigated 
varied with regards to their typologies (some being apartments and 
others semi-detached dwellings). Estimates of the amount of people 
on each plot according to building typologies existent were made. 
Figure 119: Rental space notice board on Shoprite’s blind wall serving as a means through which density mapping can occur
While the street trading ethnographic attempt here led me to dis-
cover a link between trading and housing by population density be-
ing a resultant force, it also exposed me to the links existent between 
transport/movement and retail behaviour in the area. During the 
process engaging with customers buying from my stall, I uncovered 
that most of them were either on their way to work or returning from 
places of work lying outside of Yeoville/Bellevue. This in turn led me 
to investigate the operational movement systems encouraging back 
and forth movement in and out of the Yeoville/Bellevue area. 
76
4.4) Data Collection Techniques:  Perceptual and Substantive Data Collection – Transport Ethnography
4.4.1) A Need to Temporarily Extend the Study to the Inner City Scale
Once realising that transport has an infl uence on retailing in Yeoville/
Bellevue I set out to collect data in terms of the movement systems 
existent of transport systems that ultimately affected dynamics in and 
around Yeoville/Bellevue. At this point the emphasis of the project 
was taken away from the site only and the data collection had to be 
carried out based on numerous other scales such as national scale 
(South Africa) provincial scale (Gauteng), regional metropolitan 
scale (Johannesburg), Inner City scale and neighbourhood district 
scale. This was largely due to the fact that a number of the formal 
transport systems operated at this scale and tended towards the 
Johannesburg Inner City in which Yeoville/Bellevue is located as this 
area has a magnetic effect across all the above scales. Nevertheless, 
much of the formal movement system data across the broader scales 
was retrieved from the COJ the JDA as well as the GCRO. Also ASM 
Architects And Urban Designers in conjunction with Arcus Gibb Engi-
neers did a transport study of the Johannesburg Inner City  (shown in 
chapter two) which provided useful transport data at the inner City 
scale. Nevertheless there was a general lack of data across all scales 
with regards to taxi movement. This is largely due to the fact that 
contemporary researchers and designers have not yet found a way 
to collect data that adequately represents the manner in which the 
taxi system operates. As such, I set out to formulate a unique method 
to bridge this gap.
Upon being in Yeoville/Bellevue and through asking locals of the area, 
I found out that all public transport movement systems were operat-
ing along Louis Botha Avenue Rockey/Raleigh Street and parts of Joe 
Slovo Drive which are essentially main links edging or running through 
the area. Nevertheless there was not specifi c nucleated transport 
area existent within Yeoville/Bellevue. Thus, the departure point here 
was fi rst to locate the areas lying in the Inner City from which major 
taxi ranks and other commuter services lie. This was in a normal Urban 
Design data collection fashion carried out through extensively walk-
ing in the Inner City of Johannesburg and asking locals here about 
the location of major taxi ranks around the Inner City. Data on some 
of the other commuter services such as metro buses and their junc-
tions was retrieved from the Inner City Transportation Urban Design 
Framework developed by ASM Architects. Nevertheless, I created a 
plan of the Inner City showing all its major commuter infrastructure 
(specifi cally with regards to taxi movement) as indicated by fi gure 121 
and began visiting the various taxi ranks in order to fi nd out where taxis 
depart to and arrive from. This was an extremely daunting task at fi rst 
Figure 121: Major transport collector points around the City used to carry out transport ethnography
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as once again, with the Inner City being dominated by dark skinned 
people, being fair skinned made me appear different and therefore 
made me vulnerable. Nevertheless, carrying this out on a continuos 
basis made me develop confi dence to be in the area and I became 
street wise.
4.4.2) Filling Data Gaps Through Transport Ethnography
With Johannesburg begin an extremely fast paced City especially with 
regards to the manner in which taxi’s function in the area it proved dif-
fi cult to get taxi drivers as well as offi cials of the taxi ranks to sit down 
and provide me with information about the routes that taxis take and 
the manner in which the system operates. As such, I reverted to once 
again factoring ethnography into my study but this time I immersed 
myself into the city fabric through actually riding the taxi system in or-
der to fi nd out how it functions and the dominant routes that the taxis 
move along. My engagement with the taxi system among other pub-
lic transport modes in the city occurred over a two month long pe-
riod in which I focused much of my time trying to uncover the routes 
running through Yeoville/Bellevue. Figure 122 shows an image of me 
on my way to access a taxi stopping along Louis Botha Avenue. The 
photograph was taken by Maycen who had become highly active in 
assisting me with research activities and who was developing a grow-
ing love for research in the City.  Nevertheless, through my engage-
ment with informal transport, I often realised that return routes would 
bring me back into the City as a primary stop and then I would have 
to hop onto another taxi in order to get back to Yeoville/Bellevue. 
Nevertheless, in so doing I met a number of other locals residing in 
Yeoville/Bellevue which would be doing the same. Upon engaging 
with these individuals, I uncovered that different taxi ranks in the Inner 
City serve different functions as indicated by fi gure 121. I realised that 
some have provincial prominence while other have regional and lo-
cal prominence. I then began walking through the Inner city again 
in order to fi nd out the manner in which these operate and their links 
to Yeoville/Bellevue.  The extensive walking that I did in the Inner City 
also exposed me to major economic nodes in the area as these were 
appended to the taxi ranks and I started to realise the connections 
between transport/movement and Retailing.
4.4.3) An Activator of My Passion for the City and Urban Design
After developing a routine in my back and forth movement from 
Yeoville/Bellevue to the Inner city and back I became confi dent of 
the area and began learning new things about the mechanics of 
informal transport and economics. My passion for the city and for the 
idea of being a designer who participates in life in the city grew im-
mensely. I celebrated this passion through conducting tours of the 
Inner City and Yeoville/Bellevue for both local as well as international 
people having an interest in urban life. Figure 123 illustrates me as 
a tour guide taking a group of local as well as international people 
interested in city design and Analysis through the Inner City on our 
way to Yeoville/Bellevue. This group was mainly comprised of stu-
dents from the University of Columbia who wanted to study Yeoville/
Bellevue and the Inner City. 
Through a series of tours my knowledge of the fi ner grained textures 
of Yeoville/Bellevue and the Inner City grew and ultimately allowed 
Figure 122: Myself as the designer becoming a participator in daily commut-
ing - entering a taxi along Louis Botha Avenue
me to better understand both formal as well as informal movement 
systems operational here to the extent that I could map them out 
precisely.
Figure 123: Myself conducting tours of the informal Inner City and Yeoville/
Bellevue
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4.5) Data Collection Techniques: Substantive Data Collection – Measuring and Tracking Movement Energy 
4.5.1) Gathering Data on the Movement Effects Into and Out of 
Yeoville/Bellevue
One uncovering the dynamics behind the manner in which informal 
trading occurs on the street in conjunction with the element of hous-
ing linked to my work on transport ethnography, I decided to intro-
duce the mechanics of the operation of movement from a different 
perspective. In so doing the research method shifted from being qual-
itative in nature to being quantitative. 
I realized from the qualitative component that entrance points into 
Yeoville/Bellevue as annotated alphabetically on the plan in fi gure 
124 were critical component  as they were points of relativity at which 
modes of movement would change from being motorised to non-mo-
torised. More simply these were transport junctions from which pedes-
trians often walked after being dropped off. As such, and acknowl-
edging the fact that pedestrian movement was related to retailing as 
outlined by in the theoretical concept by Dewar and Watson (1990) 
on pages 41, 42 and 43 in chapter two, my attempt here was to quan-
tify movement energy at the access points and to track pedestrian 
movement into and out of Yeoville/Bellevue.  
4.5.2) Measuring Movement Energy at Access Points of Yeoville/
Bellevue
This task requires some time for the designer to develop a skill of carry-
ing it out. This applies especially in situations where traffi c volumes of 
both pedestrians as well as vehicles are extremely high (during peak 
hours)  While it bases itself on the quantifying of vehicles and pedes-
trians which is largely scientifi c and an approach used by most Traffi c 
Engineers, one can by being on site through instructiveness determine 
the energies existent that are produced through the various forms of 
movement present. Nevertheless Traffi c Engineers apply this method 
Figure 124: Indication of access points into and out of Yeoville/Bellevue where movement energy was measured and movement was tracked.
4. SITE – RESEARCH METHOD AND DATA COLLECTION TECHNIQUES
79
through the use of technological machinery that is able to count the 
amount of vehicles that move over a specifi c area over time. Thus, be-
ing able to tell the frequency of vehicular movement the machinery 
provides an accurate numeric value. Nevertheless, machinery quan-
tify pedestrian fl ow has not been developed yet and can only be car-
ried out manually
Nevertheless, with regards to applying this form of data collection to 
the Yeoville/Bellevue site I was unable to gain access to any form of 
traffi c quantifying machinery due to it being extremely expensive to 
hire and therefore I was required to carry out the measuring task man-
ually. Figure 125 shows my presence at major access points of into 
the site where I manually measured fl ows of private vehicles in con-
junction with public transport movement. Simultaneously I measured 
pedestrian energy generated here. I carried out the task of measur-
ing three half an hour intervals (morning, lunch hour and late after-
noon) and then combined the data and represented it in the form of 
Figure 125: Observing and quantifying private vehicles, public transport and 
pedestrians at major access point into Yeoville/Bellevue
Figure 126: Following pedestrians from major access points into Yeoville/
Bellevue
Figure 127: Photographing a narrative of events based on peoples move-
ment from the time they access Yeoville/Bellevue
a graphic tabulation (set forth in chapter fi ve). The aim of carrying 
out this technique was to determine the prominence of access points 
into Yeoville/Bellevue and therefore the extensiveness of pedestrian 
movement into Yeoville/Bellevue (generated by public transport) 
which is a support system for retailing. This was uncovered through 
back and forth research moments but was largely informed by the 
transport movement patterns I had uncovered through ethnography. 
4.5.3) Tracking Pedestrian Movement from Access Points Into Yeoville/
Bellevue
While the measuring of movement at specifi c points could only inform 
me about the energy and function of each intersection studied, I fur-
thered this analysis by carrying out a task whereby I would follow pe-
destrians who depart from various modes of public transport and who 
head into Yeoville/Bellevue as indicated by fi gure 126. While doing 
this, I mapped out the routes that pedestrians walked and simultane-
ously photographed the various activities that pedestrians carried out 
along their routes until they disappeared into buildings as indicated 
by fi gure 127.  In cases where pedestrians identifi ed that they were 
being followed, the data set retrieved from that specifi c movement 
tracking attempt was discarded. Nevertheless, tracking movement 
attempts were carried out three times from each intersection anno-
tated alphabetically in fi gure 124 and therefore is presented as three 
data sets in the following chapter.
The two exercises  above also represented a huge research leap as 
it revealed the manner in which informal as well as formal businesses 
gain support from pedestrians as well as the manner in which social 
amenities are used. Lastly the usefulness of the exercises showed in the 
fact that the most frequently used areas in Yeoville/Bellevue could be 
determined through analysing portions of overlapping movement.
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4.6) Data Collection Techniques: Substantive Data Collection – Measuring and Counting People Density
4.6.1) Gathering Data on Pedestrian and Trader Behaviour and Density
While the data collection methods discussed above gave me an idea 
of the energies generated at each intersection and the dominant 
movement routes and activities of pedestrians, it could not be entirely 
represented in a manner that depicts true pedestrian behaviour and 
density in relation to trader behaviour and densities. With the result I 
carried out a separate process that would allow me to achieve and 
understand of this and allow me to represent it in an analytical fash-
ion.
Figure 128 represents the route that I walked in order to physically count 
and map pedestrians. One notices from this diagram that the process 
occurred over a four day period. This was largely due to the fact that I 
chose to measure densities at various times of the day (morning, lunch 
hour and late afternoon). Thus each route was walked  three times 
daily ultimately allowing the entire counting and mapping process to 
occur over a period of four days. The nature of this exercise proved 
rather diffi cult primarily due to the fact the large size of the site (di-
mensions and area illustrated on page 103 in chapter three). 
Nevertheless, carrying out this exercise can be done in through the 
use of GIS technology. One however, requires software loaded onto a 
tablet which allows one to view a map of his/her current position and 
simultaneously allows one to map out dots on the map representing 
pedestrians/traders or any other elements that the designer wishes to 
quantify in terms of its density. Nevertheless, in my case, I used a lower 
tech method of carrying this out due to not having access to the GIS 
software on my tablet and also due to the fact that the tablet might 
have been stolen from me in the Yeoville/Bellevue area where there 
is a presence of crime.
Figure 128: Site walks occurring over a four day period to measure behaviour and density of pedestrian and street traders and locate tuckshops
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Figure set 129: Looking sidewards to observe trader and pedestrian behaviour on adjacent streets and transferring observed data onto base plan.
Figure set 130: Transferring observed behaviour onto a base plan while be-
ing on the site
4.6.2) Developing a Strategic Way of Observing and Recording
With regards to applying the method in the case of Yeoville/Bellevue, 
my strategy simply involved me walking in a north south direction 
while to count pedestrians and traders but simultaneously stopping at 
each intersection to have views down the adjacent streets so that I 
could count pedestrians and traders existent there as well. The walking 
routes I took in conjunction with the areas I viewed is represented by 
fi gure 128 on the opposite page. Figure set 129 indicates a set of im-
ages that depicts me physically carrying out this exercise. One notices 
from these images that once again the designer needs to develop a 
skill and system of doing this as he/she is required to observe pedes-
trians and traders while simultaneously mapping the observed data 
down onto a base plan as quickly as possible. This is largely due to the 
fact that pedestrians move in space, making it diffi cult to capture all 
of them at the same time. Furthermore in this case I mapped build-
ings with having their frontages extended to the street in the form 
of tuckshops. This implied that I needed to use three different colour 
marking pens in this instance pink for pedestrians, red for traders and 
green for tuckshops as illustrated by the top image in fi gure set 4.6.1b. 
Thus, this exercise requires much practice and patience before get-
ting the hand of it. 
4.6.3) Translating the Collected Data Into a Presentable Format
Due to the quick and sporadic nature of the mapping exercise car-
ried out here giving rise to an untidy plan, I was required to translate 
the collected data into a presentable format that could be under-
stood by people not present while it was being executed. In so, doing 
I scanned in the collected data and used design software to place 
rigidly sized and formatted dots over it as indicated by the top im-
age in fi gure set 130. Here, pedestrians were represented as red dots 
traders as black dots and tuckshops as pink dots (data presented in 
chapter fi ve). Furthermore, in extremely dense areas such as Rockey 
Raleigh Street, dots would overlap to the degree where the data be-
comes unreadable. I therefore built a physical model of the street 
and represented the pedestrian and trader behaviour by placing red 
and black beads on the model as indicated by the bottom image in 
fi gure 131. 
Figure 131: Translating the collected data into a presentable format through 
the use of computer software and model making
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4.7) Data Collection Techniques: Yeoville/Bellevue Through Photographs, Sketches and Modelling
4.7.1) Planning a Route for the Photographic and Sketch Journey
Once all the above discussed mapping exercises were carried out 
and the data analysed I realized that the mapping series created 
lacked the ability to provide readers with an idea of the local char-
acter of Yeoville/Bellevue generated by its physical building form and 
the people using the exterior spaces existent between the physical 
building form. With this being the case I set out on a photographic 
and sketch journey which would ultimately allow me to portray this. 
This however required me to plan a route through the area on which 
I would discover various elements. Figure 132 represents the journey 
that I took over a four day period so that I could capture photographs 
and create basic sketches while being on site. One notices from this 
plan that I inverted the route taken previously while carrying out the 
pedestrian and trader density mapping. I did this with the intention of 
ensuring that I did not miss any critical elements of the built environ-
ment. The journey I took through Yeoville/Bellevue also assisted me 
in taking stock of the existing site inventory which was introduced in 
chapter three.
4.7.2) Executing Photography and Learning About the Art of Site Pho-
tography
The journey was rather easy and relaxing as I could walk at a slower 
pace in comparison to previous mapping exercises which either re-
quired me to observe or follow people. This journey also comprised of 
a number of stopping points at which I would either photograph or 
physically sketch out elements of the built environment which I thought 
would be important to represent. The idea behind this tour was there-
fore to capture the three dimensional realities of the space and its 
users in an honest and realistic manner.  Walking through the site at a 
slower pace also made me aware of other elements that pedestrians 
consider such as topography which I have methodically explored in 
the next section of this chapter. Nevertheless, the journey also proved 
Figure 132: Photographic and sketch journey through Yeoville/Bellevue over a four-day period
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Figure set 133: Photograph capturing in Yeoville/Bellevue and understanding 
the skill of photography
Figure 134: Extracting pertinent lines from photographs obtained from photo-
graphic journey through Yeoville/Bellevue
to be useful as I was able to capture photographs of people and their 
interactions in the built environment in an unobtrusive manner. The 
top image in fi gure set 133 shows an image of me walking through the 
area and stopping to capture a photograph along Joe Slovo Drive in 
Yeoville/Bellevue. This revealed to me that site photography is a skill in 
itself as the designer needs to carefully consider the elements that he 
or she truly wants to capture in the photograph and its usefulness for 
the analysis that he/she will conduct in future. In this instance, my aim 
was to capture the abundance of vehicular movement in relation to 
the narrowly planned sidewalk for pedestrians. The bottom image 
in fi gure set 133 represents the photograph that emerged from her. 
One realises, that even though I managed to capture the narrowness 
of the sidewalk, I should have waited longer before snapping as ve-
hicular fl ow was much more abundant after some time. Nevertheless, 
some of the photographs I took on the site did  not always capture 
what I was trying to portray and therefore in such cases I was required 
to convert them into sketches.
4.7.3) Converting Photographs Into Sketches 
After photographing the site and doing basic sketches, I would often 
return home and analyse the photographs as well as develop some 
of the sketches. Figure 135 provides an image of the manner in which 
I converted photographs into sketches. By printing out the photo-
graph and overlaying tracing paper onto it I was able to extract the 
critical elements of the environment that I needed to illustrate. This is 
nevertheless a time consuming exercise due to the extensive amount 
of hand drawing involved. Nevertheless through the creation of these 
sketches in combination with photographs, I was able to build a nar-
rative for the study. Thus, one realises here that it was extremely im-
portant for me to not only examine the site form a birds eye view, 
but to actually be a participator on site by being a pedestrian. This 
in essence harnessed my ability to understand public life between 
building and furthermore allowed me to represent it tangibly.
4.7.4) Model Building as an Aid to Topography and Built Form 
While the ethnography mapping, photography and sketching all pro-
vided me with useful information, I felt as though I did not entirely un-
derstand the topography and built form of the site of the site and the 
manner in which it infl uences pedestrian movement as well as public 
life. With this being the case I set off to build a physical model of the 
site as indicated by fi gure 135. This enabled me to represent walk-
able areas of the site, and understand the density and edge condi-
tions of buildings that was essentially infl uencing activity and move-
ment across the site. Furthermore, at the fi nal stages of the project, it 
enabled me to represent my design idea through placing proposed 
buildings on the contour base of the model. It also allowed me to 
gain a sense of site elements I retained and those I demolished.
Figure 135 Physical site modelling as a technique to understand existing 
topography and built form
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4.8) Site – Data Collection Techniques Final Remarks
In conclusion it can be stated here that the employment of the case 
study research method when conducting research is extremely useful 
for Urban Designers. Furthermore, it is critical for Designers to defi ne 
the parameters of their study areas before executing any data col-
lection techniques. Nevertheless, there  exists a number of techniques 
that Urban Designers dealing with the complex nature of develop-
ing cities allowing them to establish perceptual as well as substantive 
data.  It can be argued here that the body of work established in this 
can guide Urban Designers to understand issues of migration, popu-
lation density, building density, housing and social services, retailing, 
land use mix, transport/movement and street connectivity across 
various scales.
Specifi cally, the street trading ethnography data collection tech-
nique helps the Designer build personal relationships with informal 
traders and general users of a site. In so doing, the designer is pro-
vided with cues and clues of dominant migratory patterns into an 
area. Furthermore, the personal relationships developed allows the 
designer to access the public realm in which users of the area live 
which ultimately enables him/her to map out living densities as well 
as housing conditions. 
On the other hand, in cases where information on public transport 
networks is not available, the use of transport ethnography enables 
the Urban Designer to uncover and therefore map out dominant 
routes used. Due to the transport movement operating between land 
use destinations, the designer is also able to establish  the manner 
in which regional land use distribution infl uences movement of peo-
ple. Simultaneously, measuring and tracking movement  energy as 
a data collection technique assists the designer to uncover  data 
about based on street connectivity facilitated through the place-
ment of transport facilities in relation to retail facilities,  social ameni-
ties and housing. The measuring and counting of people density in 
turn enables designers to map information on dominant pedestrian 
movement patterns over time periods in the day and the manner in 
which informal retailers position themselves to gain support from pe-
destrians. The use of photography and sketching as data collection 
techniques in turn assists the designer to capture and represent reali-
ties of the manner in which the built environment and its users func-
tion. This essentially enhances the ability of designers to analyse pat-
terns of  building density, housing and social services, retailing, land 
use mix, transport/movement and street connectivity. Lastly, model 
making on the other hand brings in a physical component for design-
ers such as topographical infl uences on movement, built form and 
land use structuring.
One realises from the above that this chapter reveals a toolkit for de-
signers dealing with the complexities of developing cities. Neverthe-
less,  the fi ndings yielded from the application of the data collection 
techniques applied in Yeoville/Bellevue is revealed in the following 
chapter.
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The previous chapter has revealed research techniques that can be applied to developing cities and neighbourhoods in order to gather data on migratory pat-
terns, population densities, building densities, housing and social services, retailing, 
land use mix, transport/movement and street connectivity. The application of the 
research techniques to Yeoville/Bellevue as a neighbourhood in a developing city 
has also revealed that the links between the above concepts begin to evolve. Nev-
ertheless, responding further to the problem statement constructed for this thesis in 
chapter 3, this chapter aims to illustrate and analyse the data retrieved through the 
application of the research techniques applied to Yeoville/Bellevue. In so doing, it 
demonstrates the manner in which the interrelatedness of building density, housing 
and social services, retailing, land use mix, transport/movement and street con-
nectivity across various scales can be considered form an analytical point of view.
In light of the above, this chapter begins with a geographical analysis of migratory 
patterns into Yeoville/Bellevue at the international, continental (Africa) and nation-
al (South Africa) scales. It then  demonstrates an analysis of the interrelatedness of 
the concepts contained in the conceptual framework at the Provincial (Gauteng) , 
Metropolitan Region (Johannesburg) and Inner City scales. Through the execution 
of the above the analysis considers the effects of  the above on Yeoville/Bellevue. 
In a similar fashion, the analysis then demonstrates the interrelatedness of the con-
cepts by setting forth an analysis of Yeoville/Bellevue among its neighbouring dis-
tricts. Lastly, it considers Yeoville/Bellevue as an individual site and demonstrates 
the interrelatedness of the concepts here. It identifi es that the edges containing 
Yeoville/Bellevue makes it function as a locality on one hand and on the other 
hand as a neighbourhood having its function infl uenced by commuter activity. 
Thus, a dual narrative is set forth for the site of which they collectively illustrate the 
interrelatedness of building densities, housing and social services, retailing, land 
use mix, transport/movement and street connectivity.  
An Analysis and Mapping Exercise for Yeoville/Bellevue – A Shift from Theory Into Practicality 
CHAPTER 5: SITE – MAPPING AND DATA ANALYSIS
Sequencing
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5. SITE – MAPPING AND DATA ANALYSIS
5.1.1) Housing and Social Services, Transport and Retailing as Drivers 
at Geographical Scales
Previous chapters have emphasised the fact that population density 
as a result of migratory behaviour and urbanisation shape the cul-
tural identities and appearances of environments (Mumford, 1938). 
Yeoville/Bellevue has experienced this with the signs of renewed cul-
tural hybridisation showing through its street character, evident in fi g-
ure 136. This serves as the departure point for this chapter which seeks 
to sequence the migratory and movement fl ows into Johannesburg 
Inner City and Yeoville/ Bellevue across a number of scales due to its 
building density and land use distribution offering of housing, social 
service and retailing opportunity. The movement mapping at geo-
graphical scales discussed in this section also allows one to illustrate 
the manner in which transport movement between nodes affects the 
broader functioning of Yeoville/Bellevue as a neighbourhood. Thus 
it portrays the manner in which people rely on air, water and land 
based movement to relocate their places of housing in order to ac-
cess social services and work opportunities. This in essence has effects 
on the manner in which street connectivity evolves, land use mixes 
become integrated and building density functions at the local level. 
5.1) Informants and Constraints: International, National and National Migratory Infl uences on Yeoville/Bellevue
5.1.2) Global Migratory Infl uences on Yeoville/Bellevue
An analysis at the international scale reveals that China continues to 
be a major player in terms of supplying over one hundred products to 
South Africa including clothing, textiles, cosmetics, toys, plastic ware, 
electronics and chemicals among other materials (Jacobs, 2011). As 
a means of transporting the above goods, China remains heavily reli-
ant on its shipping trade route to major high density economic hubs 
of Africa as indicated by fi gure 137. The Inner City of Johannesburg 
in which Yeoville/Bellevue is located is one of the major international 
Figure137: Informants and constraints – Global human migration and goods fl ow patterns into Johannesburg Inner City and Yeoville/Bellevue
Yeoville/Bellevue Street Economy
Figure set 136: Informants and constraints – Traces of renewed street char-
acter in Yeoville/Bellevue
high density economic hubs of the world which is supplied by goods 
from China. Simultaneously, human migration from India occurs, pro-
viding a labour force for the sale of the imported goods. This phenom-
enon has given rise to a fl exible market condition in Yeoville/Bellevue 
which includes formal, semi-formal/semi-informal and informal liveli-
hood creations. 
5.1.3) Continental Migratory Infl uences on Yeoville/Bellevue
Johannesburg CBD and its surrounding neighbourhoods acting as a 
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Figure 138: Informants and constraints – Continental human migration and goods fl ow patterns into Johannesburg In-
ner City and Yeoville/Bellevue
Figure 139: Informants and constraints – National Road  and rail networks facilitating human and goods fl ow towards Jo-
hannesburg Inner City and Yeoville/Bellevue
high density convergence point offering living, social service and eco-
nomic opportunities for people also infl uences continental migratory 
behaviour. The transportation of goods and people primarily occurs 
from major airports and ports across the continent as indicated by 
fi gure 138. As such, Yeoville/Bellevue predominantly absorbs migrants 
from the DRC, Zimbabwe, Ethiopia, Nigeria and Algeria who arrive via 
a mix of air, water and land based movement. The above mentioned 
ethnic groups have transposed a uniquely hybridized African culture 
into the neighbourhood which is strongly refl ected through the cuisine, 
fashion, art and music existent in Yeoville/Bellevue. The convergence 
of people into the area has simultaneously increased its population 
density contributing towards survivalist retail behaviour.
5.1.4) National Migratory Infl uences On Yeoville/Bellevue
When zooming into the national scale as indicated by fi gure 139, one 
realises that the road and rail systems converge towards Johannes-
burg City from airports and ports highlighted previously. These sim-
plistic yet effective networks serve as secondary movement systems 
transporting goods and people form airports and ports into the Inner 
City of Johannesburg and Yeoville/Bellevue. From the geographical 
analysis conducted here, it is inevitable that air, water and land based 
transport provides Johannesburg and therefore Yeoville/Bellevue with 
its prominence as a point of opportunity among other global players. 
Nevertheless, when zooming in to the provincial scale, a number of 
other movement networks such as the Road, Rail, Gautrain, BRT, Taxi, 
Metro Bus and Putco Bus systems come into play. These networks so-
lidify the nature of Johannesburg Inner City and Yeoville/ Bellevue as 
a convergence point and contribute to the manner in which people 
use transport to either shift their places of living  to areas having high 
building densities for retail and social service purposes. A detailed 
analysis of these networks follows.
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Figure 140: Informants and constraints – Gauteng Province Road and rail 
networks affecting Yeoville/Bellevue
Figure 142: Informants and constraints – Gauteng Province Taxi Routes
Figure 141: Informants and constraints – Gauteng Province Gautrain 
and BRT routes affecting Yeoville/Bellevue 
5.2.1) Provincial Road and Rail Move-
ment
At the provincial scale, the road and 
rail network forms a looping series con-
necting Johannesburg, Tshwane and 
Vereeniging (high building densities) 
as indicated by fi gure 140. Johan-
nesburg being the most prominent 
node serves as a major point of con-
vergence. As such, Yeoville/Bellevue 
becomes a settlement point offering 
people a place in which to reside and 
access social amenities and retail op-
portunity generated by its building 
density and distribution of land uses. 
5.2.3) Provincial Taxi Movement
The taxi system as an individual mode 
of transport performs the collective 
role of the Gautrain, BRT and Rail sys-
tems in terms of the routes it follows. 
As indicated by fi gure 142, the system 
connects Tshwane, Johannesburg 
and Vereeniging as nodal centres to 
each other, while simultaneously link-
ing local residential nodes to nodal 
centres offering housing, social service 
and retail opportunities due to their in-
creased building densities and mix of 
land uses. Johannesburg Inner City is 
once again a convergence point, in 
turn affecting Yeoville/Bellevue.
5.2.2) Provincial Gautrian And BRT 
Movement
Urban Planners identifi ed Tshwane 
and Johannesburg as primary nodal 
centres in Gauteng, stimulating  the 
Gautrain development to link them. 
Complementing this, the BRT system 
facilitates regional connectivity be-
tween residential nodes and the pri-
mary nodal centres (141). The local 
operation of this system indirectly af-
fects Yeoville/Bellevue lying along its 
route which links into the city (Illustrat-
ed at following scale).
5.2.4) Provincial Metro Bus And Putco 
Bus Movement
The Putco Bus and Metro bus systems 
facilitate local connectivity within 
each nodal centre (Tshwane, Johan-
nesburg and Vereeniging) as indi-
cated by fi gure 143. In all three cases, 
residential localities are connected to 
retail localities and primary nodal cen-
tres of which Johannesburg has the 
most extensive connectivity. Figure 
144 on the opposite page is a com-
posite representation of the layers dis-
cussed showing the connectedness of 
the Johannesburg Region.
Figure 143: Informants & Constraints- Gauteng Province Putco Bus and 
Metro Bus routes 
5.2) Informants and Constraints: Gauteng Province Housing, Transport and Retailing Implications on Yeoville/Bellevue
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Figure 144: Informants and constraints –  Gauteng Province Composite transport and nodal formation affecting Yeoville/Bellevue
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The provincial scale analysis revealed the operation 
of housing and social services, transport and retailing 
as connected factors and illustrated Johannesburg 
Metropolitan Region as a high density convergence 
point. Nevertheless, movement at the regional scale 
in conjunction with housing, social service and retail 
patterns are informed by Johannesburg’s historical 
spatial development. This in turn has effects on the 
function of Yeoville/Bellevue as an Inner City neigh-
bourhood. 
5.3.1) Historical Development of Johannesburg Met-
ropolitan Region
 
In early 1886, Johannesburg was no more than an un-
wanted south sloping portion of land with limited ag-
ricultural use. Its poor agricultural value however was 
of no concern as within a mere 40 years, it was being 
hailed as a world renowned city due to fortuitous geo-
logical conditions (Mcarthy,1986). The Witwatersrand 
basin discovered in 1860 contained the world’s rich-
est deposits of gold, magnetizing investors which in 
turn had land development implications as its side 
effect (Witwatersrand Consolidated Gold Resources 
Limited, 2011). This is indicative when viewing the dia-
grams contained in fi gure set 145 showing Johannes-
burg’s spatial growth from 1900 to 2011. 
Johannesburg’s CBD grew in conjunction with a 
string of mining towns along the Witwatersrand basin 
in  the year 1900. Slight growth of the CBD coupled 
with further development of mining towns along the 
Witwatersrand basin occurred as the CBD was set 
up to form a central node catering for mining activ-
ity in 1917. Johannesburg continued to boom and sub-
urbs towards the north of the CBD grew in conjunction 
with the south western townships in 1957 as a result of 
the group areas act aimed at casting non-white citizens 
out of the city  (Beavon, 2004). Through 1984 develop-
ment of the northern suburbs persisted with the use of 
the Witwatersrand basin as a buffer zone separating the 
region’s northern and southern areas. The buffer zone 
remained as a result of the chief mining Engineer pro-
hibiting any development to occur along this reef. Nev-
ertheless, with the mines relocating towards Ekhuruleni 
and the abolishment of the group areas act in the 1990s, 
the expansion of the south western townships occurred. 
This occurred in tandem with informal and formal hous-
ing development of the land along the mining belt (Tang 
and Watkins, 2011). Growth of the informal housing sec-
tor gradually began to spread along the belt from 2001 
to 2011 as the need for housing in Johannesburg was ex-
acerbated due to policy decisions infl uencing migration 
into South Africa. 
The land along the mining belt has been developed infor-
mally, but still remains as a separator between the north-
ern and southern portions of Johannesburg as a number 
of mine dumps have been located along it. Neverthe-
less, if the existence of the mining belt is analysed further, 
it can be realised that it serves as a structuring device in 
terms of the manner in which Urban Planners have re-
acted towards spatial planning with regards to housing, 
transport movement and retail opportunity.
5.3) Informants and Constraints: Johannesburg Metropolitan Region Housing, Transport and Retailing Implications on Yeoville/Bellevue
Figure set 145: Informants and constraints – Johannesburg Region historical development
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Figure 147: Informants and constraints – Johannesburg Region  Housing latching systems
5.3.2) Urban Planning Responses to a Divided City
Urban Planners have attempted to unravel the di-
vided structure of the Johannesburg Metropolitan 
Region through using strategic planning. As such 
they structured clusters of anchor nodes north of the 
mining belt (northern suburbs with sandton as a high 
density CBD), south of the mining belt (south western 
townships with low densities) and a string of nodes 
along the mining belt (mining towns with Benoni as a 
high density CBD) as indicated by fi gure 146.
5.3.3) The Metropolitan Anchor Nodes and RDP 
Housing Latching System
The clustering of anchor nodes discussed above 
served as the departure point for the implementa-
tion of the Reconstruction And Development Pro-
gramme (RDP) aimed at housing provision for the 
poor. The primary idea was to formalise informal set-
tlements and deliver a number of new low density 
settlements which could latch themselves onto the 
economically activated anchor nodes as employ-
ment hubs (indicated by fi gure 147). However, only 
low levels of integration between RDP settlements 
and anchor nodes occurred (Department Of Human 
Settlements, 2009). Instead, residents of the south 
western townships began commuting on a daily ba-
sis towards the northern suburbs in response to for-
mal economic opportunity. This essentially propelled 
planning focus towards transport connectivity.
5.3.4) Regional Housing, Transport and Retail Structuring 
Effects on Yeoville/Bellevue
Acknowledging that the metro rail systems connects east 
west anchor nodes and reinforces the mining belt as a 
separator (fi gure 148 on the following page), Planners re-
sponded by implementing the BRT system linking the south 
western townships to the northern suburbs and Inner City. 
Simultaneously, they implemented the Gautrain from the In-
ner City to the northern suburbs and OR Tambo Airport as a 
migratory access point (fi gure 149 on the following page). 
Nevertheless, these connections had already developed 
informally by the daily convergence of taxi’s into the Inner 
City from peripheral anchor nodes via regional retail facili-
ties/malls as distributor points (fi gure 150 on the following 
page). Congruently, the Metro bus system performs a simi-
lar operation to the taxi’s while the Putco Bus system links 
the south western townships to the northern suburbs (fi gure 
151 on the following page). 
The above operations show evidence that places of hous-
ing are connected by transport to places of economic op-
portunity. This is driven by the distribution of land uses, street 
connectivity facilitation and building density differentiations 
across the region. As indicated by the composite regional 
movement diagram (fi gure 152 on page 93), the formation 
of a movement conduit passing Yeoville/Bellevue encour-
ages some of its residents who are not locally employed to 
connect to Alexandra and Sandton offerign industrial and 
formal retail opportunities. Furthermore, the taxi movement 
line westward from Yeoville/Bellevue encourages move-
ment towards Eastgate as a major shopping node and 
Benoni as an industrial hub offering further employment for 
skilled workers from Yeoville/Bellevue. 
Figure 146: Informants and constraints – Johannesburg Region mining belt structuring nodal categorization
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Figure 148: Informants and constraints – Johannesburg Region Rail network forming east west connectivity 
and reinforcing mining belt as a separator Figure 150: Informants and constraints – Johannesburg Region Taxi routes converging towards the Inner City
Figure 149: Informants and constraints – Johannesburg Region Gautrain and BRT networks facilitating north 
south movement   
Figure 151: Informants and constraints –  Putco Bus and Metro Bus networks facilitating north south movement 
and converging towards the Inner City
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Figure 152: Informants and constraints – Johannesburg Metropolitan Region composite representation of movement and nodal formation- Louis Botha Avenue movement conduit
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Figure 153: Informants and constraints – Yeoville/Bellevue as a cohesive part of the Johannesburg Inner City (based on building density)
5.4) Informants and Constraints: Johannesburg Inner City Housing, Transport and Retailing Implications on Yeoville/Bellevue
5.4.1) Yeoville Bellevue as an Inner City Neighbourhood
Thus far, much emphasis with regards to the broader scale analysis 
has been placed on movement as a structuring device across the 
various scales. However, the over arching argument set forth at the 
International, Continental and provincial scales has based itself on 
Johannesburg Inner City being a high density convergence point 
due to its offering of social and economic opportunity. This in turn 
provides Yeoville/Bellevue with the role of people absorption. Con-
gruently, at the regional scale Urban Planning has encouraged 
housing and economic land use distribution to infl uence move-
ment patterns into and out of Yeoville/Bellevue. 
One realises from these arguments that connectivity, land use mix 
distribution and density play a major role in facilitating the opera-
tions discussed here. Nevertheless, while the analysis here assists 
one to understand broader scale functionality, a set of more com-
plex housing and social service, transport and retailing networks ex-
ist at the Inner City scale. Much has been already been said about 
the prominence of Yeoville/Bellevue existing due to its location 
within the Johannesburg Inner City. Nevertheless, the diagrams displayed 
only provide a vague idea of its exact positioning within the Inner City of 
Johannesburg. This section introduces the form of the Inner City landscape 
before portraying the local relationships between housing and social ser-
vices, transport and retail patterns that have street connectivity, land use 
mix and building density implications. In so doing is refl ects the manner in 
which these utilities affect the role and function of Yeoville/Bellevue.
The skyline of Johannesburg appears numerous times on the cover pages 
of magazines and even on television. The Johannesburg  Inner City has 
5. SITE – MAPPING AND DATA ANALYSIS
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therefore earned its identity through this image. A view of the city from 
the northwest indicates an elevation of high density buildings. As such, 
the Carlton Centre marks the midpoint of the city, the Ponty and Hill-
brow towers marks its eastern edge and the Brixton tower its western 
edge as indicated by fi gure 153. The medium and high density build-
ings containing a mix of uses strung along the landscape of Johan-
nesburg exists as a representation of an African Village. This represen-
tation which might seem peculiar to those unfamiliar with it, serves as 
the means for those with limited means to expand their social, eco-
nomic and cultural operations. As such, it is an African city surviving 
through a series of heterogeneous activities given rise to through a 
fl exibly confi gured landscape (Simone, 2004). Furthermore, it is an ur-
ban space of density and use mixes that can be categorized as a 
functional destination. 
A drive around the periphery of the Johannesburg Inner City can 
take one approximately 20 minutes, but a walk through its interior 
of neighbourhoods requires an extreme familiarity of trajectory (Si-
mone, 2004). Yeoville/Bellevue lying towards the edge of the Inner 
City land marked by the Ponty Tower building  serves as one of the 
many neighbourhoods within the Inner City containing a unique set 
of formal, semi-formal/semi-informal complexities. In order to under-
stand the functioning of Yeoville/Bellevue, an analysis of its fi t within 
the Inner City is executed in this section. 
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Figure 154:  Informants and constraints – Johannesburg Inner City character districts
5.4.1.1) Yeoville/Bellevue Character Zone
The renewed character of the Johannesburg In-
ner City as an African village prompted Urban 
Design practitioners partnered with the Johannes-
burg Development Agency (JDA) and the City of 
Johannesburg Council (COJ) to reinforce the city 
confi guration (JDA, 2009). In so doing, they estab-
lished a boundary for the Inner City within which a 
number of character districts exist as indicated by 
fi gure 154. One notices from this diagram that simi-
lar to other neighbourhoods, Yeoville/Bellevue lies 
on the periphery of the CBD or city core, structur-
ing itself around the CBD.  Nevertheless, within the 
broader structure of the Inner City, an analysis of 
housing, transport/movement and retail patterns 
provides one with a sense of the manner in which 
the Inner City operates.
 
5.4.1.2) Inner City Blockages and Barriers Secluding 
Yeoville/Bellevue
The highway and rail infrastructure provides link-
age into the Inner City form other regions in Johan-
nesburg as discussed in the analysis at the regional 
scale. However, when  viewed at the Inner City 
scale this set of infrastructure collectively forms 
barriers, blockages and edges.  Figure 155 shows 
the rail line dividing Braamfontein from Newtown 
and the CBD. More importantly, it shows Yeoville/
Bellevue and Doornfontein divided from the low-
er portion of Hillbrow and the CBD. This has pre-
vented the spreading of formally planned housing 
projects from the Inner City and Newtown towards 
Braamfontein on the one hand, while from Yeoville/Bellevue 
and  Doornfontein to the Inner City and lower portion of 
Hillbrow on the other hand. Thus, the prominence of the rail-
way as a blockage, barrier and edge has essentially limited 
formalised housing projects in Yeoville/Bellevue.
The highway system running through the inner city forms an 
L-shaped. This formation characterised by the M1 highway 
running in a north south direction and the M2 highway run-
ning in an east west direction provides the threshold for City 
growth towards the south of Johannesburg. A large portion 
of the M1 highway however bridges over the city allowing 
connectivity under it and therefore it merely serves as a psy-
chological edge rather than an actual blockage or barrier. 
Alike, a bulk portion of the M2 highway bridges over the 
city, but only a limited number of connections run under 
it which permeate towards the southern end of the city. 
This in essence allows it to function as an edge, barrier and 
blockage which is evident when viewing the concentration 
of formal housing projects occurring in a cluster above it. 
In both scenarios outlined above is the fact that the 
railway line serves as a problematic feature of the 
City as it impedes the spread of the formally planned hous-
ing fabric of the City on the one hand, while on the other 
hand it provides strategic points of energy and opportunity 
for investors. The highway system on the contrary merely 
serves as an edge, blockage and barrier at the Inner City 
level and adds no value in terms of providing any form of 
strategic nodes within the City. This is a common phenome-
non occurring in many Cities due to the mechanics of high-
way infrastructure being such whereby it limits easy Inner 
City access. 
Figure 155:  Informants and constraints – Johannesburg Inner City edges, blockages and barriers 
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Figure set 156: Informants and constraints – Inner City Railway Decking Proposal (Department of Economic Development, 2011)














































   




























































































   


















































5.4.1.3) Inner City Vehicular and Pedestrian North South Connectivity
When analysing future proposals for the Inner City as indicated by 
fi gure set 156, one realises that the JDA is proposing a decking sys-
tem over a portion of the Metro Rail line in response to it blocking 
connectivity across the city. The Mandela Park under the Mandela 
bridge (over the railway) intendeds on harnessing street connectivity 
from Braamfontein to Newtown and the Inner City, while the deck-
ing system along Noord Street attempts to achieve this between the 
lower end of Hillbrow and Inner City neighbourhoods such as Yeoville/
Bellevue and Doornfontein. This proposal with movement systems will 
have immense effects of housing and social services as well as retail 
behaviour across the City (impacting on Yeoville/Bellevue).
5.4.1.4) Inner City Housing, Transport And Retail Structuring Effects On 
Yeoville/Bellevue
The decking system along with other retail nodes will promote the 
spread of housing projects towards Yeoville/Bellevue as it will forge 
stronger linkages with the CBD (157 on the following page). Neverthe-
less, when overlaying the BRT network onto the urban grid (fi gure 158 
on the following page), one realises that the planning of this system 
has neglected future relationships that will be forged here. While the 
BRT only extends along Louis Botha Avenue, the taxi system (fi gure 159 
on the following page) instead forms an extensive connectivity rela-
tionship between the CBD and Yeoville/Bellevue. Furthermore, it also 
aligns perfectly with other  retail nodes as well as the goods supplier 
node cluster  on which both formal and informal retailers across the 
city are reliant. The Metro and Putco bus systems as a formal network 
(fi gure 160 on the following page) does connect Yeoville/Bellevue to 
the CBD, but is not as agile as the taxi system. Instead most residents 
of Yeoville/Bellevue rely on it as a regional connecting system to Al-
exandra, Sandton and Eastgate.
When overlaying all the movement networks (fi gure 161 on page 99), 
one realises that three urban cores form across the Inner City with 
the CBD begin a major convergence point. Nevertheless, one can 
argue here that even though the spread of housing projects towards 
Yeoville/Bellevue will occur over time, there remains potential to bet-
ter link retail nodes across the city. This will essentially celebrate the in 
crease of street connectivity through integrating land use distribution 
and therefore the value of housing and retailing across the Inner City.
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Figure 158: Informants and constraints – Johannesburg Inner City BRT network misalignment with retail nodes (servic-
ing Louis Botha Avenue)
Figure 157:  Informants and constraints – Johannesburg Inner City road rail and pedestrian movement con-
necting Yeoville/Bellevue to CBD Figure 159: Informants and const  raints – Johannesburg Inner City Taxi network alignment with economic nodes 
(servicing broader Yeoville/Bellevue)
Figure 160: Informants and constraints –  Johannesburg Inner City Metro and Putco Bus minor alignment with retail 
nodes (servicing broader Rockey/Raleigh Street And Louis Botha Avenue) 
5. SITE – MAPPING AND DATA ANALYSIS
99
Figure 161: Informants and constraints – Johannesburg Inner City composite movement and nodal formation- Yeoville/Bellevue, CBD and goods supply zone 
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Figure set 162: Informants and constraints – Yeoville/Bellevue as a neighbourhood district among other districts
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5.5) Informants and Constraints: Neighbourhood Districts Housing, Transport and Retailing Implications on Yeoville/Bellevue
5.5.1) Yeoville Bellevue – A Neighbourhood District
The analysis conducted previously at the Inner City scale has re-
vealed extensive relationships between Yeoville/Bellevue and the 
CBD. This has been attributed to the fact that the CBD serves as a 
high density node essentially structuring movement within the In-
ner City. Furthermore, the analysis looked at the distribution of land 
uses and activities across the Inner City which provided an idea of 
the contextual role of Yeoville/Bellevue as a secondary node within 
the City. It identifi es that Yeoville/Bellevue is a secondary node in 
the Inner City could potentially be linked to the CBD in a much 
stronger way after the decking project over the railway line occurs. 
Nevertheless, if one is to photograph Yeoville/Bellevue from the 
CBD as indicated by fi gure 162, it can be noticed that it wedges 
itself between a number of other areas such as Berea, Observatory, 
Houghton, Judith’s Paarl, Lorentzville, Bertrams, Highlands and New 
Doornfontein.  As such, while it links to the CBD on the one hand 
and can be analysed accordingly, its relationships wit surrounding 
neighbourhoods can also be respectively analysed. When looking 
at photographic panorama in fi gure 162, one notices that while 
Yeoville/Bellevue is landmarked at the regional and Inner City scales by 
Ponty tower, the water tower forming part of the water operations at its 
southern portion landmarks it locally. This water operations along with the 
water tower essentially provides Yeoville/Bellevue with its identity as an In-
ner  City neighbourhood. Nevertheless, due to the neighbourhood lying 
away from the CBD it is mainly comprised of low-medium rise, high density 
buildings. Building height and density decreases as one moves away from 
the Inner City towards the periphery of Johannesburg. As such, neighbour-
hood such as Observatory as well as Houghton have much lower building 
densities as well as heights compared to those in the CBD and Yeoville/
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Bellevue. Nevertheless, the density differentiation does not go with-
out class divides. Observatory and Houghton are high income sub-
urbs while the others such as Yeoville/Bellevue, Randview, Lorrentz-
ville, Highlands and Berea cater for the middle income as well as poor. 
Nevertheless, while these conditions exist, and become evident when 
analysing the panoramic view of Yeoville/Bellevue, a number of other 
factors come into play when analysing Yeoville/Bellevue among its 
immediate neighbouring districts. Among these are the urban texture, 
green space and road structure as edges. The urban grid structure 
and the positioning of retail nodes among other land uses that essen-
tially infl uences transport movement and street connectivity. Thus, a 
mapping analysis of the function of Yeoville/Bellevue as a neighbour-
hood district primarily containing housing is analysed in conjunction 
with the above mentioned elements.
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5.5.2) Yeoville/Bellevue District and Its Urban Tex-
ture
Figure  163 indicates the urban texture of Yeoville/
Bellevue compared to its neighbouring districts. 
One notices here that the urban texture (built and 
natural) of Yeoville/Bellevue differs remarkably 
compared to that of Houghton and  Observatory. 
As mentioned earlier in this section, this can large-
ly be attributed to the fact that Houghton and 
observatory are high income, low density suburbs 
falling out of the Inner City boundary. One notic-
es that as high income suburbs, their identities lie 
in the thick foliage that coves them compared 
to the bare nature of the Inner City neighbour-
hoods such as Yeoville/Bellevue, Berea, Hillbrow, 
Bertrams and Bezuidenhout Valley. Nevertheless, 
the urban texture of Yeoville/Bellevue is much fi n-
er that of Berea and Hillbrow that contain larger 
buildings. As such, this allows, Yeoville/Bellevue to 
operate as a contained district. Its containment 
can be understood further through an analysis of 
the green space structure and road network that 
forms its edges.
5.5.3) Yeoville/Bellevue District Green Space 
Structure Forming Its Edges
Figure 164 Indicates a layout of the green space 
system across Yeoville/Bellevue and its neigh-
bouring districts.  Towards the northern edge of 
Yeoville/Bellevue, a set of sports fi elds act as a 
natural barrier, reinforcing the edge between 
Yeoville/Bellevue and Houghton. This is largely due 
to the fact that Houghton is a high income area  planned 
in a manner whereby it does not encourage easy access. 
Similarly, a natural system forms the southern edge, block-
age and barrier between Yeoville/Bellevue and neighbour-
hoods lying to the south of it. While the large green belts 
serve as edges, blockages and barriers a number of parks 
lie scattered around Yeoville/Bellevue that service residents. 
Nevertheless, a discussion of the road and grid structure of 
Yeoville/Bellevue follows as these inform other further edge 
conditions.
5.5.4) Yeoville/Bellevue District Road and Grid Structure 
Forming Its Edges
In terms of its road structure, along with the green space 
in Houghton, Louis Botha Avenue acts as an edge, block-
age and barrier further separating Yeoville/Bellevue from 
Houghton as indicated fi gure set 165 on the opposite page. 
The street connectivity structure between Houghton and 
Yeoville Bellevue differs remarkably as Yeoville/Bellevue has 
a much more rigid grid promoting access into it from Louis 
Botha Avenue. In a similar sense, Joe Slovo drive acts as 
a major edge, blockage and barrier separating Yeoville/
Bellevue from Berea and Hillbrow. This separation is solidi-
fi ed by the changes in the orientation of the urban grid. 
While these edges are solidly pronounced, at the eastern 
portion of Yeoville/Bellevue, De La Rey Street forms a tender 
edge  by changes in the urban grid structure experienced 
on either side of it. Yeoville/Bellevue is comprised of narrow-
er blocks compared to that of Observatory. This is largely 
due to the fact that the plot sizes and building density differ. 
Nevertheless, if one is to analyse fi gure set 165 further, it can 
be realised that the pedestrian connectivity  towards the 
CBD is funnelled through Abel Street over Joe Slovo Drive as 
Figure set 163: Informants and constraints – Yeoville/Bellevue urban texture
Figure 164: Informants and constraints – Yeoville/Bellevue green space structure
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Figure set 165:  Informants and constraints – Yeoville/Bellevue district major road Edges informing street connectivity to CBD and surrounding neighbourhoods
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  Joe Slovo Drive & Ponty Tower Forming A Vista
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  Abel Street As An Alternative Route Through Hillbrow
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Joe Slovo Drive As A High Speed Link/Edge














































Louis Botha Avenue As A High Speed Link/Edge
a result of the edges, blockages and Barriers present in the area. Thus, 
in this case street connectivity is impacted on by the green space 
structure and the placement of edges in relation to other areas of 
retail opportunity such as the CBD. Nevertheless, a further analysis of 
transport shows the manner in which the structuring of the elements 
has encouraged movement in relation to retail nodes and other social 
services.
5.5.4.1) Yeoville/Bellevue District Transport and Retail Structure
The physical structure of Yeoville/Bellevue has on one hand promoted 
it to work as a contained housing neighbourhood district and on the 
other hand infl uenced movement from it to the CBD as a major node 
containing high levels of retail activity. As indicated by fi gure 166 on 
the following page, Rockey/Raleigh Street (retail link) in conjunction 
with Joe Slovo Drive forms a movement conduit towards the CBD and 
rail stations within the CBD around which retail activity is prominent. 
Nevertheless, the planned routes of the BRT network as indicated by 
fi gure 167 on the following page does not recognise this connective 
system  and in so doing only services Louis Botha Avenue towards Al-
exandra and Sandton Instead. As such, one can state here that the 
BRT system performs regionally rather than locally. Nevertheless, when 
analysing the taxi network as indicated by fi gure 168, one realises 
here that similar to the regional scale situation it functions fl exibly by 
linking directly into the retail core of Yeoville/Bellevue from the CBD 
while simultaneously operating along Louis Botha Avenue. In a similar 
sense, the Metro and Putco Bus networks complement the taxi routes 
but do not operate as fl exibly as indicated by fi gure 169 on the fol-
lowing page. 
If all the networks are overlaid as indicated compositely by fi gure 170 
on page 105, it can be realised that the street connectivity structure 
infl uenced by the green space and the Urban grid structure has es-
sentially infl uenced movement from Yeoville/Bellevue through its sur-
rounding neighbourhoods towards the CBD as a high density area. 
Nevertheless, the existing formal and informal transport networks 
complement the urban structure by moving towards major retail des-
tinations such as Yeoville/Bellevue’s retail core which essentially exists 
as a result of housing offered by the area. Thus, at this scale one can 
again notice the interrelatedness of building density, housing and so-
cial services, retailing, land use mixes, transport/movement and street 
connectivity.
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Figure set 167:  Informants and constraints – Yeoville/Bellevue district and future BRT network along Louis Botha 
Avenue
Figure 166: Informants and constraints – Yeoville/Bellevue road and pedestrian network linking to the rail stations
Figure set 169:  Informants and constraints – Yeoville/Bellevue district Metro and Putco Bus impacts on it (servic-
ing Louis Botha Avenue and Rockey/Raleigh street)
Figure set 168:  Informants and constraints – Yeoville/Bellevue district taxi network connecting into its urban 
core
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Figure 170: Informants and constraints – Yeoville/Bellevue district composite movement and nodal structuring
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5.6.1) Reasoning Behind the Adoption of Aa Dual Perspective Analysis
The analysis occurring at previous scales has been carried out purely 
from the perspective of the commuter as an analysis of movement 
systems served as the primary basis for analysing the interrelatedness 
of building density, housing and social services, retailing, land use mix-
es and street connectivity. Nevertheless, at the site scale, an analysis 
can be set forth using narratives from a dualistic perspective (local 
operation or transport/movement) as both have collective infl uences 
over the culmination of site informants and constraints. This is attrib-
uted to the nature of the edge containing Yeoville/Bellevue as a lo-
5.6) Informants and Constraints: Dual Perspective on Housing, Transport and Retailing on Yeoville/Bellevue Site
cality on one hand and facilitating transport connectivity in and out 
of Yeoville/Bellevue on the other hand (fi gure 171).  Thus, the analysis 
is set forth in two parts in this chapter (Section 5.7 and 5.8). Due to the 
lengthy and complex nature of this chapter, a snapshot explanation 
of each of the parts that will be discussed and an outline of some of 
primary informants and constrains dealt with in each part is set forth.
5.6.2) Snapshot Explanation of Part One – Formation of Yeoville/
Bellevue and Its Function as a Locality
As the fi rst part of the analysis, built form/density and open space ac-
tivity relationships of Yeoville/Bellevue forms the primary focus. Much 
of the narrative set forth here is derived from the trading ethnography 
which was discussed in chapter four. The representation of the narra-
tive on the other hand is set forth through a series of photographs and 
sketches derived from the photographic and sketch journey. The se-
ries of maps in conjunction with other illustrations in its entirety intends 
on conveying local housing and social service, retailing and building 
density as well as local based connectivity realities. 
5.6.3) Snapshot Explanation of Part Two – Formation of Yeoville/
Bellevue and Its Movement/Connectivity Infl uences
As the second part of the analysis, movement fl ow, movement density, 
topography, landscaping, land and building use mix as well as street 
connectivity and legibility relationships forms the focus. Informed by 
the transport ethnography research exercise, the bulk of narrative set 
forth here is derived from the vehicular and pedestrian  counting data 
collection technique and the pedestrian tracking data collection 
technique. Similar to part one of the analysis, a mapping series along 
with the photographs and sketches derived from the photographic 
and sketch journey discussed in chapter four is employed to set forth 
the narrative. 
This part of the thesis in its entirety is the most extensive as it sets forth 
the informants and constraints at the site scale which in turn informs 
the principle layers set forth in the following chapter. Nevertheless, in 
both sections that follow here, the analysis of the overall neighbour-
hood as well as the Rockey/Raleigh Street holding the economic core 
of Yeoville/Bellevue is Integrated. 
Figure 171: Informants and constraints – Edge conditions allowing Yeoville/Bellevue to be analysed dualistically (locally and connectively)
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Page Spread 6: Yeoville/Bellevue as a Contained but Connected Neighbourhood
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Figure 172: Informants and constraints – Major Street and natural edges, blockages and barriers in relation to accessibility into Yeoville/Bellevue
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Figure 173: Joe Slovo Drive edge condition and built form envelope (physical edge 
and barrier)
5.7) Informants And Constraints: Site Analysis Narrative One- Formation Of Yeoville/Bellevue And Its Function As A Locality
5.7.1) Site Road Connectors And Edge Nature Deliberation
Figure 172 operates in tandem with fi gure 173, fi gure set 174 and fi gure set 
175 which represent the character of the major road edges, natural edges 
and through connectors of Yeoville/Bellevue. While the natural edge to the 
south of Yeoville/Bellevue was illustrated in the previous section, here the char-
acter and roles of the road edges and connectors which largely encourage 
Yeoville/Bellevue to operate as a locality is discussed. This is largely due to the 
nature of all these edges promoting the cellular form of Yeoville/Bellevue con-
taining its own central core or nucleus (civic and retail). The civic and anchor 
retail buildings which can be identifi ed through their parking facilities lie scat-
tered within their respective catchment areas as indicated by fi gure 172. 
5.7.2) The Character And Role Of Joe Slovo Drive
Joe Slovo Drive as a hard edge indicated by fi gure 173 separates Yeoville/
Bellevue form Berea. Currently, many pedestrians use Joe Slovo Drive even 
though it is relatively unfriendly in its pedestrian carrying ability, particularly in 
the area illustrated here. Nevertheless, the road curvature running around the 
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Figure set 174: Joe Slovo Drive and Louis Botha Road Exchange in Conjunction with Harrow Road (Hard edges and engineered access) 
Figure set 175: Rockey Street edge condition and Built form envelope 
Elijah Barayi Training Centre is chosen  as an alternative pedestrian 
carrier due to buildings here forming a favourable street envelope. 
One notices from the sketch, that portions of Joe Slovo Drive such as 
the one shown in the sketch have been engineered in a way that dis-
allows building edges to be reactive towards pedestrians and there-
fore simply caters for vehicular fl ow. Also, this area lacks a sense of 
enclosure as discussed previously. On the contrary, the hard nature 
of this edge assists in providing the threshold between Yeoville and 
Berea as discussed previously which is positive as each area has its 
own visual identity.
5.7.3) The Joe Slovo and Louis Botha Road Exchange and The Role of 
Louis Botha Avenue
Similar to the above, the area where Louis Botha Avenue bridges over 
Joe Slovo Drive as indicated by the sketch to the left of fi gure set 174, 
also poses a challenge for pedestrians who wish to get from one road 
onto the next as the existing staircase is an unsafe space to use. Con-
sequently, Harrow Road (designed for vehicular use) is currently used 
by pedestrians as indicated by the sketch positioned to the right of 
fi gure set 174. This sketch also depicts Louis Botha Avenue’s street en-
velope as being more pleasant than Joe Slovo Drives, but the road-
way remains a relatively fast paced motorway. This discussion implies 
that Louis Botha and Joe Slovo Drive together set the threshold for 
and provide access into Yeoville/Bellevue (see fi gure 172 on opposite 
page), but ignore pedestrian safety and priority. This can be attrib-
uted to the fact that buildings along these links do not adequately 
enclose them which psychologically encourage motorists to move at 
faster speeds. While these edges have a distinct identity,  the identity 
of Rockey/Raleigh Street differs remarkably.
5.7.4) Rockey Raleigh Street As A Fine Grained Nucleus Support Con-
nector
The top sketch in fi gure 175 represents Raleigh Street and the bot-
tom sketch represents Rockey Street.  One notices here that Rockey/
Raleigh Street is more reactive to pedestrians compared to Joe Slovo 
Drive and Louis Botha Avenue. With its series of buildings creating a 
great sense of enclosure, vehicular and pedestrian movement coex-
ists, promoting a pleasant and lucrative activity spine. The design of 
this link therefore deems it a support mechanism for the nucleus of the 
neighbourhood formed by the retail as well as civic components (see 
fi gure 172 on the opposite page. Nevertheless, one realises that it is 
inevitably expected for the nature of each edge to differ (whether 
natural or man made) as together they form the skeletal structure of 
the area and are therefore dependant on each other.
From the illustrations shown here it can be realised that the tight na-
ture of the edges of Yeoville/Bellevue encourages it to function as 
a locality. As stated earlier, these edges are also factors preventing 
the spread of formalised housing projects into Yeoville/Bellevue from 
the CBD. With the lack of intervention, a system of informal housing 
and social services along with a street economy has developed in 
Yeoville/Bellevue that lies within the confi nes of these edges. A dis-
cussion of this follows.
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Figure set 176: Informants & Constraints- Built form edges forming threshold enclosing informal housing rental buildings in Yeoville/Bellevue its relationship to population density in the area
5.7.5) Yeoville/Bellevue Housing Formation As A Resultant Force Of Contain-
ment Induced Population Density
Due to the lack of formal housing provision in Yeoville/Bellevue and its increased 
population density, a number of informal rental spaces have self been created 
in the area. The plan drawing contained in fi gure set 176 indicates rental  hous-
ing in Yeoville Bellevue (data derived from ethnography in previous chapter). 
These buildings are densely populated as indicated by the population density 
diagram to the right of fi gure set 176 which is a combination of land use data 
with census data illustrated in three dimensions. One notices from both dia-
grams collectively that most of the rental spaces or densely populated erven 
lie towards the southern portion of Yeoville/Bellevue away from its major edges 
as well as its core. This is largely due to the fact that buildings in these areas 
are either privately owned or serve single use retail functions. Nevertheless, a 
discussion and illustration of examples of the building typologies that host in-
creased densities follows.
• Three Storey Apartment Block Rental Buildings
Figure 177 on the opposite page shows an example of three similar buildings 
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Figure 178: Example of a four/fi ve storey walk-up rental space building in 
Yeoville/Bellevue
Figure 179: Example of detached houses serving as rental spaces within Yeoville/Bellevue
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Figure 177: Example of three story Art Deco rental space building in Yeoville/
Bellevue
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along Becker Street(three storeys) in Yeoville/Bellevue, giving rise to 
increased living densities. These buildings currently consist of informally 
subdivided rooms catering for more people than its design intends to 
(other examples displayed in layout form later). As Art Deco buildings 
forming a good sense of symmetry in their design an, they collectively 
cater well as a typology for housing lying along the street edge and 
subtly blending into built form around it.  There are a number of hous-
ing block typologies similar to these scattered around the Yeoville/
Bellevue area of which most remain under shared ownership by 
Jewish landlords who previously occupied the area. These landlords 
(most being absent) currently rent out apartment units in these build-
ings to individual tenants who then sub-divide them re-rent them to 
other individuals.
• Four or Five Storey Apartment Block Rental Buildings
The second typology of housing holding increased people densities 
are four and fi ve storey walk up buildings such as the one on Raleigh 
Street shown by fi gure 178. As medium density structures with extend-
ed fenestrations looking over the street, most have been constructed 
using simple materials and Architectural principles, but remain four to 
fi ve storeys high only as past planning regulations stipulated that any 
building above fi ve storeys required a mechanical elevator. Never-
theless, most of these buildings offer sectional title units and the own-
ership situation of each unit is the same as the previously discussed 
one.
• Semi-Detached Houses and Rented Rooms
The last typology of housing existent in Yeoville/Bellevue are de-
tached or free standing single storey houses. These often knit them-
selves into the urban fabric among the block building typologies dis-
cussed previously. This can be noticed in fi gure 179 which shows an 
example of detached/free standing houses on Raymond Street that 
serve as rental spaces for multiple families. These houses in most cases 
have been bought over by local as well as foreign Africans from the 
previous Jewish owners. The new owners subdivide and convert living 
spaces into sleeping spaces as a means of income generation (other 
examples displayed in layout form later). Furthermore, in some cases 
owners create back room extensions and rent those out for a variety 
of purposes as a means of income generation for themselves and as 
a source of accommodation for people wanting to reside close to 
the City. 
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5.7.6) Yeoville/Bellevue Housing Density Infl uence on Social Amenity Use
Figure 180 indicates the accessibility of open spaces in Yeoville/Bellevue which 
is currently experiencing much pressure due to the spillover of people from the 
private realm into the public realm. Nevertheless, the spillover of people makes 
Yeoville/Bellevue a vibrant place as its parks and streets become social ameni-
ties used by its residents. 
Figure 180: Informants and constraints – Streets, parks and civic buildings as absorbers of public realm population densities in Yeoville/Bellevue
Figure set 181: Streets as parks in Yeoville/Bellevue
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• Streets as Parks
While the above persists, streets in Yeoville/Bellevue serve as social 
amenities offering places of socialising and playing as captured by 
the sketches in fi gure set 181 on the opposite page. The increased 
density therefore provides a vibrancy in the area.
• Civic Building Use
Other social amenities in the area catering for the density of people 
are the Yeoville swimming pool (fi gure 182), the Yeoville Police Sta-
tion which is currently under reconstruction, the Yeoville/ Recreation 
Centre (fi gure184) the Yeoville, post offi ce, the Yeoville Library and 
the Yeoville Clinic as mapped out in fi gure 180 on the opposite page. 
These social amenities which have recently undergone regenera-
tion continue to serve community needs. Nevertheless, the Library lies 
along Raleigh Street which is noisy, the clinic turns its back on the park 
and the post offi ce remains isolated from other civic facilities. The 
above mentioned facilities could potentially be repositioned to over-
look the park. This agglomeration of civic buildings can then provide 
the park with natural surveillance.
• Yeoville Park as a Central Space
Yeoville Park serves as the central space of the community due to the 
civic facilities appended to it. Recently designed by ASM Architects 
and Urban Designers, its hard and soft spaces complement each oth-
er, creating pods of activity which are well used by locals occupying 
the area as indicated by fi gure 185 and fi gure 186. 
Figure 182: Yeoville/Bellevue Swimming Pool
Figure 183: Reconstruction of Yeoville/Bellevue Police Station
Figure 184: Yeoville/Bellevue Recreation Centre Figure 186: Character of Yeoville Park with integration of hard and soft 
space
Figure 185: Yeoville Park as an active zone for residents of the area
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5.7.7) Yeoville/Bellevue Housing Infl uence On Religious And Educational Infra-
structure
Similar to the manner in which private realm density places pressure on the 
usage of open space it performs the same action with regards to the mani-
festation of religious infrastructure within Yeoville/Bellevue. Figure 188 illustrates 
Houghton Church which stands as a formal and isolated architectural piece, 
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Figure 187: Informants and constraints – Religious Infrastructure as absorbers of increased population densities Yeoville/Bellevue
Figure 188: Houghton Church as an isolated formal architectural piece
Figure 189: Nazareth House Building as a formal anchoring religious element
5. SITE – MAPPING AND DATA ANALYSIS
115
turning its back on Louis Botha Avenue. This church is however used 
on Sundays by residents of Yeoville/Bellevue. Nevertheless, it is a herit-
age building and has retained its form and use. Nevertheless, Naza-
reth House as indicated by fi gure 189 on the opposite page which is 
also a heritage building (fi rst building constructed in Yeoville/Bellevue) 
has been converted from being a Synagogue into being a church. 
This is largely due to the fact that migration and population changes 
have promoted a change in building use (similar to other  public build-
ings  indicated by fi gure 187 on the opposite page). Nevertheless, this 
is a mild case of informal manifestation in the area. When analysing 
fi gure 187 more rigorously, one realises that there are a number of 
churches that have manifested themselves informally and exist within 
the civic core as well as sporadically defi ned areas lying further away 
from the civic core. An example of one of these churches that de-
veloped is the Christian Pentecostal Church lying along Louis Botha 
Avenue which was initially a storage space but had its use informally 
changed.  Such changes have inevitably changed the street char-
acter of the Yeoville/Bellevue area as indicated by fi gure 187. A more 
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Figure 191: Christian Pentecostal Church informally developed
Figure 190: Yeoville/Bellevue informal Zionist Christian open air Church within sacred space overlooked by Ponty Tower as a regional landmark 
Figure 192: Yeoville/Bellevue water tower as a landmarking sacred space
extreme example of informal religious manifestation is the Christian 
Zionist open air Church that has informally developed on the koppie 
lying to the southern portion of Yeoville/Bellevue as indicated by fi g-
ure 190. This church, overlooked by Ponte Tower as a regional land-
mark, has added a social  layer to Yeoville/Bellevue as this space 
has become sacred. Nevertheless, the sacredness of this space is 
juxtaposed against the Yeoville water works (local landmark water 
tower marking Yeoville/Bellevue’s identity in the city) as indicated by 
fi gure 192. The back portion of Yeoville/Bellevue has in essence de-
veloped as an extremely important part of the area differing from its 
core area. However, this area thus has the potential to be celebrat-
ed as a known space in the neighbourhood and should in essence 
be connected to the economic and civic cores to form a sequence 
of rooms across the area. A similar situation with regards to building 
conversion exists considering schools in the area as mapped out in 
fi gure 187 on the opposite page. While a number of schools exist in 
Houghton, these are extremely unaffordable and therefore residents 
of Yeoville/Bellevue do not use these schools. Yeoville Boys School 
as well as Observatory Girls school caters for residents of the area in 
conjunction with a number of informally developed schools such as 
the Yeoville/Community School and other Day care facilities. Never-
theless, for sports events, these schools use the sports fi elds offered by 
schools of Houghton. The schools (formal and informal) lie scattered 
across the landscape and should therefore form part of a connected 
116
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Figure 194: People density spilling over onto the street (local employment in the form 
of informal street trading)
Figure 193: Informants and constraints – Built form edges forming threshold enclosing informal extended living environments onto the street edge (Tuck-
shops)
framework. 
5.7.8) Yeoville/Bellevue Housing Infl uencing Local Economics
The increased density within the private realm of Yeoville/Bellevue has also 
Infl uenced local economic behaviour. Along with market failures, locals have 
created their own sources of employment. Local self created employment (re-
tailing) manifests either in the form of street retailing or through people extend-
ing their living environments onto street edges. 
• Yeoville/Bellevue Informal Street Retailing local Employment
As indicated by fi gure 193, the retail/economic core of Yeoville/Bellevue along 
with a portion of Rockey/Raleigh Street serves as a primary zone for self cre-
ated street trading. Figure 194 shows residents resorting to street trading as a 
means of income generation. This form of employment commonly exists along 
Rockey/Raleigh Street and appends itself to formal economic activity as in-
dicated by the sketch. On the contrary, the extension of living environments 
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Figure 195: Forward extension of living environment as retail space (Tuckshop) in Yeoville/
Bellevue
Figure 197: Room built against boundary detached house boundary wall  in Yeoville/Bellevue
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Figure 198: Room built against boundary detached house boundary wall  in 
Yeoville/Bellevue
Figure 196: Conversion of garage into a retail space (tuckshop) in Yeoville/Bellevue
manifests themselves differently.
• Yeoville/Bellevue Extension of Living Environments Local Employment 
A number of informally extended living environments for retail purposes lie away from 
the retail core, absorbing business from surrounding houses (not reliant of pedestrian 
fl ow) in Yeoville/Bellevue. Figure 195 represents an example of this while fi gure 196 rep-
resents another example whereby the garage of a detached house has become a ro-
bust space used for retail purposes at times when no cars are parked. 
Similarly, fi gure 197 in conjunction with fi gure 198 represent examples 
of rooms that are built against the boundary walls of houses, creat-
ing points of attraction for people within the locality (playing children 
wanting to purchase sweets or adults wanting to purchase a loaf of 
bread and canned food). 
Figure 199 in the same regard shows an example of 
a room wedged between two buildings whereby 
the owner of the informal tuckshop resides on top 
of his business. This in its pure form illustrated the 
idea of living and working locally.
Figure 199: Room wedged between two buildings in 
Yeoville/Bellevue
118
5.7.9) Built Form Relationships with Street Retail Activity
Figure 200 provides a representation of the current directives of built 
form existent in Yeoville/Bellevue. One notices from this graphic that 
most built form elements as well as a coherent edge condition primar-
ily exists along Rockey/Raleigh Street towards the economic core. This 
is also the area in which the bulk of street trading occurs. This diagram 
clearly illustrates that the formal economic sector serves as a base 
on which the informal sector latches itself both physically as well as 
economically. 
• The Economic Core as a Base for Formal and Semi-Informal/Semi-
Formal and Informal Retailing
The sketch drawing in fi gure 201 captures street trading as an activity 
within the economic core of Yeoville/Bellevue.  One notices from this 
sketch that street retailers in an extremely clever manner use built edges 
to frame space in conjunction with the placement of themselves in an 
Figure 200: Informants & Constraints- Built form of Yeoville/Bellevue as an activity informant 
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Figure 201: Street Retailing prominent in the economic core of Yeoville/
Bellevue
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edge form which to channel pedestrian movement, The retail core of 
Yeoville/Bellevue is an active and vibrant zone comprised of such ac-
tivity. While this is the case, as one moves further from the retail core, as 
indicate by the sketch in fi gure 202, the intensity of retail activity fades. A 
similar situation exists with regards to the built form further down Rockey 
Street where the design of buildings with closely placed colonnades 
and a multitude of shop fronts on the ground fl oor prevents informal 
traders from using this space as indicate by the sketch in fi gure 203. 
• Active Exterior Space but a Lack of Architectural Accentuation
The sketches discussed previously shows that street trading in Yeoville/
Bellevue persists in selected areas. Nevertheless, the Architecture of 
buildings framing these areas do not always relate to the activity with-
in these areas, specifi cally in terms of providing corner accentuation 
(mapped out in fi gure 200 on the opposite page). As isolated fi gure 
204 and fi gure 205 show the Yeoville Market and the Scotch Corner 
building providing this typology. However, the points of accentuation 
that they consist of are minor and do not always lie within the site 
lines from areas of intense activity. The architectural language of this 
space therefore needs to be reintroduced to related better to exte-
rior space activity.
• Courtyards as Small Places of Entertainment and Recreation
With regards entertainment activity, an interesting concept that exists 
along Rockey/Raleigh street is the idea of active courtyards provid-
ing a break away from the heavy nature of retail activity through 
offering entertainment. Times Square (fi gure 206) is an example of 
this where the building allows the street edge to recede, creating a 
pocket of space in which restaurants exist, providing local employ-
ment and ownership and a mix of retail and residential activity ex-
ists on upper fl oors. One realises here that this is another form of the 
relationship of the manner in which building density and land use mix 
applies towards generating forms of employment and housing.
Figure 204: Yeoville Market designed with a point of Architectural Accen-
tuation (built form activity relationship)
Figure 202: Street trading fading away further up on Raleigh Street (edge 
conditions not extremely conducive)
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Figure 203: Street retailing fading away further down on Rockey Street (ex-
treme enclosure formed by closely built colonnades and shop fronts)
Figure 205: Scotch Corner Building Architectural Accentuation (built form 
activity relationship)
Figure 206: Times Square as an example of an active courtyard that is pub-
licly accessible
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5.7.10) Existing Built Form Relationship with Housing and Retailing – 
Collective Layers
From the mapping series carried out above, one notices that an in-
ticrate relationship between building density, housing and social 
services, retailing, land use mixes, transport/movement and street 
connectivity have developed. Figure 207 represents is a composite 
representation of the various activities generated in space as a result 
of the above concepts interacting collectively. Thus one can state 
there that the urban culture of Yeoville/Bellevue is one whereby peo-
ple sustain their needs locally and therefore in a cost effective man-
ner. As such, it is an evolved culture of living, praying, playing and 
working within one neighbourhood unit.
5.7.11) An Evolved Culture of Local Living, Praying, Playing and Work-
ing
The city culture generated in Yeoville/Bellevue along with its mani-
folded built structure as indicated by the image spread across the 
opposite page, is essentially representative of the model that Urban 
Designers have been requesting over the past century through ad-
vocation of city building based on local activity. This is largely due to 
the fact that they believe that sustainability can be achieved through 
walkability within localities,limiting the use of private transport (Mum-
ford, 1938). While the intricate relationships of Yeoville/Bellevue have 
been shown in the context of the site in its entirety, a story of three 
locals wand their living and working scenarios is portrayed next to add 
a dimension of reality to the physical mapping carried out here. These 
scenarios regard the stories of street retailers who live, pray, and work 
locally as derived from the street trading ethnography data collection 
technique discussed in chapter four. 
Figure 207: Informants and constraints – Built form directives and its relationship with retailing and housing (Composite)
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Page Spread 7: Yeoville/Bellevue Locality with Back and Forth Building Extensions Forming Mixed Uses 
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5.7.12) Scenario 1 – The Story of James The Informal Retailer
Through the execution of my ethnographic research, I met a street 
retailer named James who operated alongside me. He migrated 
from the city of Lagos in Nigeria as a means of seeking more lucrative 
sources of employment in Johannesburg. Initially staying in the Hill-
brow area and fi nding diffi culty to access jobs, James made a con-
scious decision to move to Yeoville/Bellevue where he has been living 
for the past six years and is locally self employed. 
• The Daily Route James Uses From Home To Work
Figure 208 indicates the route from James’s place of residence to 
the spot at which he trades on a daily basis. One realises here that 
James works less than 500 metres away from his place of residence 
and is therefore not required to commute on a daily basis. As such, he 
spends much of his time in Yeoville/Bellevue and has the fl exibility of 
working at times that suite him while also being able to return home 
from work at any time that he wishes.
• The Daily Place Of Work Created By James For Himself
James has been working as a street trader outside the Shoprite build-
ing within the economic core of Yeoville/Bellevue for approximate-
ly four years . Currently he sells oven baked catfi sh as indicated by 
fi gure 209 which is a dish commonly consumed by Nigerian people. 
James said to me that he has a knowledge of how to prepare the fi sh 
using spices from local Nigerian tuckshops located in the area. Fur-
thermore, he gets the catfi sh supplied by locals in Yeoville/Bellevue 
who go to the Vaal river in Vereeniging to catch catfi sh. 
Figure 208: Informants and constraints – James’s place of residence and his 
daily route to his place of work
Figure 209: Informants and constraints – James selling prepackaged oven 
baked catfi sh (Nigerian Cuizine)
Figure set 210: Informants and constraints – Rockview Heights as James’s 
place of residence
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• The Apartment In Which James Lives
James lives in Rockview Heights which is a medium rise block of 
fl ats located to the southern portion of Yeoville/Bellevue. Fig-
ure set 210 indicates the apartment in the building Rockview 
Heights in which James resides. After allowing me to access his 
living environment I mapped out the following scenario.
The top plan contained in fi gure set 211 indicates the intended 
layout of the apartment in which James stays before the in-
crease of people density occurred in Yeoville/Bellevue.  One 
notices that it was designed as a bachelor apartment intend-
ing to house two to three people and gave an abundance of 
living space. Nevertheless, after people densities in Yeoville/
bellevue increased drastically, the use of this apartment 
changed proportionally. This is indicated by the bottom plan in 
fi gure set 211 where one notices the informal subdivision of the 
apartment into smaller rooms at the expense of living space. 
From the initial 48% of living space, the apartment now of-
fers 8%  only which is the foyer/hallway through which peo-
ple move. Nevertheless it is the existence of this living condi-
tion whereby an abundance of sleeping space and less living 
space exists that activates activity within the public realm. 
This also indicates the importance of having accessible public 
space as well as a street Architecture that offers a pleasant 
public environment as people seldom spend time in their di-
rect living spaces. Nevertheless, from an Engineering perspec-
tive, one notices that these spaces cannot be left informal as 
much pressure is placed on the bulk services such as sewer 
and waste management as well as the electrical systems. As 
such, solutions for accommodating these densities need to be 
formed while increasing bulk service capacities.
Figure set 211: Informants and constraints – Initial and current design comparison of apartment on Rockview Heights (James’s place of residence)
124














































   














































5.7.13) Scenario 2 – The Story of Prince and Zee the Informal Retailers
Zee and Prince originating from the DRC and living in Yeoville/
Bellevue for approximately seven years were sent to Johannesburg 
City by their parents as teenagers to live with relatives in Randfontein. 
Their initial intention was to come to the city and gain access to edu-
cation. However, fi nancial constraints did not permit this. As such they 
both became participants of the street economy in Yeoville/Bellevue 
and have been in the area for approximately three years.
• The Daily Route Zee And Prince Use From Home To Work
Figure 212 indicates the route that Zee and Prince take to work on 
a daily basis. One realises that they work two blocks away from their 
place of residence providing them with living and working fl exibility. 
It also allows them to work extended hours as there is no need to 
commute while simultaneously allowing them to store their goods at 
home.
• The Daily Place Of Work Created By Zee And Prince For them-
selves
Both Zee and Prince, found an avenue to make a living through train-
ing themselves to repair cellular phones. They have recently expand-
ed their business and bought a machine to register sim cards via the 
Rica service while trading on the street as indicated by fi gure 213. As 
such, along with buying, selling and repairing mobile devices, they 
now sell cellular phone starter packs  and register them for pedestri-
ans which providing them with an added income. While Zee markets 
the business, Prince contributes through the use of his technical ability 
to repair mobile devices. Most of the repair work however occurs at 
their place of residence. 
Figure 212: Informants and constraints – Zee and Prince’s place of residence 
and their daily route to their place of work
Figure 213: Informants and constraints – Zee And Prince providing a Rica 
cellular service and repairing cell phones  
Figure set 214: Informants and constraints – Monte Vettore as Zee and 
Prince’s place of residence
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• The Apartment In Which Zee And Prince Live
Zee and Prince live on the third fl oor of the Monte Vettore which 
is a fi ve story block of apartments lying on the corner of Hopkins 
Street as indicated by fi gure 214. This building which is relatively 
run down is currently owned by a landlord that does not live 
within the country and is therefore managed by a local. Zee 
mentioned to me that the landlord does not often respond to 
complaints about the poor state of the building and barely re 
injects fi nance to improve its condition. As such, it has given 
people the opportunity to subdivide rooms within the building.
The intended design of the apartment in which Zee and Prince 
reside is similar to the one in Rockview  Heights in which James 
stays as indicated by the plan at the top of fi gure set 215. This 
is largely due to the fact that both have been designed as 
bachelor apartments. Simultaneously, the same situation ex-
ists whereby the living space has been converted to sleeping 
space. In this case, Zee And Prince share a room which was 
previously the lounge of the apartment. Nevertheless, they 
chose this space as it offered them the availability of the bal-
cony which they use as a space to store their goods and where 
Prince repairs cellular phones as indicated by the bottom plan 
contained in fi gure set 215. Thus, it can be noticed in this situ-
ation that the spaces in Yeoville/Bellevue are being adapted 
from singly use to being mixed use in order to generate added 
activity. Furthermore, activity occurring within buildings spills 
over onto the sidewalk which essentially has a retail land use 
allocated to it. 
Figure set 215: Informants and constraints – Initial and current design comparison of apartment in Monte Vettore (Zee and Prince’s place of residence)
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5.7.14) Scenario 3 – The Story of Sipho and Martha the Informal Re-
tailer Couple
Sipho and Martha are a couple who migrated from Zimbabwe to 
Johannesburg in search of better job opportunities. Sipho is an ex 
teacher and Martha is an ex nurse. They have attempted to gain ac-
cess to  formal employment but have been unsuccessful.  
• The Daily Route Sipho and Martha Use from Home to Work
Figure 216 indicates the daily route that Sipho and Martha take from 
home to their place of work. Similar to other scenarios, their place of 
work lies extremely close to their place of residence, providing them 
with convenience.
• The Daily Place Of Work Created By Sipho And Martha For them-
selves
Figure set 217 illustrates Sipho and his wife Martha trading along side 
each other outside the Shoprite building. Sipho is not a permanent 
trader due to other work commitments, but in cases when he is not 
present, Martha runs both stalls.
• The Apartment in which Sipho and Martha Live
Sipho and Martha live in a detached house lying along De La Rey 
Street as indicated by fi gure 218. Nevertheless, fi gure set 219 on the 
opposite page illustrates the initial design of the house and the in-
formal extensions later added. Yard space was reduced to accom-
modate a tuckshop built against the boundary wall while the maids 
quarter is converted into a day care and tut room. During mornings, 
the day care service is run by another occupant of the house where-
as during late afternoon Sipho uses the room to tutor maths to pri-
mary and high school learners. Thus, a mix of uses and creation of 
increased building density is factored in here.
Figure 216: Informants and constraints – Sipho and Martha’s place of resi-
dence and their daily route to their place of work
Figure set 217: Informants and constraints – Sipho as a general goods trader 
alongside his wife Martha who is a sweets trader
Figure set 218: Informants and constraints – 59 De La Rey Street House as 
Sipho and Martha’s place of residence
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Figure set 219: Informants and constraints – Initial and current design comparison of house on 59 De La Rey Street (Sipho and Martha’s place of residence)
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The narrative previously has indicated the manner in which Yeoville/
Bellevue functions as a locality as a result of the tight nature of its edges 
providing its containment. In so doing it investigated aspects of popu-
lation density, building density, housing and social services, retailing, 
land use mixes, local movement and street connectivity. In turn, this 
section sets forth the narrative using transport/movement patterns as 
a primary driver informing the operation of retailing patterns, its infl u-
ence of land use mixes, street connectivity as well as building density. 
Thus, this section begins with a separate analysis of each transport sys-
tem mapped at previous scales (BRT, Taxi, Putco and Metro Bus) with 
the intention of understanding the effects it has on site level pattern-
ing. It links existing transport patterns to pedestrian movement pat-
terns of people residing in buildings within Yeoville/Bellevue and shows 
the relationship that these have with formal and informal retailing pat-
terns. It then does a brief landform analysis and looks at the impacts 
that this has on movement and building density before adding all the 
analysed layers together to form a composite movement representa-
tion for the area. Once this has been established, it looks at the man-
ner in which current landscaping, formal land use patterns and ele-
ments creating street connectivity complements movement patterns.
5.8.1) BRT Movement Passing Yeoville/Bellevue As Proposed By The 
JDA
The proposal of the BRT system by the JDA is currently underway and 
will be implemented over the next few years. Figure 220 shows the 
planned route for the  BRT system. One realises here that the BRT sys-
tem will not pass through the site, but will instead move along Louis 
Botha Avenue as mentioned earlier. This is in turn focused on stimulat-
ing formal building density and land use mix opportunity. Specifi cally, 
the placement of the BRT Stations are key determinants of the above 
as they structure major points of arrival and departure for residents 
of Yeoville/Bellevue commuting towards Alexandra Township and 
Sandton for formal work opportunities.
5.8) Informants and Constraints: Site Analysis Narrative Two – Formation of Yeoville/Bellevue And Its Movement/Connectivity Infl uences
Figure 220:  Informants and constraints – Yeoville/Bellevue BRT network and proposed station by the JDA
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Figure set 222: Informants and constraints – Louis Botha Avenue bridge over 
Joe Slovo Drive on which the JDA is proposing a BRT station
5.8.2) BRT Station Positioning at the Intersection of Cavendish Street 
and Louis Botha Avenue 
The location of the fi rst BRT station is being planning at the intersec-
tion of Cavendish Street and Louis Botha Avenue (Figure 221). Cur-
rently this intersection is extremely busy as taxi’s use it as a pick up and 
drop off point. It is however an extremely relevant intersection for the 
proposal of a station as it already has the park acting as an arrival 
space.  Furthermore, this intersection already boasts a great sense of 
pedestrian and public transport energy (illustrated later) and has the 
potential to be transformed into enhanced by the placement of a BRT 
station along it. Nevertheless, the taxi stop will need to be relocated 
as it is extremely diffi cult to design for traffi c circulation including a BRT 
station as well as taxi stops collectively. Nevertheless, built form lying 
along this intersection has immense potential to densify and therefore 
building footprints along the intersection need to be confi gured in a 
manner that frames the arrival point adequately.
5.8.3) BRT Station Positioning on the Louis Botha Avenue Bridge  Cross-
ing Over Joe Slovo Drive
The second BRT station is being proposed along the Louis Botha bridge 
that crosses over Joe Slovo Drive as indicated by fi gure 222. As men-
tioned earlier, this bridge is extremely unfriendly for pedestrians. How-
ever, the implementation of a BRT station here has the potential to 
stimulate the redesign of this bridge in a manner that allows vehicular 
circulation to be more friendly towards pedestrian movement. Par-
ticularly, the facilitation of pedestrians movement from the BRT station 
onto Joe Slovo Drive will pose challenges, but can be dealt with by 
designers in a creative manner. This will allow the addition of value to 
properties lying within Yeoville/Bellevue and Berea. It is critical to take 
into cognisance here that Urban designers desperately need to get 
involved in a project such as this one, as Engineers would look at this 
situation purely from the perspective of ensuring that vehicular fl ow 
is maintained and are likely to ignore the needs of pedestrians which 
is the case with some of the current BRT station confi gurations in and 
around Johannesburg.
5.8.4) JDA Participatory Approach For BRT Implementation 
The information set forth above was extracted from a participatory 
meeting set forth by the JDA at the Yeoville/Bellevue Recreation 
Centre which I attended. Furthermore and article was published in 
the star newspaper regarding the consultation process. According 
to the fi ndings from the meeting and newspaper clipping most resi-
dents in Yeoville/Bellevue and other areas along the route are wel-
coming towards the implementation of the BRT system along Louis 
Botha Avenue. Nevertheless, due to the BRT system operating on a 
dedicated lane, concern by shop owners along Louis Botha Avenue 
was raised as they are fearful that parking and loading spaces serv-
ing their businesses will be removed. Nevertheless, the Engineer and 
transport Planner from the JDA argued that loading bays can be lo-
cated towards the back streets of buildings, while parking bays will 
become less necessary due to the BRT system facilitating more pe-
destrian movement in place of vehicular movement.
I also uncovered at the public participation meeting that the plan 
of the JDA is to phase out the taxi system in time in order for the BRT 
system to become the primary means of commuting. They argue that 
taxi drivers will become BRT drivers and therefore their livelihoods will 
not entirely be at stake. This idea is however extremely unrealistic as 
the taxi industry has grown to an extent that is irreversible. Further-
more, as illustrated at previous scales, the taxi system is much more 
extensive than the formally planned BRT system and therefore aligns 
with economic nodes much more effi ciently. The BRT system in es-
sence can be categorised as a regional system rather than a fl exible 
and agile system that operates regionally and locally as taxi’s do. This 
statement is solidifi ed by the mapping and illustration of taxi behav-
iour across Yeoville/Bellevue that follows.
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Figure set 221: Informants and constraints – Intersection of Louis Botha Av-
enue and Cavendish Street at which the JDA is proposing a BRT station
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Figure 224:  Informants and constraints – Storyboard indicating the fl exible                          
5.8.5) Taxi Movement Through Yeoville/Bellevue 
The taxi network running through Yeoville/Bellevue as indicated by 
fi gure 223, functions in a cruciform pattern structured according to 
the economic/retail core. As a much more agile system compared to 
the BRT, it  is much more extensive than any other formal movement 
network operating in and around the Yeoville/Bellevue.
5.8.6) Stop And Go Taxi Motion
The fl exibility of the taxi system is portrayed in fi gure 224 which shows 
a storyboard of the moving, stopping and re-moving of a taxi along 
Louis Botha Avenue. This rapid behaviour system represents the con-
Figure 223: Informants and constraints – Yeoville/Bellevue Informal Taxi movement aligning with retail core
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Figure 225:  Louis Botha Avenue as a taxi movement corridor
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venience of the taxi system for commuters which is a diffi cult system to 
achieve through the use of formally planned public transport.
5.8.7) Prominent Taxi Route And Stops Character
As indicated by fi gure 224 and supported by the sketch in fi gure 225, 
one notices that Louis Botha Avenue is a major taxi movement corri-
dor. The character of this link with a series of medium density buildings 
promotes much taxi movement with taxis stopping at intersections 
along it. Most taxis along this link head towards Alexandra township 
                            manner in which taxi’s stop at Louis Botha Avenue intersections
and Sandton. While this exists, Taxi’s moving through Yeoville/Bellevue 
use Louis Botha Avenue via Bedford Street as a means of getting 
back to the CBD. On the contrary, Taxi movement along Rockey/
Raleigh Street operates differently as Rockey Street becomes a one 
way eastward link. As such, as indicated by the sketch in fi gure 226, 
taxis use Hunter Street as their return route into Yeoville/Bellevue. With 
this being the case the Yeoville Market and the economic core in 
general becomes a major stopping point for taxis as illustrated by 
fi gure 227. One notices in this sketch that a taxi culvert has been cre-
ated at the back of the Market, but taxis, seldom use this culvert. 
This is largely due to the fact that the taxi system is rapid and drivers 
prefer to stop at areas which permit them to move off rapidly again. 
Thus, the design of any taxi stop should be as simplistic as possible. 
While Louis Botha Avenue Rockey/Raleigh Street and Hunter Street 
act as stop and go commuter links, returning taxi’s use Cavendish 
Street and Hendon Street as a quick escape route through Yeoville/
Bellevue back the CBD as indicated by fi gure 228. One notices from 
the sketch that this route is an extremely lucrative route towards the 
CBD and Hillbrow as the Hillbrow tower serves as structuring element 
allowing the formation of a vista. 














































   













































   














































Figure 226:  Taxis, stopping on De La Rey Street before turning Into Hunter 
Street
Figure 227:  The economic core as a major taxi pickup/drop off area 
(Yeoville/Market)
Figure 228:  Cavendish Street And Hendon Street as a taxi return route to the 
CBD
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5.8.8) Putco Bus And Metro Bus Movement Through Yeoville/Bellevue
Whereas the extensiveness of taxi movement was displayed previ-
ously, a similar situation can be shown with regards to the Putco and 
Metro Bus networks as illustrated by fi gure 229. These networks primar-
ily operate along Louis Botha Avenue as well as Joe Slovo Drive. Thus, 
it uses Yeoville/Bellevue as a thoroughfare rather than an actual des-
tination. The Metro Bus system in particular plays an important role as 
its connectivity lies along Louis Botha Avenue as well as along Rockey/
Raleigh Street. Similar to the taxi system, Metro buses move towards 
Eastgate, stopping at four major points along Rockey/Raleigh street. 
Nevertheless, the return trips of Metro Buses occurs via Louis Botha av-
enue towards the CBD rather than via Hunter and Hopkins streets. 
5.8.9) Recognising the Importance of Intersections as Access Points 
Into and Out of Yeoville/Bellevue
From the series of transport movement plans shown here, one learns 
that intersections play a major role with regards to their operation.  This 
is largely due to the fact that intersections serve as exchange points, 
where the modes of movement change from motorised movement 
to non-motorised movement in the form of pedestrian connectivity. 
This is captured in the image spread across the page which portrays 
this situation occurring at the intersection of Louis Botha Avenue and 
Cavendish Street. One notices from this image that these intersections 
become critical points of social interaction as people carry out dai-
ly commuting activity. As such, the nature of each intersection that 
serves as an access point into and out of Yeoville/Bellevue needs to 
be analysed in order for one to truly understand the intensity and per-
formance of each intersection. As a result, fi gure set 230 and fi gure set 
231 on the pages that follow illustrate composite data sets represent-
ing the energy and intensity of each access point as derived from the 
measuring and tracking of movent energy data collection method 
discussed in chapter four.  
Figure 229:  Informants and constraints – Yeoville/Bellevue Putco and Metro Bus movement intensifying major links
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Page Spread 8: The role Of Intersections As Transport Junctions In Yeoville/Bellevue 
134
Figure set 230:  Informants and constraints – Measurement and determination of movement energy and intensity at intersections A, B, C and D
5. SITE – MAPPING AND DATA ANALYSIS
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From the data sets represented here, it can be realised that Intersec-
tion A which lies on the corner of Louis Botha Avenue and  Cavendish 
Street releases the most energy as  it serves as a major drop off point 
for taxis, therefore generating the most pedestrian fl ow. This intersec-
tion therefore plays a critical role in terms of commuter and pedes-
trian behaviour, ultimately illuminating life in the area. Furthermore, 
along similar lines, intersection B which lies on the corner of Louis Botha 
Figure set 231:  Informants and constraints – Measurement and determination of movement energy and intensity at intersections E,F and G
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Avenue and Bedford Street generates an abundance of energy due 
to the abundance of pedestrians getting off at this point. This intersec-
tion is also critical as it contains an economic knuckle that commuters 
tend to support once getting off from public transport services.  Simi-
larly, even though its confi guration is rather unfriendly towards pedes-
trians, Intersection F which lies at the area where Louis Botha Avenue 
bridges over Joe Slovo Drive plays a critical role as a drop off and pick 
up point. The intensity of taxi and bus movement here is extreme, in-
fl uencing the fl ow of pedestrians during peak hours. Lastly,intersection 
F also portrays a fair amount of pedestrian intensity and this is largely 
due to the fact some individuals prefer to be dropped off at this point 
and walk down Rockey/Raleigh Street 
5.8.10) Tracking Pedestrian Movement Into Yeoville/Bellevue
While data on the energy of each intersection is helpful in de-
termining the relevance of each access point into Yeoville/
Bellevue, three data sets follow with regards to the routes that 
pedestrians take after being dropped off, as derived from the 
pedestrian tracking exercise discussed in chapter four.
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Figure set 232:  Informants and constraints – Pedestrian movement tracking from intersections A, B, C and D forming data set one
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Figure set 232 spread across the previous page in conjunction with fi g-
ure set 233 spread across this page (data set 1) collectively indicates 
that most of the people followed from the intersections purchased 
or stopped to browse at goods being sold either by street traders or 
formal shops before disappearing into buildings which can be as-
sumed to be their places of residence. Nevertheless, while carrying 
out the exercise, it was observed that females spend much more time 
Figure set 233: Informants and constraints – Pedestrian movement tracking from intersections E, F and G forming data set one
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browsing at goods in comparison to males who simply get off pub-
lic transport services and shortly after disappear into a building. One 
can assume here that this has much to do with the difference in roles 
between genders where women are expected to take on house-
hold roles such as cooking which requires them to do shopping. Thus, 
from analytical point of view, one can state here that the design of 
streets in the area should be carried out in a manner that promotes 
the safety of women, specifi cally along prominent routes and main 
shopping or transport spines.  This data set also shows the fact that old 
people use public transport as a means of getting back to Yeoville/
Bellevue and walk at a much slower pace. This in essence says that a 
fair number of resting points need to be provided, giving older citizens 
the opportunity to take a break on their way home. Lastly, from this 
data set, it can be noticed that bars and entertainment areas such as 
those existent in Times Square serve as pulling factors towards which 
people move. These are  therefore critical elements which ultimately 
allow people to linger in space and socialise rather than them simply 
heading back home.
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Figure set 234: Informants and constraints – Pedestrian movement tracking from intersections A, B, C and D forming data set two
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Figure set 233 spread across the previous page in conjunction with 
fi gure set 234 spread across this page (data set 2) indicate a number 
of scenarios that one can draw analytical importance from. The fi rst 
important factor is derived from the scenario of “the lady escorted 
by the teenage girl” who awaited for the lady close to the intersec-
tion. One notices that the girl simply waits without being able to carry 
out any form of activity  before the lady arrives. This poses a design 
Figure set 235: Informants and constraints – Pedestrian movement tracking from intersections E, F and G forming data set two
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concern which lies along the lines the fact that arrival spaces need to 
be created at transport junctions as this will encourage a more com-
fortable and stimulated waiting process for both commuters waiting 
to take public transport as well as those who await for arriving com-
muters. The second issue is derived from “the gentlemen carrying a 
rugsack” who entered the Yeoville Market for a haircut. This is the only 
occurrence an individual entering the market through out the entire 
exercise. This is largely due to the fact that the Yeoville Market De-
sign does not adequately channel pedestrian movement through it. 
Nevertheless, more detail on the concern of the market design with 
regards to pedestrian fl ow is provided later in this chapter. The third is-
sue here is derived from numerous uses of tuckshops. One realises here 
that they gain support from commuters as well as from people within 
the locality. This is largely due to the fact that they edge the street in 
a lucrative manner and provide a form of convenience due to their 
sporadic placements across the neighbourhood. 
One can state from the issues outlined above that the existence of 
both street traders as well as tuckshops in the area is key from the 
point of view of self made livelihoods as well as the point of view 
representing pedestrian convenience.
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Figure set 236: Informants and constraints – Pedestrian movement tracking from intersections A, B, C and D forming data set three
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Figure set 236 spread across the previous page in conjunction with 
fi gure set 237 spread across this page (data set 3) a number of ana-
lytical issues evolve, similar to the previous discussion. The fi rst issue un-
covered in this data set is the fact that parks the availability of parks 
in the area is a critical component for public life. This is refl ected in 
the case of the “caring young lady” who after jumping off a taxi with 
a little girl spends time relaxing in the park and interacting with other 
Figure set 237: Informants and constraints – Pedestrian movement tracking from intersections E, F and G forming data set three
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individuals. In a fast paced economically driven neighbourhood such 
as Yeoville/Bellevue, the ability for individuals to take time off and re-
lax in a peaceful area is critical both from a health point of view and 
a productivity point of view. Spaces such as parks assists individuals 
with stress relief, allowing them to be more productive when return-
ing to work. Furthermore parks generate personal interaction which 
is an element that is gradually fading in modern society due to the 
rapid development of technology. The second issue that arises here, 
particularly from the scenario of “the lady who doesn’t linger” is the 
fact that traders who situate close to the transport intersections gain 
immediate support from people who are dropped off by public  of 
public transport. This proves the theory that traders rely on pedestrian 
fl ow to a large degree. The density of traders in relation to the density 
of pedestrians will be illustrated later in this chapter. 
One realises from this exercise that the links between housing and 
social services, transport/movement and retailing are inevitable 
and therefore it is of utmost importance to consider them collec-
tively through an examination of street connectivity, land use as well 
as building from/density. 
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Figure 238:  Informants and constraints – Pedestrian movement tracking from intersections A, B, C, D, E, F and G forming a composite data set
The scenarios outlined previously  assists one to gain a sense of the op-
eration of daily life in Yeoville/Bell vue from a commuter perspective. 
Nevertheless, if one is to represent all the pedestrian movement routes 
drawn out above and represent them compositely as indicated by 
fi gure 238, a sense of the most critical portions of Yeoville/Bellevue can 
be derived. The diagram here has been drawn in a manner whereby 
lines are a single colour. This is to assist the eye to pick up areas where 
lines overlap. One realises from this diagram that the largest overlap 
of lines occurs within the economic core. This is also the point at which 
most individuals stop and either purchase gods or take time to browse 
at goods displayed by formal stores as well as street traders. Thus, this 
portion of the site serves as the most critical point for street trading 
as it traders can absorb the fl ow of pedestrians. The attraction of pe-
destrians to this point is largely due to the existence of formal anchor 
stores such as Shoprite as these are also the buildings which are most 
accommodating towards informal retailing. Along with the existing of 
the economic core of Yeoville/Bellevue as a nucleus, one also realises 
from the diagram in fi gure 238 that the links from Louis Botha Avenue 
down to Rockey Raleigh Street also serve as a set of important fi ngers 
within the area which facilitate pedestrian movement as a result of 
the location of transport junctions towards the economic core.  
The analysis carried out here was extremely helpful in understanding 
the movement fl ows in space and the routes which are used by pe-
destrians in Yeoville/Bellevue who use public transport. Nevertheless, 
the data does not extend as far as to understand the density of pe-
destrians on sidewalks at different time so the day in relation to the 
positioning of street traders. The image spread across the page shows 
pedestrian density within the economic core of the area during the 
late afternoons and one realises here that it is extremely important to 
understand the pedestrian density in relation to the movement routes 
used by pedestrians. A mapping of this derived from the pedestrian 
counting exercise outlined in chapter four follows.
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Page Spread 9: Pedestrian Density Within the Economic Core During Late Afternoons
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Figure 239:  Informants and constraints – Pedestrian density during mornings (7h30-8h30) in Yeoville/Bellevue Figure 240: Informants and constraints – Street Trader density during mornings (7h30-8h30) in Yeoville/Bellevue 
5.8.11) Pedestrian and Street Trader Density Relationships in Yeoville/
Bellevue 
• Pedestrian And Trader Density Morning Relationship
During the mornings, many pedestrians head towards and congre-
gate at intersections lying along Louis Botha Avenue as these are 
public transport drop off and pick up points as mentioned earlier. This 
is indicative when analysing fi gure 239 which indicates the pedestrian 
behaviour during the mornings. Figure 240 on the contrary represents 
the density of traders during mornings in Yeoville/Bellevue.   One real-
ises here that the traders lie scattered around the area. When over-
laying the pedestrian density layer on the trader density layer during 
mornings as indicated by the plan in fi gure set 241 on the opposite 
page, one notices here that the manner in which traders position 
themselves responds to the pedestrian fl ow of people  moving in a 
north south direction. Sketch number one contained in fi gure set 241 
on the opposite page shows some of the movement activity along 
Bedford Street which is set in a north south direction and a trader 
unpacking her goods to sell, while sketch two shows a sweets seller/
hairdresser absorbing movement along Kenmere Road. These traders 
later in the day relocate toward Rockey/Raleigh Street. The sketches 
epitomise the character of Yeoville/Bellevue formed by its people as 
infrastructure of the streets.
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Figure set 241: Informants and constraints – Pedestrian and street trader density during mornings (7h30-8h30) and sketch representations of the occurrence of this in Yeoville/Bellevue 
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Figure 242: Informants and constraints – Pedestrian density during lunch hour (13h00-14h00) in Yeoville/Bellevue Figure 243: Informants and constraints – Street Trader density during lunch hour (13h00-14h00) in Yeoville/Bellevue 
• Pedestrian and Trader Density Lunch Hour Relationship
Different to the above situation, during lunch hours, pedestrian den-
sity is alleviated off the north south movement ways while the density 
pressure increases along Rockey Raleigh Street as indicated by fi gure 
242. This is due to the fact that the many people working in Yeoville/
Bellevue fl ock towards Rockey Raleigh Street as it offers many restau-
rants as well as eating places.  It is also due to the fact that it is after 
school going hours and students linger on Rockey Raleigh Street and 
in parks around the area. The open spaces are also utilized by people 
who choose to eat their lunch there.  Nevertheless, when looking at 
the density of traders, one realises that there is a high concentration 
of them along Rockey/Raleigh Street at this hour as indicated by fi g-
ure 243. When creating an overlay of the pedestrian density with the 
trader density as indicated by the plan contained in fi gure set 244 on 
the opposite page, it can be noticed that traders take advantage 
of the fl ow of people on Rockey/Raleigh Street. The sketches con-
tained in fi gure set 244 provides one with an idea of the character of 
Rockey Raleigh Street at this hour and the relationships between trad-
ing and pedestrian fl ow. One realises here that Rockey/Raleigh Street 
becomes a hive of activity with abundant pedestrian fl ow as seen in 
sketch one. Sketches two and three show the economic and social 
interaction that this generates in public space during this hour.
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Figure set 244:  Informants and constraints – Pedestrian and street trader density during lunch hour (13h00-14h00) and sketch representations of density along Rockey/Raleigh Street
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Figure 245:  Informants and constraints – Pedestrian density during late afternoons (17h00-19h00) in Yeoville/
Bellevue 
Figure 246:  Informants and constraints – Street Trader density during late afternoons (17h00-19h00) in Yeoville/
Bellevue 
• Pedestrian and Trader Density Late Afternoon Relationship
Pedestrian movement during the late afternoons inevitably repre-
sents the inverse of the morning movement as people are returning 
from work and get dropped off along Louis Botha Avenue by public 
transport. Earlier when the pedestrian tracking data was shown, it was 
uncovered that the fi nger like structures leading from Louis Botha Av-
enue down to Rockey/Raleigh Street carried many pedestrians. Nev-
ertheless, fi gure 245 lines up with this fi nding, but builds on it through 
showing increased densities of pedestrians along Cavendish Stree, 
Bedford Street and Joe Slovo Drive. The fi ndings from the measuring 
of intersection energy also lines up with this phenomenon. The density 
from these links is transferred onto Rockey/Raleigh Street. A look at 
trader density as indicated by fi gure 246 reveals that traders primarily 
congregate along Rockey/Raleigh Street. The overlay of trader and 
pedestrian density as indicated by the plan in fi gure set 247 on the 
opposite page shows the manner in which trader absorb pedestrian 
fl ow in this instance. Furthermore, sketches one and two epitomise this 
situation by showing the character of the portion of Kenmere Road ly-
ing close to Rockey/Raleigh Street and the area outside the Shoprite 
building where densities are extreme. On the contrary, sketch three 
shows an island located at the meeting point of Raymond Street and 
Bezuidenhout Street where a number of traders congregate. While 
the congregation of a group of traders seems 
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Figure set 247:  Informants and constraints – Pedestrian and street trader density during late afternoons (17h00-19h00) and sketch representations of density along Rockey/Raleigh Street
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displaced here, these traders instead intercept 
the fl ow of pedestrians using Bezuidenhout Av-
enue after returning from work in Houghton and 
Observatory. This phenomenon is not half as 
prominent as the congregation of traders along 
Rockey/Raleigh Street, but after asking traders 
why they choose to locate here, they said to me 
that it is a result of personal preference as they 
fi nd the hustle and bustle of Rockey/Raleigh 
Street too intense.
5.8.12) Expanding On Pedestrian and Street Trader 
Density Relationships Using Rockey/Raleigh Street
From the above discussion, it can be realised 
that the most important component within the 
broader neighbourhood context in terms of so-
cial and economic interaction is Rockey/Raleigh 
Street. The mapping series shown previously does 
not however portray a detailed understanding of 
Rockey Raleigh Street due to the scale at which 
the mapping has been carried out. With the result, 
in order to intensify the idea here, the mapping of 
pedestrians is carried out on a physical model of 
Rockey/Raleigh Street using red and black beads 
which represent trades and pedestrians as dis-
cussed in chapter four.
• Re-contextualising the New Illustrative of For-
mat of Rockey/Raleigh Street Before Mapping
Figure set 248 shows annotated images of the 
model that will be used to illustrate densities of 
pedestrians and traders along Rockey/Raleigh 
Figure set 248:  Informants and constraints – Re-contextualising the structure of Rockey/Raleigh Street before 
illustrating pedestrian and trader density on it
Street over the three time periods similar to the manner in 
which this was shown at the site level (morning, lunch hour 
and late afternoon). It can be realized from these images 
that a series of buildings form the edge of the street of which 
the ones lying in the economic core are the most important 
in this case. This is largely due to the fact that these buildings 
form the envelope for the most dense activity in the area.
Related to the above discussion, the angles used to photo-
graph density mapped onto the model have been chosen 
in a manner whereby the linear representation of the phe-
nomenon can be provided in conjunction with an overview 
of the economic core as illustrate by fi gure set 5.10.7a. The 
representation that will be carried out here intends to por-
tray the reality of the manner in which people density along 
Rockey/Raleigh Street intensifi es as can be experienced 
when one visits the site. It intends on showing the impor-
tance of the role of rockey/Raleigh Street as an organ of 
the area activated by the people of Yeoville/Bellevue. In 
this case, people are the infrastructure that drive social and 
economic behaviour in the area between solidly defi ned 
building edges. 
• Pedestrian and Trader Density Morning Relationship
During mornings, along Rockey/Raleigh Street, there primar-
ily exist traders that sell sweets, cigarettes as well as basic 
food stuff. This was observed through the street ethnogra-
phy exercise that I carried out. The traders selling food stuff 
capitalise on the fact that people are in a hurry to get the 
public transport stops along Louis Botha Avenue and there-
fore buy quick and convenient snacks from them. Never-
theless, one realises when looking at fi gure 249 that Rockey 
Raleigh Street does not have many pedestrians using it at 
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• Pedestrian and Trader Density Late Afternoon Relationship
The afternoon density along Rockey/Raleigh Street as indicated by 
fi gure 253 becomes extreme and trader congregate for form aline 
along sidewalks. Particularly, in the economic core, outside the 
Shoprite building, densities are extreme as this building is an anchor 
that attracts pedestrians. Traders take advantage of pedestrian fl ow 
here. While the locational dynamics of street trading have been out-
lined here, there remain a number of issues raised by the Department 
Of Economic Development (DED) with regards to trading in Yeoville/
Bellevue. An illustration of some of the main concerns follows.
this hour. As such, traders scatter themselves along the link in order for 
themselves to become more visible to pedestrians from a distance. 
Nevertheless, when viewing fi gure 250, one realises that the economic 
core does not play an important role in terms of infl uencing the man-
ner in which pedestrians move and therefore the manner in which 
traders position themselves. Instead, people walk through the eco-
nomic core using adjacent streets without paying any attentions to it.
• Pedestrian and Trader Density Lunch Hour Relationship
During lunch, as indicated by fi gure 251,  Rockey/Raleigh Street sud-
denly fi lls up with traders and pedestrians. Traders locate themselves 
close to buildings which offer restaurants. At this time, there are all 
types of traders present. When viewing fi gure 252, one notices that 
within the economic core, the Yeoville market gains support as well 
as it offers a food court. 
Figure 249:  Informants and constraints – Pedestrian and street trader density 
during mornings (7h30-8h30) along Rockey/Raleigh Street
Figure 251:  Informants and constraints – Pedestrian and street trader density 
during lunch hour (13h00-14h00) along Rockey/Raleigh Street
Figure 250:  Informants and constraints – Pedestrian and street trader density 
during mornings (7h30-8h30) in economic core
Figure 252: Informants and constraints – Pedestrian and street trader density 
during lunch hour (13h00-14h00) in economic core
Figure 253: Informants and constraints – Pedestrian and street trader density 
during late afternoon (17h00-19h00) along Rockey/Raleigh Street
Figure 254:  Informants and constraints – Pedestrian and street trader density 
during late afternoon (17h00-19h00) in economic core
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5.8.13) Issues Related to the Existence of Yeoville/Bellevue Street 
Trade
As identifi ed in the previous analysis, the economic core of Yeoville/
Bellevue is an area in which informal retailing thrives. The core area 
indicated by the plan of Rockey/Raleigh Street in fi gure 255 shows the 
retail core and an contextualizes the location of the images used to 
illustrate the problems associated with retailing discussed here. The 
dominant issues with trading are as follows: 
• Limited Sidewalk Sizes 
The fi rst issue raised is the fact that in certain cases trading on the 
sidewalks limits the size of the sidewalk and therefore impedes pedes-
trian fl ow. This is indicative in the plan and cross section drawings of 
a portion of the economic core on Rockey/Raleigh Street in Yeoville/
Bellevue (fi gure set 256) where traders consume a metre of space 
on either side of the sidewalk, leaving only two metres of space for 
pedestrian movement. This situation often causes problems between 
Figure set 256:  Plan and cross section drawing of a portion of the economic core where informal trade poses sidewalk size challenges
Figure 255:  Informants and constraints – Yeoville/Bellevue’s economic core on Rockey/Raleigh Street as a generator of trade
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traders and pedestrians as at times pedestrians step over the traders’ 
goods or knock them off the table.  The occurrence discussed above 
is evident in fi gure 257 whereby traders have consumed a large part 
of the sidewalk and very little space is left for pedestrian circulation. 
• Obstruction of Formal Entrances
 
In some cases street trading obstructs the entrances of formal shops as 
indicated by fi gure 258. This limits physical and visual access through 
the windows of formal stores, ultimately constraining the ability of 
people to be attracted into these stores. This is a resilient problem es-
pecially during evenings as traders take full advantage of the lighting 
cast upon the sidewalk by formal stores.
• Limited Goods Variety 
Street traders are only able to sell a limited variety of goods as indi-
cated by fi gure 259 they are regularly harassed by local police for 
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disobeying the current by-law stating that no businesses may be run 
in public areas. Figure 260 shows the occurrence of the Metro Police 
arriving in Yeoville/Bellevue with a garbage truck that is used to load 
the confi scated goods. The Metro Police in many instances are cor-
rupt as after they confi scate the goods of traders, they resell these 
goods back to the traders illegally (uncovered through trade ethnog-
raphy discussed in chapter four). As a result of the above, traders can 
only sell goods that are easily portable as they can carry their goods 
away in cases when metro police arrive. The limited goods variety 
disallows the growth of the informal sector and the amount of money 
that can be generated from it. 
• Litter, Storage and Hygiene
 
As indicated by fi gure 261, due to informal trading not being catered 
for and managed, storage issues exist making the sidewalk appear 
untidy as litter gets generated. Furthermore, in certain cases such as 
the one refl ected in the image here, food and vegetable are sold 
alongside the dustbin and in an environment strewn with litter. This 
poses a number of health challenges to customers.
Figure 257: Street trading limiting sidewalk size, impeding pedestrian fl ow
Figure 258: Street trading obstructing formal store entrance
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Figure 259: Street traders only able to sell a limited variety of goods
Figure 260: Metro Police Harassing Street Traders
Figure 261: Litter generated by street traders along with a lack of planned 
storage space
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5.8.14) Initial Council Responses to Issues Posed by Street Trade
The developing phenomenon of informal retailing on sidewalks has 
always been seen as being problematic by governmental depart-
ments. In Yeoville/Bellevue, the Johannesburg Development Agency 
(JDA) and the Metro Trading company (MTC) commissioned Urban 
Solutions Architects and Urban Designers to build a nucleated market 
located in the economic core of Yeoville/Bellevue in  response to 
this. Figure set 262 illustrates the Yeoville Market which was intended 
to strongly portray African Aesthetics in its Architectural style  and 
was constructed in 1999. All informal retailers were removed from 
the street with some offered stalls in the market. Currently, no formal 
council submission plans of the Yeoville Market exist in the archives 
at the COJ. Consequently, the need arose to physically measure out 
the market and respective sidewalks so that an accurate fl oor plan 
of the market could be drafted as indicated by fi gure 5.8.9c spread 
across the page.  
One notices that the functional components contained in the market 
such as the inclusion of storage facilities, ablution facilities as well as 
an entertainment area was cleverly thought in terms of catering for 
the needs of informal traders. Nevertheless, the positioning of some of 
the elements such as the entertainment area away from the street al-
lows the market to function in isolation. Furthermore, the market build-
ing only serves a single purpose (for trading) rather than giving rise to 
mixed uses incorporating both formal and informal activity, whether 
living or retailing) within one building. However, the designers of the 
market followed the brief of the clients (JDA and MTC) which solely 
revolved around issues of trading and creating a nucleated alterna-
tive space for informal retailers. The goal  of keeping retailers within 
a designated/ contained space as after a period of low occupation 
and limited turnover, the market became fully occupied as well as 
due to traders moving back onto the street. This was attributed to 
the fact that street stalls were able to absorb greater pedestrian fl ow 
outside the market. 
Indicative in fi gure 263 is the fact that the axial alignment guiding 
movement through the market represents a zigzag formation, limit-
ing pedestrian movement through it. The Access points of the market 
are also not placed strategically within the line of current pedestrian 
movement domination. Access points lie isolated from major pedes-
trian fl ow along Bedford Street and Cavendish Street. As such, Traders 
have created their own access lying across the Shoprite Building. 
Figure set 262:  Yeoville Market as a response to street trading (African 
Architectural Design Aesthetics)
Figure 263:  Yeoville Market as a response to street trading (African Architec-
tural Design Aesthetics)
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This access relates better to pedestrian fl ow from the 
Shoprite building and the intersection as opposed to the 
initial access along Bedford road which looks towards the 
blind wall and parking spaces of the shoprite building as 
indicated by fi gure 264.
One realises here that the axial alignment of the market 
needs to be altered in order to funnel pedestrian fl ow to-
wards Shoprite as a major retail anchor. Furthermore, the 
market has potential to develop vertically with a mixed 
use function in order to generate greater social and eco-
nomic opportunity for both retailers as well as residents of 
the area.
Figure 264:  Yeoville Market building movement circulation analysis
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5.8.15) Reverting Back to the Site Scale and Echoing the Importance of Movement
The discussions above looked at the site as well as precinct scales and fi ndings pointed 
towards the confi guration of housing and social services as well as retailing as prima-
ry drivers and determinants of movement. The importance of the economic core and 
Rockey/Raleigh Street was made apparent. Nevertheless, I argue here that the con-
fi guration of buildings lying within the economic core such as Yeoville Market is critical 
in terms of their axil confi gurations as this area is further pronounced through the use of 
the urban grid and landform patterns as well.  Thus, in order to illustrate this, I choose to 
zoom back into the site scale an set forth a landform and urban grid analysis. Designers 
often undermine the intensity of topographical conditions when working in two dimen-
sions only and consequently negate design according to the consideration of inclines 
and declines on the site.  Nevertheless, as discussed in the previous chapter, there are a 
number of ways such as three dimensional modelling as well as gradient coding of two 
dimensional contours used here to represent and analyse site topography. 
5.8.15.1) Site Topography Supporting Walkability to the Economic/Retail Core
Figure 265 provides a colour coded gradient representation of the high lying areas in 
relation to low lying areas and the formation of the major links and edges of the neigh-
bourhood occurring accordingly. Louis Botha Avenue was planned in a manner that 
follows the slope of the contours towards Houghton and therefore forms a major edge 
for Yeoville/Bellevue. While this happens, at the southern and northern portions of the 
site, extreme topographical changes occur. In essence, these provide the thresholds for 
movement and activity. Simultaneously, within Yeoville/Bellevue, there exists two peaks 
with Rockey/Raleigh Street lying between them. Cavendish Street forms  a critical north 
south linkage towards the economic core forming a crucifi x serving as a primary linkage 
of the economic core to the southern portion of the site where much of the housing 
exists. One realises here that the taxi network discussed earlier responds directly to this. 
Nevrethelss, Cavendish Road also serves as a major link from Louis Botha Avenue to the 
economic/ retail core. Thus the Yeoville Market as a public building requiring maximum 
pedestrian fl ow through it should respond to this, while simultaneously responding to the 
movement generated along Rockey/Raleigh Street which lies within a comfortable and 
walkable valley.
Figure 265: Gradient coded contour plan indicating site topography and major links
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Figure 266 illustrates the topography in three dimensions from the 
north west and therefore shows the intensity of the slope at the south-
ern portion of the site. When overlaying the roads onto this model as 
indicated by fi gure 267, one realises that the stable grid system as a 
whole supports movement from the southern portion of the site to-
wards Rockey/Raleigh Street lying within the valley, with Cavendish 
Street still standing out as the most important element. A change to 
a view taken from the south west of the site as indicated by fi gure 
268 allows one to see the intensity of the two peaks existent on the 
site between which Rockey/Raleigh Street wedges itself. One notices 
here that the peaks are not extremely intense, but are nevertheless 
supporting factors encouraging local movement patterns. When 
overlaying the road patterns on this model view as indicated by fi g-
ure 269, it can be noticed that instead of a north south movement 
system being planned according to the topography, the grid primar-
ily promotes a an east west movement system with the longer end 
of blocks lying parallel to this direction. One could assume here that 
this decision was made as a result of the fact that public transport 
systems did not operate extensively along Louis Botha Avenue previ-
ously and therefore the intended idea was to facilitate walkability 
Figure 266: North western view of topographical model Figure 268:  South western view of topographical model Figure 270:  North eastern view of topographical model
in an east west direction from other neighbourhoods into Yeoville/
Bellevue. Here, the link between topography as a supporting factor 
for walakbility and the concentration of retail activity has been illus-
trated. If one is to rotate the model again as indicated fi gure 270 and 
fi gure 271, it makes one question whether the urban grid in relation to 
topography was thought out in terms of walkability only  or in terms of 
water drainage as well. An analysis on drainage is carried out next in 
conjunction with the manner in which built form strings itself along the 
landscape as a result.
Figure 267: North western view of topographical model with roads Figure 269:  South western view of topographical model with roads Figure 271:  North eastern view of topographical model with roads
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5.8.15.2) Site Topography Supporting Built Form Character, Open 
Space and Water Drainage
While the spatial layout of Yeoville/Bellevue can be analysed in 
terms of the topography and its relationship with walkability, this can 
be done with regards to the relationship between topography, built 
form character, open space and drainage. Figure 272 indicates a 
plan highlighting some of the critical slopes within the neighbourhood 
which facilitate water drainage. 
One notices here that the open space system formed by Muller Park 
as well as the sports fi elds of the Yeoville Boys School serves as a an ini-
tial water catchment area before excess water fl ows in an eastward 
direction towards the Observatory Golf Course where it fi lters into the 
ground. Nevertheless, links such as Bezuidenhout Street leading to-
wards the catchment area are sloped, allowing buildings to grow out 
of the landscape in a terraced manner as indicated by fi gure 273. 
This building which has a residential use forms an attractive feature 
Figure 272: Informants and constraints – Yeoville/Bellevue Contour and landform promoting water drainage to public parks
Figure 273: View of the slope down Bezuiedenhout Street and the manner in 
which buildings have formed along it
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moulded by the landscape. This situation exists in a number of other 
cases  in Yeoville/Bellevue as well. Another strong example of this is 
the case of Raymond Street that serves the direct function of draining 
water into Muller Park. As indicated by the sketch in fi gure 274, one re-
alises that Raymond Street consists of a series of interestingly designed 
buildings which have elevations designed according to the changes 
of the slope. This Architectural typology (after being maintained) has 
the potential to provide good aesthetic for pedestrians moving from 
the southern portion of Yeoville/Bellevue towards the retail core and 
Louis Botha Avenue.
Similarly, this also exists towards the end of Bezuidenhout Street as in-
dicated by fi gure set 275. One realises from these sketches that these 
buildings assist to form the identity of the southern portion of the site 
through a series of strongly designed facades promoting a sense of 
mystery. Nevertheless. This area lacks anchoring elements providing 
potential to pull people towards the southern portion of the site where 
they can view the beautiful pieces of Architecture. 
Figure 274: View of the slope down Raymond Street and the manner in which 
buildings have formed along it
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Figure set 275: View of the slopes up and down Bezuidenhout Street and 
interesting Architectural Typologies giving rise to street character
While one notices that the topography and grid layout that has not 
only been designed in a manner that gives rise to good potential to 
create built form, there are also portions of the site where topogra-
phy has been adjusted by Engineers which provides a typology of 
design that ideally should be avoided. One such example is the area 
along Joe Slovo Drive where the bridges cross as indicated by fi g-
ure 276. As mentioned earlier in this thesis, the use of landform here 
does not give rise to aesthetics generated through Architecture, but 
rather to a blind wall that does not provide any form of interaction or 
relationships with pedestrians using the area. As such,  I would like to 
caution here that any built form or connective  elements that will be 
proposed in this thesis should be Architecturally treated in a manner 
whereby it grows out of the natural landform.
Figure set 276: Manipulation of topography in order to Engineer Joe Slovo 
Drive
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5.8.15.3) Existing Movement, Circulation and Links – Collective Layers
This section allows one to become aware of a number of strengths 
and weaknesses of the site through an analysis of movement. As such, 
the plan indicated by fi gure 277 shows a composite representation 
of the informants and constraints related to movement previously dis-
cussed in this section. There are a number of aspects that can be 
summarised from this diagram. The fi rst is based on the fact that Louis 
Botha Avenue has huge commuter importance and its intersections 
as gateways are critical elements promoting the porosity of Yeoville/
Bellevue’s northern edge. Similarly, Joe Slovo Drive has commuter as 
well a pedestrian prominence and provides the gateways into and 
out of the Yeoville/Bellevue at its western edge. Furthermore, from the 
modes of motorised and pedestrian movement explored, the eco-
nomic core and Rockey/Raleigh Street are integral energy elements 
of the site. Nevertheless, the prominence of the energies created 
along Rockey/Raleigh street is one of the causes of dead space to-
wards the southern portion of Yeoville/Bellevue which has huge po-
tential to be developed as a social amenity due to the strength of 
the manner in which design has been executed according to land-
form. The strength lying in the topographical formation of the area 
has not been utilised to its full capacity. One realises this when looking 
at the threshold of movement as indicated by fi gure 277. Movement 
primarily structures itself around retailing and does not consider the 
views over Johannesburg that can be used to extend the threshold 
of pedestrian movement. Particularly extending from Louis Botha Av-
enue, the Munro Drive Viewing Deck in Houghton provides views over 
the  north of Johannesburg while the Highlands Mound provides views 
over the south of Johannesburg (indicated by fi gure 278 and fi gure 
279 on the opposite page). The integration and linkage of these ele-
ments into the area has potential to extend the pedestrian movement 
threshold, enhancing social amenities of the site.
Figure 277: Informants and constraints – Yeoville/Bellevue movement, circulation and links (Composite)
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Figure 278: Informants and constraints – View over the north of Johannesburg from Munro Drive viewing deck in Houghton
Figure 279: Informants and constraints – View over the south of Johannesburg from Highlands mound in Yeoville/Bellevue
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5.8.15.4) Existing Landscaping
If one is to alter the drawing style of the Yeoville/Bellevue informants 
and constraints plan in a manner that emphasises the landscaping 
and vegetation as indicated by fi gure 280, it can be realised that the 
tree lined avenues fall on the east west connectors. Figure 281 and 
fi gure 282 indicates a sketch analysis of Becker Street and Hopkins 
Street as examples of this. One realises in these sketches that the oak 
trees add aesthetic value to the streets while simultaneously providing 
pedestrian comfort. Nevertheless, while the use of large treescaping 
Figure 280: Informants and constraints – Movement, circulation and links across Yeoville/Bellevue (Composite)
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Figure 281: Informants & Constraints- Becker Street as and example of an 
east west tree lined avenue
Figure 282: Informants & Constraints- Hopkins Street as and example of an 
east west tree lined avenue
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along such links is intended, only a few small trees exist along Rockey/
Raleigh Street as indicated by the sketch in fi gure 283. This is largely 
due to the fact that the canopies attached to buildings serve as the 
major shading element and therefore large tree scaping cannot be 
accommodated. However. The introduction of street retailing signals 
the requirement of small trees along Rockey/Raleigh Street in cas-
es where sidewalks are large and canopies do not span all the way 
across the sidewalk. In terms of the north south Avenues, Kenmere 
Road is the only avenue that is tree lined. The deciduous trees along 
this link as indicated by fi gure 285 serves as an excellent typology as 
it shades pedestrians in summer, but drops its leaves in winter which 
allows sun light to pour onto the street. As indicated by the sketch, 
the planting of these trees adds to the aesthetics of the area and has 
the ability to provide shade for these links as dominant pedestrian 
carriers.
One notices from the above discussions and sketch illustrations that 
the placement of trees follows the idea of movement which was 
planned in an east west direction. Figure 284 provides an overview 
of the tree lining system and the fact that it brings in an element of 
overall strength and identity to the neighbourhood.   Nevertheless, 
the use for the east west tree lining system has become limited as 
pedestrian movement patterns along the urban grid have changed 
since the introduction of informal public transport along links such as 
Louis Botha Avenue. As analysed in the movement typologies sec-
tion, movement now dominates in a north south direction. This implies 
that a layer of vegetation is now required along the links which are 
predominantly used by pedestrians on a daily basis in order to fa-
cilitate sensitive street connectivity that promotes pedestrian comfort 
and further encourages walking.
It is important to take into consideration that any form of tree lining 
should be in conjunction with the shape and geometry of built form 
and open space relationships in order to create a landscaping net-
work. One notices from the landscaping plan in fi gure 280 on the op-
posite page that the placement of trees does not currently facilitate 
a network linking open spaces. Thus, the placement of new trees 
should ideally achieve this. From the above it can be noticed that 
there exists relationships between movement and landscaping. Simi-
larly, as outlined in chapter two, relationships between movement 
and land use exists as well. This phenomenon will be demonstrated 
next with regards to Yeoville/Bellevue.
Figure 284: Informants and constraints – Overall view of tree lined avenues in Yeoville/Bellevue
Figure 283: Informants and constraints – Rockey Street shaded by canopies 
in place of treescaping
Figure 285: Informants and constraints – Kenmere Road lined with decidu-
ous trees (only north south avenue lined with trees)
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5.8.15.5) Existing Land and Building Use
The theory outlined in chapter two clearly states that the types of land 
uses planned informs movement from one destination to the next, ir-
respective of the scale being worked with. This theory applies in the 
case of Yeoville/Bellevue when one analyses the existing land and 
building uses as indicated by fi gure 286. One notices from this plan 
that a strong sense of formal retail uses exist towards the core area 
of Yeoville/Bellevue while a mix of uses are structures along Rockey/
Raleigh Street tending towards the retail core. This is also the zone 
in which the bulk of pedestrian activity occurs and also the area 
where most pedestrian routes cross. Figure 287 captures the manner 
in which a typology of a mixed use building has manifested in the ur-
ban core of Yeoville/Bellevue. One notices from this image that retail 
activity spreads from the private realm into the public realm allow-
ing an increased mix of use and activity which ultimately responds to 
movement and street connectivity. The specifi c building shown in this 
image offers many restaurants and therefore it attracts pedestrians 
during lunch as indicated by the pedestrian density analysis indicated 
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Figure 286: Informants and constraints – Land and building uses (Composite)
Figure 287: Informants and constraints – Mixed use building in the economic 
core of Yeoville/Bellevue
5. SITE – MAPPING AND DATA ANALYSIS
173












































































































































earlier. Sidewalks outside it are therefore populated by street traders 
during this hour. I would like to argue the point about a mix of uses fur-
ther here through analysing the plan of Yeoville/Bellevue. I argue here 
that street trade appends itself to a series of mixed use buildings rather 
than free standing mixed use or retail buildings. This is indicative when 
viewing typologies such as the Rockers Palace building indicated by 
fi gure 288 and the Cavendish Store building indicated by fi gure 289. 
In both cases these buildings offer a ground fl oor retail use, but do 
Figure 288: Informants and constraints – Mixed Use building lying at the inter-
section of Joe Slovo Drive and Becker Street
Figure 290: A fading of formal retail activity, but self induced mix of uses 
along Rockey Street.
Figure 289: Informants and constraints – An isolated retail building lying away 
from Raleigh Street (abandoned)
not create the street connective condition that sets forth lucrative 
conditions for street trade to occur. This implies that the manner in 
which built form is structured along the street edge as well as the 
quantity of mixed use buildings generates a greater sense of street 
connectivity and therefore pedestrian fl ow. With this being the case, 
one can comfortably rely on the fact  that through the design of 
the private realm, one can expand and therefore grow the street 
economy. When looking at the land use plan in fi gure 286 on the 
opposite page, one realises that this has potential to occur along 
Rockey/Raleigh Street to and to spread towards Louis Botha Avenue 
as both streets have connective value. On the portions of Rockey 
Raleigh Street where the ground fl oor retail fades off and residential 
uses prevail, people are already informally creating retail frontages 
as indicated by the sketch in fi gure 290.
The above discussion indicates the existence and concentration of 
formal retail and mixed use activity is critical for any neighbourhood 
as it assists in creating the magnetising informed spaces within the 
of the neighbourhood and keeps rapid activity within the magnet-
ized zone. This allows and alleviates pressure off other areas where 
single land uses (mainly residential) are available. This is once again 
the case of Yeoville/Bellevue where a large a,mount of residential 
buildings are located to the southern portion of the site and this area 
is generally peaceful, offering some residents the ability to live away 
from the daily buzz of Rockey/Raleigh Street if they choose to do so. 
With regards to the structuring of land uses, it can also be noticed 
that the civic functions of the neighbourhood lie scattered. Creating 
an agglomeration of these uses might in fact be more appropriate 
here as it promotes convenience for residents of the area to be able 
to make use of civic facilities such as the police station, library, clinic 
as well as recreation centre all within one locality.
It is evident in this analysis that land and building use in Yeoville/
Bellevue is one of the prominent structuring elements for movement 
in the area. This is one of the assets of the area that allows it to op-
erate in a localised fashion and this should at all costs be retained 
and if possible enhanced. Nevertheless., The density of buildings as 
well as the mix of uses has the potential to develop as this will di-
rectly enhance formal economic behaviour as well and increase the 
availability of residential space. Furthermore ,this has potential to oc-
cur along major spines in order to ensure that street connectivity is 
achieved and therefore pedestrian movement is encouraged. The 
discussion about the importance of the relationships between land 
use, movement, street connectivity and building density allows the 
analysis to be taken a step further through an analysis of the current 
legibility and identity of the pedestrian network offered in Yeoville/
Bellevue. This analysis therefore follows with the primary intention of 
informing the manner in which built form should be structured for the 
fi nal Urban Design Framework Design.
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5.8.16) Legibility, Identity and Street Connectivity
Built form as well as vegetation are key factors in terms of creating 
identity and legibility within a space. These elements can either be 
used to facilitate pedestrian movement or be implemented as a re-
sponse to pedestrian movement. In the case of Yeoville/Bellevue one 
realises that both instances apply. The fi rst instance can be demon-
strated when looking at the legibility and identity of Rockey/Raleigh 
Street while the second instance can be identifi ed when looking at 
the manner in which pedestrian movement has altered itself along 
the urban grid from a planned east west orientation to a self induced 
north south orientation.
In the case of Rockey/Raleigh Street as illustrated by fi gure 291 one 
notices that the edge condition of Rockey Raleigh Street formed by 
its building density serves as an element that was constructed and 
infl uenced pedestrian fl ow which in turn encouraged street trading. 
On the contrary, the self manifestation of Louis Botha Avenue as a 
commuter route has encouraged a change in pedestrian move-
ment orientation which ultimately signals design intervention to oc-
cur accordingly. Design intervention is signalled here as the current 
movement channels do not have suffi cient edge conditions comple-
menting movement patterns as indicated by the plan in fi gure 291. 
Particularly, one realises from this diagram that built form along Louis 
Botha Avenue is extremely fragmented and is uninformed by the ge-
ometry of the Urban Grid in most instances. A similar situation exists 
along Cavendish Street and Bedford Road which leading to the eco-
nomic core of the area. Along with this, there is no coherent and leg-
ible network that connects the southern portion of the site as a critical 
arm having its own identity differing from Louis Botha, Joe Slovo Drive 
and Rockey/Raleigh Street. The above discussion can be illustrated in 
a more basic form through the analysis of the fi gure ground confi gura-
tion of Yeoville/Bellevue which follows.
Figure 291: Informants and constraints – Yeoville/Bellevue legibility, identity and street connectivity
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5.8.16.1) Figure Ground Confi guration
Figure 292 refl ects a fi gure ground drawing of Yeoville/Bellevue. From 
this drawing it is indicative that the building confi guration towards the 
centre of Rockey/Raleigh Street forms a continuous street edge fa-
cilitating street connectivity and is therefore a good informant for pe-
destrian movement. Nevertheless, the edges at the ends of Rockey/
Raleigh Street remain rather loose and have the potential to be rea-
ligned through the creation of a denser built form. The situation of Lou-
is Botha Avenue is however more extreme than the case of Rockey/
Raleigh Street as no street connectivity exists due to the fragmented 
nature of buildings lying within the Houghton area. Buildings here des-
perately need to be reordered to create a more rigid solid and void 
relationship.
5.8.16.2) Inverted Figure Ground Confi guration
When inverting the fi gure ground diagram as indicated by fi gure 293, 
alonmg with the fact that the economic/retail core having a dense 
building confi guration, the open space system is discontinuous and 
barely relates to the retail core. This needs to be addressed through 
the reordering of building edges as well as further densifi cation. Fur-
thermore, the southern edge of the site is not densifi ed in a manner 
that allows it to pronounce the Highlands mound as a part of the 
open space system. The edge conditions in terms of building density 
therefore needs to be dealt with in a bolder manner.
Figure 292: Informants and constraints – Figure ground confi guration of 
Yeoville/Bellevue
Figure 293: Informants and constraints – Inverted fi gure ground confi guration 
of Yeoville/Bellevue
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International Highly active shipping trade route From China To Af-
rica (Yeovile/Bellevue)
Active migratory patterns from India into Africa 
(Yeoville/Bellevue)
Sustainer of local self employment (positive) 
Local Skills Development impairment (nega-
tive)
N/A- Falling within Urban Planning Domain N/A-Falling within Urban Planning Domain
Continental- Af-
rica
Active shipping trade route from African Countries 
(Ethiopia and Nigeria) South Africa (Yeoville/Bellevue)
Active migratory patterns from DRC, Nigeria, Ethiopia
Yeoville/Bellevue African Identity via imports 
and labour force via migration (positive)
Air based travel extremely costly for migrants 
(negative)
N/A-Falling within Urban Planning Domain N/A-Falling within Urban Planning Domain
National- south 
Africa
Rail and road connectivity from major ports to Johan-
nesburg (Yeoville,Bellevue)
Rail and Road Reinforcing Yeoville/Bellevue as absorp-
tion device for people convergence point
Yeoville/Bellevue housing Densifi cation and 
Land Use Mix integration opportunity (People 
Absorber)
N/A-Falling within Urban Planning Domain N/A-Falling within Urban Planning Domain
Gauteng Province Johannesburg Inner City major convergence point 
compared to other provincial hubs (Tshwane OR 
Tambo and Vereeniging) 
Yeoville/Bellevue housing densifi cation and 
Land Use Mix integration opportunity (People 
Absorber)
Easy facilitation of movement from airport for 
migrants




Greater Connection for Yeoville/Bellevue residents via 
Louis Botha Avenue BRT conduit to Alexandra Town-
ship and Sandton for work opportunities
Louis Botha Avenue Street Connectivity,Land 
Use Mix And Street Connectivity Opportunity
Taxi System Integration Opportunity
N/A-Falling within Urban Planning Domain N/A-Falling within Urban Planning Domain
Johannesburg In-
ner City
Formation Of Three urban cells across the Inner City, 
each containing a nodal point or cluster of nodal 
points (Goods supply cluster and goods  sale and 
service provision clusters). 
Lack of connectivity between urban cells
Connectivity opportunity between other In-
ner City trade hubs and Yeoville/Bellevue
Create Jozi African Trade Hub Bus circuit loop connecting the 
three Inner City urban cells- encourages support for market 
spaces including those in Yeoville/Bellevue urban cell for people 
coming to Johannesburg
 In order to spark off the institution of the Jozi 
African Trade Hub Bus circuit, stakeholders active 
within the economic nodes need to buy into the 
system. This takes time as the marketing of the sys-
tem needs to occur.  Therefore time frame broadly 
estimated at two to three years.
Yeoville/Bellevue 
Among Its  Neigh-
bouring Districts
Poor non-motorised connectivity between Yeoville/
Bellevue to Inner City core as well as surrounding 
neighbourhoods
Yeoville/Bellevue poor eastern edge permeability 
towards Inner City (Joe Slovo Drive large edge)
Lost opportunity spaces lying towards southern site 
portion
Opportunity to introduce recreative and 
transport based cycling routes connecting 
Yeoville/Bellevue to surrounding areas
Chance to extend movement to incorporate 
green and lost opportunity spaces 
Southern site portion passive/sensitive zone
Densify Joe Slovo Drive and redesign the street building enve-
lope
Clearly defi ne access points along Joe Slovo Drive into Yeoville/
Bellevue 
Defi nition of transport based cycling loop lying off commuter 
routes connecting Yeoville/Bellevue to the Inner City core
Recreative cycling route linking green spaces and lost opportu-
nity spaces
The densifi cation of Joe Slovo Drive can be inter-
preted as a fi ve to ten year long project, depend-
ing on the response from private land owners to 
the Urban Design scheme. At maximum this should 
occur over a fi ve year long period. 
Johannesburg roads currently not cycle friendly.  
Physical re confi guration could possibly occur over 
a period of three years
5.9) Informants and Constraints: Design Informants Summary
5.9.1) Method of Translating the Informants and Constraints Into De-
sign
Thus far there has been an extensive representation of the informants 
and constraints at a number of scales. The analysis of the informants 
and constraints is aimed at uncovering a number of key issues that 
prompt design decisions that will ultimately have future impacts on 
the site. With regards to this, table 5 sets forth a summary of the in-
formants and constraints as well as key design actions. 
The analytical diagnosis and design informants table structures itself 
according to the various scales that have been discussed and se-
quenced throughout the thesis. It also provides an analytical diag-
nosis of the issues existent at each scale. In response to this,  it in-
vestigates the implications that the analytical informants pose on 
Yeoville/Bellevue as the site. From this, a series of recommendations or 
design actions evolve which are ultimately portrayed in the following 
chapter. Lastly, the table suggests an estimated time frame in which 
these design recommendations can be applied at the various scales. 
These estimates are by no means accurate but merely serve as a time 
frame guide for future  Urban Planners, Urban Designers or Architects 
dealing with similar issues.
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Yeoville/Bellevue Edges as containment devices, con-
nector routes, retail and civic core critical
Increased densities alters open space inventory, reli-
gious inventory, economic inventory and conditions 
(tuckshops and concentrated street trading zone)
Dense housing conditions- working, living, praying and 
playing (request for greater land use mix and  open 
space)
Movement-
• BRT system implementation (Louis Botha Avenue) 
• Taxi system fl exibility (intersections as  junctions)
• Putco Bus and metro bus (Louis Botha Avenue 
and Rockey/Raleigh Street)
• Increased Intersection movement energy (Bed-
ford Road, Cavendish Road and Joe Slovo Drive 
access points)
• North  south pedestrian movement reorientation
• Site topography and landform disallowing activa-
tion of southern site portion
• Site topography open space and drainage (logi-
cally confi gured relationship)
• View over north of Johannesburg from Houghton 
and south of Johannesburg from Yeoville/Bellevue 
(not utilised and connected)
Landscaping incomplete as a lack of tree lining exists 
along major pedestrian routes
Land uses mix opportunity along major movement 
corridors 
Legibility, identity and well designed street connectiv-
ity lacking (ends of Rockey/Raleigh Street, Joe Slovo 
Drive, Cavendish Street, Bedford Road and Louis 
Botha Avenue)
Figure Ground- fragmented hard edge conditions 
along major links (ends of Rockey/Raleigh Street, Joe 
Slovo Drive, Cavendish Street, Bedford Road and Louis 
Botha Avenue) and missing soft edges defi ning pedes-
trian network
Overall Positives
Yeoville/Bellevue has a strong sense of design 
elements existent already, but these need to 
simply be reconfi gured in order to suite move-
ment and livelihood patterns that evolved 
over time due to migration patterns
The existence of a multitude of analytical 
plans gives rise to an opportunity to create a 
package of design framework plans indicat-
ing additions of individual elements to the site
The current order of movement through 
the site serves as a critical basis for design 
decisions and can be easily read and acted 
upon through the use of design
Overall Negatives
The use of current patterns to infl uence form 
changes needs to be conducted carefully.  
Over intervention in the area can possibly 
displace residents in the area rather than add 
value to their lives
Densifi cation of edges as containment devices, connectors and 
pronouncement of retail + civic core 
Locating a suitable housing typology designed for Yeoville/
Bellevue that accommodates high densities through communal 
living and tuckshops. Leaving tuckshops to develop sporadically
Instituting a set of built form directives to ensure further promo-
tion of formal and informal economics
Dense housing conditions- mixing uses along major corridors
Movement-
• Pronouncing corner of Joe Slovo Drive and Louis Botha Av-
enue as well as corner of Cavendish street and Louis Botha 
Avenue as BRT transport junctions (Arrival spaces)
• Leaving the taxi system to operate fl exibly, but addition 
of planned stops at economic points and return route on 
Hopkins street
• Putco Bus and metro bus prioritised stops along Louis Botha 
Avenue
• Framing and celebrating Intersection energy and creating 
connective systems from them leading towards retail core 
(Bedford Road, Cavendish Road and Joe Slovo Drive ac-
cess points)
• North  south pedestrian movement - lightly densifying Bed-
ford Road and Cavendish Street towards retail core and 
tree lining secondary pedestrian fi ngers
• Development of points of active and passive energy points 
at southern portion of Yeoville/Bellevue. Tower blocks on 
Highlands mound as Architectural features
• Extension of Muller Park for dual purpose of open space 
creation and as an increased drainage catchment
• View over north of Johannesburg from Houghton and south 
of Johannesburg from Yeoville/Bellevue linked and broad-
wallk planned at southern portion of Yeoville/Bellevue for 
views. Tower blocks on Highlands mound for views
Landscaping planned as a network of soft and hard spaces 
and tree lining along prominent pedestrian routes.
Land uses mix increase along Louis Botha Avenue and Rockey/
Raleigh Street. 
Legibility, identity formed by means of street connectivity forged 
through walkable and coherent connective framework.
Figure Ground- Edge conditions along major links tightened and 
missing soft edges made to defi ne pedestrian network.
Detailed implementation and phasing strategy 




Street retailing Issues and Yeoville Market circulation
Absence of mechanisms allowing growth of the infor-
mal sector
Lack of Anchoring Devices other than retail core
Lack of courtyard activation (increased pedestrian 
density on Rockey/Raleigh Street
Lack of extensive mixed land uses 
Overall Positives
Opportunity to increase residential use
Opportunity to link the informal sector public 
realm activity to the formal sector private or 
semi-private/semi-public realm activity (lo-
cally produced and sold goods)
Transport/ movement retailing integration 
(street connectivity)
Overall Negatives
Concerns of heritage destruction 
Increasing building heights to four of fi ve storeys where possible
Designing skills and production centres in buildings that supply 
goods to informal retailers (allowing informal retailers to make 
their way into the formal sector)
Confi guration of transport junctions as public spaces of arrival 
and economic opportunity
Market axis reconfi guration, square and sidewalk confi guration 
for street trading using material design elements 
Design of three beacons along Rockey Raleigh Street as a con-
nective line (Building densifi cation and land use mix support)
Hunter Street and Hopkins Street as support devices feeding pe-
destrian movement onto Rockey/Raleigh Street via courtyards
Detailed implementation and phasing strategy 
shown in chapter seven
Table 5: Analytical diagnosis and design informants summary
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5.10) Case Study: Data Analysis and Mapping Conclusion
The analysis carried out in this chapter is refl ective of the fact that 
Urban Design can and should operate across a number of scales. 
This is  mostly due to the fact that movement and land use are driving 
force behind the manner in which cities and neighbourhoods form 
and the way that they function. This chapter reveals through the se-
ries of maps provided an understanding of the various connective 
infl uences exerted on the site and the manner in which they manifest 
within the immediate locality. Specifi cally, the idea of a dual narra-
tive that sets forth the informants and constraints of the site allows one 
to capture the realities existent in the neighbourhood. Furthermore, it 
shows the manner in which localised retailing gains support from and 
in turn supports commuter behaviour. This relationship forms the crux 
of the operation of Yeoville/Bellevue as a neighbourhood, its eco-
nomic system as well as its social system. It is an extremely healthy 
typology of living that one should at all costs preserve rather than be 
destructive towards. The series of maps complemented by sketches 
and photographs assists in revealing the interrelationships between 
building density, housing and social services, retailing, land use mix, 
transport/movement and street connectivity across a total of nine 
scales. In so doing, it uncovers the importance of the edges that con-
tain and allow Yeoville/Bellevue to be connected to other locations.
The edge conditions and major connectors in conjunction with the 
economic core of Yeoville/Bellevue forms the primary means of its 
local operation. This in essence is a factor that has potential to be re-
inforced so that the current modes of life in the area are celebrated. 
The connection that Yeoville/Bellevue has with the Inner City is cur-
rently poorly defi ned and therefore provides intervention opportunity. 
From the broader analysis, one realises the importance of analysing 
Yeoville/Bellevue as a neighbourhood among other neighbourhoods 
and city nodes. Being an Inner City neighbourhood, Yeoville/Bellevue 
does not only gain regional prominence, but gains international 
prominence as well as a result of migration.
The nature of the chapter is extremely analytical and therefore pro-
vided rich information that allowed the design informants to be set 
up in a coherent and structured manner. The aim for the following 
chapter however, is to translate the design informants into a physical 
design that forms a coherent thread with the analysis. Thus, the man-
ner in which design plans are to be drawn and laid out in the follow-
ing chapter ideally follow the format and style of analytical plans set 
forth in this chapter.
5. SITE – MAPPING AND DATA ANALYSIS
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The previous chapter has illustrated the interrelatedness of  the building den-sity, housing and social services, retailing, land use mix, transport/movement 
and street connectivity using a total of nine scales. While the site informants and 
constraints were set forth, this chapter in turn intends on responding to the inform-
ants and constraints through the provision of a set of principle layers. In so doing, 
sets froth an Urban Design Framework that reinforces the interrelatedness between 
building density, housing and social services, retailing, land use mix, transport/
movement in at the Inner  City scale, the neighbourhood district scale, the site 
scale as well as at the precinct scale as these fall within the domain of Urban dEisgn 
(illustrated in chapter 2). 
Considering the above, this chapter begins by setting forth a recommendation of 
a circuit bus system linking retail nodes within the Johannesburg Inner City before 
progressing towards harnessing non-motorised (cycling) at the neighbourhood dis-
trict level. Harnessing these connective systems assists in completing the linkages 
between the concepts contained within the conceptual framework set forth for this 
study at broader scales. Once this has been establishes, at the site level, an Urban 
Deisgn concept is set forth along with a package of principle layer plans that re-
spond directly to the plans contained in the analysis. Through the execution of this, 
the Urban Design framework advocates for reinforced interrelationships between 
the building density, housing and social services, retailing, land use mix, transport/
movement and street connectivity. Similarly, the Rockey/Raleigh precinct is de-
signed to achieve interrelationships between the above concepts at the street level 
informed by the Urban Design Framework. As such, the precinct design aims to set 
forth an idea of the ,manner in which the Urban Design Framework can be trans-
lated into material space.   
CHAPTER 6: SITE – DESIGN
Designing
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Figure 295: Principle Layers – Proposal for Jozi African Trade Hub Bus Circuit across the Inner City
6.1) Principle Layers: Re-formation of the Johannesburg Inner City and Its Connectivity Infl uences – Proposal
6.1.1) Underpinning a Concept at the Johannesburg 
Inner City Scale
From the analysis in the previous chapter, one can 
deduce that the primary idea here is that the Jo-
hannesburg Inner City along with its zones such as 
Yeoville/Bellevue serves as a magnetic component. 
Its magnetization attracts people globally, conti-
nentally nationally, provincially and even regionally 
due to it being a world renowned economic node. 
As such the concept being proposed at the Inner 
City scale  revolves around the  creation of conveni-
ence for people entering the city (temporarily and 
permanently) by enhancing connectivity between 
zones that are dependant on each other for eco-
nomic reasons as indicated conceptually by fi gure 
294. 
6.1.2) Providing a Jozi African Trade Bus Circuit in the 
Inner City 
The proposal being set forth is to create a Jozi Af-
rican Trade Hub Bus Circuit system that moves in a 
looping formation across the Inner City as indicated 
by fi gure 294. This bus circuit system is largely in re-
sponse to the failure of the BRT system with regards 
to connecting various retail zones in the Inner City 
as illustrated in the analysis (chapter 5). The only cur-
rent connective system linking these core zones is 
the taxi system as highlighted in the analysis. How-
ever, it is extremely diffi cult to carry  a large amount 
of goods in a taxi after shopping at the various retail 
nodes in the city. 
On the other end of the spectrum, one notices here that 
the bus circuit connects Yeoville/Bellevue and the Inner 
City core (zones in which goods are sold by retailers) to 
the material and goods supply zone located to the south 
west of the city. The reinforcement of connectivity between 
these zones relies on a principle whereby the supply of raw 
materials made available in the supply zone can be easily 
accessed by retailers from the goods processing and sales 
zones (Inner City core and Yeoville/Bellevue). This will inevi-
tably enhance economic behaviour and productivity not 
only in Yeoville/Bellevue, but across the entire city.
The implementation of the bus route is likely to happen if it is 
initiated by the CoJ. This system has the potential to benefi t 
various retail zones in the Inner City. As such,  in the long 
term a system can be set up that allows this bus circuit loop 
to be self subsidized by the various players lying within the 
retail zones that the system provides support to. Figure 295 
shows prominent retail nodes across the city which could 
serve as potential candidates willing to subsidize the sys-
tem. Each node (formal, semi-formal/semi-informal and in-
formal) contributing to subsidization can then have a bus 
stop constructed nearby it which has the potential to en-
courage added support for them by people making use of 
the system. Furthermore, people housed within the Inner city 
and Yeoville/Bellevue along with people from other hous-
ing nodes who access the city will be able to access re-
tail opportunity easily and conveniently. Thus, by putting in 
place missing networks such as the Jozi African Trade Hubs 
Bus circuit at this scale, the interrelatedness of building den-
sity, housing and social services, retailing, land use mixes, 
transport/movement and street connectivity is achieved 
and a coherent system is formed.
Figure 294: Principle Layers – Creation of a looping Inner City 
connective system
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Figure 296: Principle Layers – Reinforcing linkages be-
tween Yeoville and its surrounding neighbourhoods
6.1.3) Underpinning a Concept at the Neighbour-
hood Districts Scale
At the district scale, as set forth by the analyses in 
the previous chapter, elements such as the open 
space system factors itself into the study. Therefore, 
the natural edges of Yeoville/Bellevue in conjunc-
tion with its man made edges have been identifi ed 
as the factors that the delineate Yeoville/Bellevue 
from the Inner City core and surrounding neighbour-
hoods. As such, the proposal at this scale aims to fa-
cilitate stronger connectivity from Yeoville/Bellevue 
into some of its surrounding neighbourhoods and the 
Inner City core, linking together enhanced points of 
prominence as indicated by the conceptual draw-
ing in fi gure 296.
6.1.4) Introducing Commuter and Recreative Cy-
cling from Yeoville/Bellevue Into the Inner City
For purposes of commuter connectivity, the imple-
mentation of cycling lanes across Yeoville/Bellevue 
is aimed at providing safety for cyclists that choose 
to commute from Yeoville/Bellevue to the Inner City 
core as illustrated by fi gure 297. It serves as an alter-
native to the use of motorised transport that is cur-
rently the only means of commuting from Yeoville/
Bellevue to the Inner City. 
While on the one hand cycling is being seen as a 
commuter activity as outlined above, the cycling 
routes have also been confi gured in a manner that 
allows residents in Yeoville/Bellevue and from sur-
rounding neighbourhoods to cycle through and 
along green spaces for recreative purposes. Thus, as indi-
cated by fi gure 297 the cycle routes pierce through the 
green open space system in Houghton where views to the 
north are available and loops around Yeoville/Bellevue via 
the Highlands mound from which views to the south are 
available. 
The cycling route proposed here which primarily lies away 
from streets carrying high vehicular volumes, allows a thor-
ough connection between neighbourhoods that house 
people and the retail as well as open space infrastructure 
as social amenities. One notices again that this is being 
achieved through facilitating street connectivity which in 
turn relates to linking together various land uses and areas 
of density. Thus, by putting in place missing networks such 
as the cycling routes at this scale, the interrelatedness of 
building density, housing and social services, retailing, land 
use mixes, transport/movement and street connectivity is 
achieved and a coherent system is formed.
Figure 297: Principle Layers – Proposal for cycling routes linking Yeoville/Bellevue to surrounding areas
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6.2) Principle Layers: Inititial Urban Design Spatial Concepts – A Learning Curve On Route to Formulating a Final Design
6.2.1) Three Past Attempts to Execute an Urban Design Framework for 
Yeoville/Bellevue
Before the fi nal design concept will be revealed here, three attempts 
which occurred with regards to developing an Urban Design spatial 
concept will be briefl y discussed here. It is useful to revisit these past 
attempts as one learns from mistakes made through being critical 
towards ones own work. Furthermore, the idea here is also to demon-
strate that Urban Design is a process of working and reworking ideas 
till they are refi ned. Revealing the past errors also indicates that the 
designer continuously requires critique from other designers and non-
designers that assists in sussing out the strengths as well as weaknesses 
of the work.
6.2.1.1) Reorientating the High Street – First Design Attempt 
This concept relies on the rational that pedestrian movement has 
been altered its operation in an east west direction across the site to 
a north south direction as a result of regional informal transport across. 
As such, the idea as indicated by fi gure 298 was to re emphasise the 
orientation of the east west orientation of Rockey/Raleigh Street to 
being a north south spine leading to a major intersection (transport 
junction) along Louis Botha Avenue. In so doing, the newly formed 
high street was to be fully pedestrianized and given the opportunity 
to hold a host of urban markets. 
This idea in its totality was ill informed as the design concept was for-
mulated before an adequate process of analysis was set forth. For 
instance, the topography was not conducive enough to facilitate 
pedestrian movement in a north south direction. Furthermore, the re-
construction of the a high street would be extremely costly and dis-
turb the current area pattern language
6.2.1.2) Core and Armature Densifi cation – Second Design Attempt
While the fi rst concept was rather far fetched, it nevertheless served 
as a basis for the second attempt as indicated by fi gure 299 on the 
opposite page. The second concept was focused on creating street 
connectivity through densifying Louis Both Avenue and Rockey/Ra-
leigh Street. The retail core along Rockey/Raleigh Street was there-
fore re confi gured in terms of the urban grid and built form  to create 
greater fl ow and interception of pedestrians. Nevertheless, I later un-
derstood that Yeoville/Bellevue already has a stable urban grid and 
therefore it should not be tampered with. Nevertheless, provided a 
leap forward as it enabled the activation of an urban system.
Figure 298: Principle Layers – Re-emphasising the orientating the high street design spatial concept (First attempt)
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6.2.1.3) Complementing Character lines – Third Design Attempt
The third concept relied on the basic structure of the second con-
cept. It was soon realised after the analysis of the edge conditions 
and open space system that Louis Botha Avenue, Rockey/Raleigh 
Street, and the Highlands mount formed three different character 
lines across the site, supported by Joe Slovo Drive. The three elements 
served integral purposes in terms of housing and social services, trans-
port and retailing. Thus, the redrawn scheme as indicated by fi gure 
300 was seen as a more lucrative design decision making effort. How-
ever, in my personal capacity as a designer, I felt that the scheme still 
lacked a general coherence and therefore did not give rise to a co-
herent street connectivity system across the landscape. The concept 
could be solidifi ed further through integrating the various points of 
opportunity across the site as uncovered through the completion of 
the analysis. Thus, the way forward was to take a step back in terms of 
the drawing style by creating a simplistic abstract concept drawing. 
This prompted a refi ned idea for the site which linked to the analysis.
Figure 299: Principle Layers – Core and armature densifi cation design spatial concept (Second attempt) Figure 300: Principle Layers – Complementing Character lines design spatial concept (third attempt)
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6.3) Principle Layers: Re-formation of Yeoville/Bellevue and Its Connectivity Infl uences – Final Proposal
6.3.1) Underpinning a Site Design Concept for Yeoville/Bellevue
After simplifying the idea into basic drawing as indicated by fi gure 
301, the evolution of a coherent neighbourhood evolved. The idea 
was to maintain the cellular function of Yeoville/Bellevue through re-
inforcing its major edges along with pronounced points of porosity 
through its membrane. The idea extends further through maintain-
ing the retail core as its main nucleus but simultanneously activating 
a number of other sub-nuclei which will essentially enhance energy 
within the entire cell. In boosting the energy of the internal function of 
the cell, its internal confi guration is sensitively dealt with and informed 
by the analysis. Through the development of this idea, a solid Urban 
Design Vision could be developed for the site in line with a number of 
objectives to achieve this vision.
6.3.2) Constructing an Urban Design Vision and Principles – Translating 
the Abstract Concept Into a Spatial Concept
6.3.2.1 Vision
The Vision for the design of Yeoville/Bellevue expressed as a spatial 
concept in fi gure 302 on the opposite page, is based on creating a 
cohesive and coherent neighbourhood through reinforcing the links 
between housing and social services, transport/pedestrian move-
ment and retailing (formal, informal and semi-formal/semi-informal). 
The vision therefore promotes the enhancement of street connectiv-
ity, land use mixes and building density along major edges and Links 
such as Louis Botha Avenue, Joe Slovo Drive, the Highlands mound 
and Rockey/Raleigh Street. Relying on the above factors as its focal 
instruments, the UDF to a large degree takes into consideration the 
creation of a neighbourhood formed through the reinforcement of 
energies generated from its private realm and which in turn spills over 
into its public, semi-public/semi-private realms. In so doing the UDF 
promotes seams of connectivity that patch together fractal everyday 
activities such as  living, recreating, working and commuting.  
6.3.2.2 Principles
The development of the spatial concept under discussion here re-
sponds directly to the formal, semi-formal/semi-informal and informal 
systems that are present at all scales and that affect the daily func-
tioning of Yeoville/Bellevue. In achieving the vision, a new built form 
and open space relationship strategy basing itself on existing networks 
across the landscape is to be interwoven into the urban fabric of the 
neighbourhood. The framework thus promotes compact urban living, 
the use of shared communal spaces in the private and public realm, 
the introduction of mixed use building typologies along critical links, 
the introduction of a common space network and the reorientation/ 
placement of missing tree lining systems and landscaping.
Figure 301: Principle Layers – The Yeoville Urban Cell Reinforcement Concept- Activating a multi nucleic system (Final Concept) 
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Figure 302: Informants and constraints – Existing Plan Of Yeoville/Bellevue (Final Concept Underlay) 
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Figure 303: Principle Layers – Reinforcing the retail core and the it Yeoville/Bellevue energy line through it
6.3.3) Re-imagining the Yeoville/Bellevue Front and Rear Portion Mem-
brane
The plan drawing shown previously provides a basic idea of the over-
all spatial concept. Nevertheless, a three dimensional representation 
of this as indicated by fi gure 303 portrays the concept in its entirety. 
The view of the proposal shown here indicates the pronouncement of 
Louis Botha Avenue as a major edge (portion of the membrane) with 
the reinforcement of its points of porosity. Due to Louis Botha Avenue 
playing a major commuter role, buildings along it have been reor-
dered in a manner that creates a more conducive street envelope. 
Similarly, the southern portion of the site is being reinforced by means 
of a belt of tower block buildings overlooking the highlands mound 
as indicated by fi gure 304. This line of tower blocks will essentially pro-
nounce the southern edge of the site reinforcing it as a neighbour-
hood cell membrane while simultaneously activating it as a passive 
space. The southern portion of the site provides immense opportunity 
to hold these tower blocks due to the nature of the landform. The 
tower blocks will not only provide a pure increase in residential space 
which is currently needed in the area, but will also serve a visual and 
aesthetic purpose along the Highlands mound.
6.3.4) Reinforcing the Retail Core and Energy Line Through It
While the northern and southern edges are being solidly pronounced, 
densifi cation of Rockey/Raleigh Street is also being proposed, but the 
fi ner intricacy of its building footprints are maintained as indicated by 
fi gure 304. The medium density typology here along with the solid rein-
forcement of the retail core ensures a continuos envelope across the 
street which will ultimately generate activity across it and emphasise 
its retail core as  the major nucleus. Along with this, Cavendish and 
Bedfrod Roads form arms leading into the economic/retail core from 
transport arrival points at their intersections along Louis Botha Avenue. 
As a support mechanism from which the three proposed belts men-
Figure 304: Principle Layers – Reinforcing the Retail Core Of Yeoville/Bellevue And Energy lines towards it
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tioned above pivot, Joe Slovo is slightly pronounced through the heighten-
ing of buildings.
6.3.5) Formation of Energy Points Lying Across Yeoville/Bellevue
The densifi cation of the various edges and links of Yeoville/Bellevue which 
all have regional prominence does not only reorder the system of building 
placement and heights,  but also adds direct value to the locality of the 
area. It does so through the formation of a number of energy points across 
the site as indicated by fi gure 305. Each energy point is aimed at attracting 
people from the locality. These energy points can potentially activate cur-
rent lost opportunity spaces to offer recreational, commuter and retail value. 
Nevertheless, the role of the retail core as a primary energy point is retained 
and solidifi ed through increased density. 
6.3.6) Formation of a Multi-Nucleic Cell
The above idea can be played with and be narrated through using the  cel-
lular form analogy as indicated by fi gure 305. One notices from this diagram 
that the new membrane or edge condition of the area is highly reinforced 
through densifi cation so that the area can operate as a locality in which 
people live, play, pray and work. As such, the retail core remains the main 
nucleus of the area supported by Rockey/Raleigh street as a line of energy 
on the one hand, while on the other hand a number of other sub-nuclei exist, 
each having a different function. Nevertheless,  each nucleus forms part of 
the overall connective system of the area.
Thus far, much emphasis has been placed on the conceptual value of space 
making through the use of analogies. The following sections and their re-
spective drawings takes these analogies and illustrates the manner in which 
they facilitate the reinforced interrelationships between housing and social 
services, retailing and transport/movement through the creation of street 
connectivity, the injection of land use mixes and the prompting of building 
density.
Figure 305: Principle Layers – Reinforced membrane and various points of energy within Yeoville/Bellevue *Foldout plan on page 240
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6.3.7) Proposed Built Form Relationship Strengthening Retailing and Housing
The relationships between housing and retailing within the locality and the 
manner in which built form encourages this has been discussed extensively in 
the analysis in the previous chapter. The plan shown by fi gure 306 indicates 
the proposed built form directives and its infl uence on housing and retailing. 
One notices here that a coherent built form along Rockey/Raleigh street is 
to span across the entire neighbourhood with a solid edge condition hav-
ing active ground fl oors. Furthermore, a number of accentuated building 
corners have been introduced to create a sense of aesthetic relating to the 
vast amount of outdoor activity that will occur on this street. The same princi-
ple applies to Louis Botha Avenue due to the fact that it will be a commuter 
Route facilitating much pedestrian movement. The built form now makes 
the street conducive for street trading to occur from the economic core on 
Rockey/Raleigh street all the way down to the minor beacon created to the 
west of it. Furthermore, it sets the conditions for street trading to occur at the 
major energy points along Louis Botha Avenue where the BRT stations are to 
sit.
6.3.8) Locating an Appropriate Housing Typology for Yeoville/Bellevue
With regards to housing and creating a lucrative typology that caters for 
the increased people density in Yeoville/Bellevue, Doerman and Mkhabela 
(2010) have already provided a basic concept as indicated by fi gure set 
308 on the opposite page. Their project bases itself on the development of a 
vacant site in Yeoville/Bellevue and relies much on the idea of creating small 
and affordable rental room spaces in the form of row housing which simul-
taneously incorporates a retail frontage. I argue in favour of their model as 
a mechanism that builds itself on the current housing model portrayed in the 
previous chapter of this thesis. I also argue that this model can and should be 
applied to the existing rental space buildings through a process of retaining 
their shell structures, but reconfi guing their internal walls. Nevertheless, while 
this model sets the basis for density consideration,  the actual design of each 
building should be carried out by housing specialists.
Figure 306: Principle Layers – Yeoville/Bellevue Built Form Directives infl uence on retailing and housing (Composite)
*Foldout plan on page 241
5. SITE – DESIGN 
189
Figure set 307: Principle Layers – A lucrative high density housing model and strategy that can be applied across the site to new and existing buildings (Mkhabela And Doerman, 2010)
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6.3.9) Proposed Multi-Modal Movement
While the scheme advocates for new mixed use opportunities along the ma-
jor spines, it lends its movement rational from existing transport and pedes-
trian movement patterns. It can be noticed when looking at the plan shown 
by fi gure 308 that the principle idea is to use Louis Botha avenue as a major 
commuter route carrying a multitude of transport systems while on the other 
hand preserving Rockey/Raleigh Street as a secondary commuter system. 
Consequently, the Urban Design Framework advocates for the enhance-
ment of a number of arrival and departure points along Louis Botha Avenue 
of which the Intersection of Louis Botha Avenue and Cavendish Street holds 
one BRT station, while the Intersection of Louis Botha Avenue and Joe Slovo 
Drive holds the other BRT station. Along with this, the framework advocates 
for the intersection lying at the corner of Louis Botha Avenue and Bedford 
Road to be confi gured as a major taxi stop. On the other hand, the remain-
ing two intersections have been prioritized as Metro bus and Putco bus ar-
rival and departure points. These intersections, chosen according to exist-
ing pedestrian movement patterns will most defi nitely reinforce the feeding 
of pedestrians into the economic core and the area along Rockey/Raleigh 
Street prioritized for street trading. the renewed design of the market with its 
angular axis will funnel people into the core area.
While the above movement system is being reinforced, Hunter Street and 
Hopkins street are also being reinforced as taxi movement corridors with a 
number of stops. These stops have been positioned in a manner that allows 
pedestrians to move through the courtyard structures towards Rockey/Ra-
leigh Street. Along with this, the crucifi x form of existing taxi movement down 
Cavendish Street is being celebrated with a minor transport square planned 
at the intersection lying at the corner of Hendon Street and Joe Slovo Drive.
Along with the idea of transport junctions, a new pedestrian system is intro-
duced, to form a loop across the site connecting the broad walk along the 
highlands mound to the Munro drive viewing deck in Houghton. The bicycle 
route proposed at the district scale also plays a role in facilitating back and 
forth movement between these two areas
Figure 308: Principle Layers – Yeoville/Bellevue movement proposal (Composite) *Foldout plan on page 242
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6.3.10) Proposed Landscaping and Vegetation
Outlined in the analysis in the previous chapter is the fact that the current 
landscaping patterns do not align with pedestrian movement patterns in the 
site. Figure 309 indicates the landscape proposal fro the site. One realises 
when looking at this plan that transport junctions (particularly along Louis 
Botha Avenue and Joe Slovo Drive) are created through the use of hard 
textures and consist of small indigenous trees as a arrival points of comfort. 
They are also framed by buildings that defi ne them through a series of active 
edges. While tree lining only exists in an  east west direction, a series of large 
trees are being used to provide pedestrian comfort along the routes that are 
pritoritized fro pedestrian movement as discussed on the previous page.  
Courtyard spaces along Rockey/Raleigh Street are also provided with a 
hard texture due to the fact that they can be used productively during the 
day and serve as entertainment spaces at night. Rockey/Raleigh street itself 
is being lined with small rather than large trees that provide shade for parked 
cars and traders as a result of the building overhangs and colonnade system 
providing shade along sidewalks, adding to pedestrian comfort. 
One also realises from the landscaping plan that the idea is to create a con-
tinuous open space system through complementary hard and soft space 
textures. In so doing the primary design action here is to provide a relation-
ship between the green space systems  lying at the southern portion of the 
site, the central portion of the site as well as the northern portion of the site. 
These green spaces are connected through tree lined avenues from in a 
north south direction
The introduction of the perimeter block typology as rather apparent in this 
proposal. As such, a series of green courtyards lying in areas off Rockey/Ra-
leigh street exists with the aim of  promoting these as semi-private/semi-pub-
lic spaces in which children can play safely. This is largely in response to the 
high people density design of the private realm being advocated for here.
Figure 309: Principle Layers – Landscaping proposal (Composite) *Foldout plan on page 243
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6.3.11) Proposed Land and Building Use
From the previous chapter, it can be noticed from the analysis that there 
lacks a strong component of land use mixes within Yeoville/Bellevue. With 
the result, people are informally facilitating a mix of land uses in order to 
cater form their livelihoods. Nevertheless, as indicated by the land and build-
ing use proposal drawing in fi gure 310, the advocation of mixed land uses 
along major movement spines is being planned here. This plan by no means 
serves to prescribe a set of building uses, but rather suggests what might be 
optimum uses for each building. These may develop differently in a real life 
situation.  
The idea behind the allocation of land and building uses bases itself on the 
logic that Rockey/Raleigh Street becomes a spine with a multitude of differ-
ent uses ranging from retail activity, restaurant entertainment, light industrial 
activity, residential use and even civic use. Thus the principle behind this is to 
introduce a sense of variety onto Rockey/Raleigh Street that does not only 
allow advancement of the informal economy, but also adds to the gen-
eral value that the spine can add to the lives of residents. One also notices 
from this plan that arrival spaces areframed by buildings that primarily have 
restaurants located on their ground fl oors and residential as well as offi ce 
environments on the top fl oors. By doing this, the restaurants will encourage 
people to linger within these spaces while the offi ces and residential compo-
nents provide natural surveillance over the arrival space. 
One the contrary, the use mix along Louis Botha Avenue and Joe Slovo Drive 
has been stipulated in a rigid way due to the commuter value of these links. 
This is also to promote the continuity of the links with regards to their Archi-
tectural style (fenestration), as oppose to the fi ner grained Architectural ty-
pologies being intended for Rockey/Raleigh Street. While the above edges/
belts are being planned with mixed use in mind, the southern portion of the 
site has its tower blocks as pure residential uses. The primary intention here is 
to maintain the peaceful character of this portion of the site allowing rapid 
activity to occur towards the northern portions of the site in lower lying areas.
Figure 310: Principle Layers – Yeoville/Bellevue land and building use proposal (Composite)
*Foldout plan on page 244
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6.3.12) Proposed Introduction of a Legibility, Identity and Street Connectivity
In the analysis carried out in the previous chapter, it was realised that cur-
rently the legibility of Yeoville/Bellevue is fragmented and does not form a 
solidly defi ned street connectivity network providing each component within 
Yeoville/Bellevue with a well defi ned identity. Consequently, the proposal 
here is to use a system of hard and soft spaces that begins to defi ne a street 
connectivity system structured around points of energy to form a legible 
neighbourhood as indicated by fi gure 311.  When looking at this plan, one 
realises that each anchoring point of energy lying across the site is given an 
identity through the use of solid edges that frame the exterior space. Particu-
larly the prominent transport knuckles lying along Louis Botha Avenue and on 
Joe Slovo Drive have been extensively defi ned and are linked to Rockey/Ra-
leigh Street through a system of soft edges. The defi nition of this ensures that 
pedestrians are guided along specifi ed routes from one energy point to the 
next, allowing them to attach an identity or mental image to each space 
that they pass through. The plan therefore strives to create coherent forms of 
street connectivity. Particularly, along Louis Botha Avenue, Joe Slovo Drive, 
Rockey/Raleigh Street and the Highlands mound, the fragmented nature 
of the existing edges have disappeared through a process of reconfi guring 
the order of buildings lying along these edges. These edges are intended 
to contain and therefore guide pedestrian movement as they physically 
and psychologically defi ne the thresholds of the area. The proposed edges 
across the site therefore  defi ne create spaces of exposure where pedestri-
ans ought to linger (within spaces of energy). This ultimately results in a se-
quence of rooms across the site in which activities occur. While the above 
is being proposed through the enhancement of the idea of spatial order, in 
a more realistic sense, the scheme aims to connect social amenities, retail 
areas and transport facilities together through the facilitation of street con-
nectivity formed by the edges and density of buildings. While this is the case, 
housing is factored into the system along densifi ed major links and edges as 
well as by lying sporadically along the proposed urban network.
Figure 311: Principle Layers – Yeoville/Bellevue legibility, identity and street connectivity proposal (Composite) *Foldout plan on page 245
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Figure set 313: Principle Layers – Comparison between existing and pro-
posed  inverted fi gure ground confi guration of Yeoville/Bellevue
Existing Inverted Figure Ground Configuration
Proposed Inverted Figure Ground Configuration
Figure set 312: Principle Layers – Comparison between existing and pro-
posed fi gure ground confi guration of Yeoville/Bellevue
6.3.13) Proposed Figure Ground Confi guration
As discussed in the analysis in the previous chapter, the current fi gure 
ground confi guration of Yeoville/Bellevue portrays fragments of large 
building footprints in the area that do not align to form a continuous 
exterior space system. The footprints of the current built form however 
assists to provide an idea of where the major and minor arteries run, 
as indicated by the existing fi gure ground diagram contained in fi gure 
set 312. When converting the proposed scheme into a fi gure ground 
diagram, one realises that the urban form along major edges and 
links have tightened and become more dense. Furthermore, the use 
of the perimeter block building typology encourages a series of robust 
courtyards that could potentially contain economic as well as social 
activity in space. Along Rockey, Raleigh Street, additions to existing 
buildings have been made in order to form courtyards and therefore 
these courtyards are less rigidly framed. On the contrary, courtyards 
along Louis Botha Avenue are planned in a rigid and ordered way to 
provide a strong edge framing commuter activity.  
6.3.14) Proposed Inverted Figure Ground Confi guration
Inverting the fi gure ground confi guration diagram assists to read the 
open space system form a different perspective. In the analysis, it was 
indicated that the retail core was the densest area of the neighbour-
hood  which has open spaces appended to it (existing inverted fi g-
ure ground diagram in fi gure set 313). This was identifi ed as one of 
the strengths of the neighbourhood design. As such and indicated 
by the proposed inverted fi gure ground diagram in fi gure set 313, this 
system has been densifi ed further. The open space system has been 
made more continuous , reinforcing its relationship with the core area. 
Along with this, the southern portion of the site begins to integrate itself 
with the other edges of the site.  Thus, increasing building density al-
lows promotes transport/movement while increasing the level of street 
connectivity in the area.
Existing Figure Ground Configuration
Proposed Figure Ground Configuration
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6.3.15) Urban Design Framework Proposal Pre-Realization Physical 
Model External Neighbourhood Function
The primary reasoning behind this discussion is show the manner in 
which the concept discussed earlier is translated into space at a real-
istic level.  The concept giving rise to the principle layers discussed pre-
viously promotes the creation of an urban cell with the retail core of 
Yeoville/Bellevue serving as its main nucleus while a number of other 
sub-nuclei lie within the cell as minor points of attraction. Figure 314 
illustrates a view of the site from the south east and it can be realised 
here that the Highlands mound is reinforced by a series of buildings 
that hold a set of voids together. Alike, fi gure 315 illustrates a view of 
the site proposal from the north east and Louis Botha Avenue acts as 
the major edge holding a series of buildings that forms a line of en-
closure and spots of exposure.  Furthermore, this model illustrates De 
La Rey Street as a more illusive edge at which the Yeoville/Bellevue 
grid limits itself. Whereas this is noticed at form the north east, the view 
from the north west illustrates Joe Slovo Drive as a reinforced edge 
between Yeoville/Bellevue and Berea hosting a number of shared 
voids. The illustration of the physical model from the three different 
views discussed above allows one to realise as the cell membrane, 
the edges of the site reinforces  it as a contained locality in which 
activity occurs. Along and within the confi nes of the membrane exist 
a number of voids which serve as the sub-nuclei of the neighbour-
hood. Nevertheless, the view of the site proposal from the east as 
indicated by fi gure 316  illustrates the retail core of Yeoville/Bellevue 
as the major nucleus of the area which acts as the main generator of 
energy in the urban cell.
The existence of this cell allows one to realise that  the operation of 
Yeoville/Bellevue as a locality has been sought for by the design and 
in its broader context it can remain as a locality of the Inner City to-
wards which people fl ock. 
Figure 314: Principle Layers – Proposal view form south-east Figure 316: Principle Layers – Proposal view form north-east Figure 317: Principle Layers – Proposal view form north-west
Figure 315: Principle Layers – Proposal view form east
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Figure 318: Principle Layers – Common Space Proposal (Composite) *Foldout plan on page 246
6.3.16) Proposed Common Space System – The Evolution of a Com-
mon System
In the analysis, no mention of a common space system was made. 
This is largely due to the fact that a coherent common and collective 
space system does not exist and can therefore not be represented 
graphically. Nevertheless, as indicated by fi gure 318, the proposed Ur-
ban Design concept gives rise to a common and collective space sys-
tem for the area. One realises here that the system is formed through 
a series of elements such as hard space confi guration, soft space 
confi guration, edge conditions and a series of tree lining. Through a 
series of primary as well as secondary connectors, a walkable neigh-
bourhood that allows residents to use a series of spaces strung along 
the connective system is achieved. Simultaneously, the idea here is 
largely to celebrate existing pedestrian behaviour patterns.
 
The creation of the neighbourhood network being proposed here 
reinforces the existing nature of Yeoville/Bellevue as an urban cell in 
which people live, work, play and pray. It also lends its use to the com-
muter value of the area through linking strategically placed transport 
points to the economic core which ultimately solidifi es the idea of re-
tail support gained from pedestrian fl ow. Along the network exists a 
number of accessible open spaces that allows resting points for indi-
viduals using the walkable network as well as spaces in which children 
can expel their energy. The extension of Muller Park close to the eco-
nomic core and the proposal of buildings framing the Yeoville Park is 
intended to allow children to play within close range to the economic 
core while their parents work as retailers or shop. One realises from 
the discussion here that the formation of a common space system 
allows housing, transport/movement and retailing to relate to each 
other. This is simply achieved through using building density to facili-
tate street connectivity and strategically locating mixed use buildings 
that facilitates movement. More critically, the edges and connectors 
are densifi ed to facilitate public life.
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Figure set 319: Principle Layers – Views down major edges and connectors
Louis Botha Avenue And Cavendish Street
Tower Blocks Reinforcing Southern Site Portion
Louis Botha Avenue And Joe Slovo Drive
Rockey/Raleigh Street
6.3.17) Urban Design Framework Proposal Critical Edges and Links 
Densifi cation
The fi rst image contained in fi gure set  319 provides a view from the 
intersection of Cavendish Street and Louis Botha Avenue into Yeoville/
Bellevue. This model illustrates the difference in tree-scaping that is 
used along Cavendish Street and Bedford Road used as an element 
to reinforce the connective identity of the link between Cavendish 
Square and the retail core. One also realises here that the tower land-
marking the Yeoville/Bellevue water works assists in forming the end 
point of this link at the Highlands mound. When the view is fl ipped 
around as indicated by the second image in fi gure set 319, a view of 
the Highlands mound is shown and it can be noticed here that  a line 
of tower blocks grow out of the landscape according to the land-
form. This line of buildings pronounces allow a void through which the 
Yeoville/Bellevue water tower can be viewed from lower lying neigh-
bourhoods along with the tower block, retaining the areas physical 
identity. Panning the model around in an eastward direction allows 
one to have a view down Louis Botha Avenue as indicated by the third 
image contained in fi gure 319. One realises here that as the northern 
edge of the site performing as a commuter link, Louis Botha Avenue is 
being given a rigid and ordered building structure in order to create a 
pur form of legibility through street connectivity.  Furthermore, it looks 
towards a reinforced beacon building that has huge potential to be 
developed as an attractive Architectural feature marking one of the 
critical entrance points into Yeoville/Bellevue (looking over Caven-
dish Square). The ordered building form here represents the idea of 
City effi ciency and stringency which is the primary feeling that is to be 
evoked in a commuter before entering Yeoville/Bellevue which then 
represents a sense of freedom through its less rigid form.
The idea of breaking rigidity and stringency in Yeoville/Bellevue 
to allow a sense of freedom to be felt by individuals once they get 
dropped of by public transport is in its exact form illustrated by the 
intended design character of Rockey/Raleigh Street as indicated by 
the bottom most image contained in fi gure 319. It can be noticed 
in the view taken here which looks up Raleigh Street from the retail 
core that the building form while still maintaining a solid edge condi-
tion provides a break in rigidity through a variation of building heights 
and fi ner grained built form. One also realises from this view that the 
reconfi guration of the retail core, (specifi cally the axis of Yeoville Mar-
ket) allows the funnelling in of people into the major nucleus of the 
neighbourhood. It is inevitable that pedestrian density in this area 
will be even greater than outlined in the analysis, therefore provid-
ing support towards market and street retailers. Thus, Rockey/Raleigh 
Street becomes a line of energy with its most vibrant point being the 
retail core. The following section of this thesis therefore introduces the 
Rockey/Raleigh street precinct design.
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6.4.1) Delineating Site Precincts
The Urban Design Framework up to this point has provided an under-
standing of the entire site, its connections, its edges and its critical com-
ponents. This in essence allows one to delineate six major precincts, each 
having their own anchoring components as indicated by fi gure 320: 
• Rockey/Raleigh Street precinct anchored by the retail core (retail focus)
• Louis Botha Commuter Link precinct anchored by Cavendish Square 
and Joe Slovo Square (public transport focus)
• Joe Slovo Drive precinct anchored by the Joe slovo Taxi Square, Berea 
Park and Hilbrow Park (retail and recreation focus)
• Bedford/Cavendish connector precinct anchored by Muller Park (rec-
reation focus) 
• Zionist Koppie precinct anchored by the Zionist Christian Church Building 
(religion focus)
• Lower Recreation precinct anchored by the sports and recreation facil-
ity (sports and residential focus). 
6.4.2) Rationalising and Justifying the Selection of the Rockey/Raleigh Street 
Precinct
From the above listing of precincts, the Rockey/Raleigh Street precinct 
serves as a priority precinct for design due to the fact that it holds the eco-
nomic core of the area. The economic core which is the primary nucleus is 
a major force in terms of generating livelihood for the urban poor. Setting up 
the design of the Rockey/Raleigh Street precinct will therefore enhance the 
economic importance of the area allowing more jobs to be created and 
therefore increase the ability of residents to meet housing rental demands 
in the area. Furthermore, the Rockey/Raleigh Street is already comprised of 
formal, semi-formal/semi-informal and informal retail activity which provides 
the opportunity for design experimentation to integrate this into the neigh-
bourhood fabric. A lack of land use mix also exists here which allows room 
for  the factoring in of housing. Lastly, it serves a commuter function as well 
which allows the integration of transport with retailing.
6.4) Principle Layers: Rockey/Raleigh Street Precinct Design
Figure set 320: Precinct Material Layers- Precinct Delineation Plan *Foldout plan on page 247
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6.4.3) A Vision and Aim for Creating an Integrated Street
It is key that the retail character of the Rockey/Raleigh Street precinct 
is preserved and reinforced. The creation of a street that guided by 
the UDF that integrates housing and social services, retailing and trans-
port/movement through instituting a mix of land uses, densifying build-
ings where possible and generating edge conditions that promotes 
street connectivity is critical. In achieving this, the following precinct 
vision and detailed street making principles are to be instituted:
6.4.3.1) The Precinct Vision
The precinct vision here is based on development that creates a hu-
man scaled, active and vibrant public environment within a milieu of 
retail activities with supporting light scale manufacturing, skills training 
and residential uses. The broader principles used to achieve the vision 
are as follows:
• Principle 1: Creating a mix of uses across the horizontal as well as 
vertical landscapes (as guided by the vision)
• 
• Principle 2: Ensuring a relationship between public, semi/public, 
semi-private and private realms activity through space making 
that promotes skills training and local manufacturing in buildings 
that in turn provides goods supply for informal street retailing.
• Principle 3: Promoting the construction of a comfortable and aes-
thetic public realm through the use of tree-scaping in conjunction 
with elements such as building overhangs and colonnades that 
creating a conducive environment for street retailing.
• Principle 4: Accommodating pedestrianism as the major move-
ment typology confi gured according to informal retailing and 
public transport junctions.
• Principle 5: Focusing on the needs of pedestrians fi rst through en-
suring that vehicular movement supports rather than hinders hu-
man activity in the area.
• Principle 6: Creating safe, well co-ordinated movement by calm-
ing vehicular traffi c in areas where high pedestrian densities are 
expected.
• Principle 7: The building of a road structure hierarchy to ensure 
categorisation of speed fl ows in the area
• Principle 8: Designing a form of street connectivity that knits to-
gether a series of robust spaces which can be accessible on a 24 
hour basis. 
6.4.3.2) The Precinct Design Aim
The design strategy for the Rockey/Raleigh Street Precinct aims (with 
co-operation of landowners and key stakeholders) to determine how 
development in the area could take place in a manner which is sus-
tainable, enhances the area’s advantages, addresses its disadvan-
tages, and maximizes benefi ts to the landowners and renters while 
simultaneously promoting growth for informal retailers. In achieving 
this aim, a set of coherent and more detailed principles have been 
set up below:
• Urban Design Detailed Principles And Coding
• Detailed Principle 1: Making the connections –
 • Physical and visual urban integration
 • Well defi ned access to public squares (nodal areas)
 • Limitation on vehicular connections and traffi c calming
 • Reinforced Pedestrian only backyard connections.
• Detailed Principle 2: Defi ning the public realm –
 • Active edges for development
 • Building corners facing pedestrian paths to be accentuated
 • Urban Perimeter block typologies preserved 
 • Reduction of pavilion Architectural Typologies
 • Robust Courtyard designs preserved an encouraged
 • Dense built form with Building heights between 4-5 storeys.
• Detailed Principle 3: Invest in the public realm –
 • Creating simplistic yet functional public space
 • Allowing a balance between hard and soft space
 • Public open space to strongly interact with private space
 • Completed network of public space
 • Enhanced Streetscape elements on ground fl oor facades
 • Simple, yet functional Street Furniture and lighting design. 
• Detailed Principle 4: Broader mix of urban amenities –
 • Variety of place usage at intersections to maintain vibrancy
                and 24 hour usage (retail and social based)
 • Integration of living, working, learning, praying and playing   
    within a single street.
• Detailed Principle 5: Precinct formation –
 • Retaining existing local identity formed by current users
 • Landmark differentiation and typologies marking precinct
 • Public and Private Realm to serve community needs
 • Building orientation to absorb maximum natural light
 • Setbacks and build to lines principle along entire link.
• Detailed Principle 6: Build to last, yet fl uid and fl exible –
 • An Architecture to reinforce community identity
 • An environment built to last, but open to future adaptation.
6.4.4) The Precinct Design Broader Spatial Idea 
The principles above manifests into a precinct plan as indicated by 
fi gure 321 spread across the following two pages. One notices from 
this plan that most of the existing building typologies have been re-
tained, but additions to the form have been made in order to create 
a stronger public realm. Raleigh Street and Rockey Street have been 
designed in a manner whereby they allow a continuous form of street 
connectivity incorporating their back spaces and courtyards. The 
brown paving texture margins on Raleigh street symbolises sidewalks 
designed for informal retailing and  differs from the grey paving tex-
ture margins on Rockey Street which symbolises sidewalks where no 
trading should occur. This is planned according to the fact that Ra-
leigh Street is dominated by informal retail activity due to enhanced 
pedestrian movement on it while Rockey Street is mainly comprised 
of formal retail activity and entertainment uses encouraging pedes-
trians to linger instead. Thus, between the two sits the Yeoville Market 
which primarily serves as the major semi-formal/semi-informal pivot. As 
a means of incorporating social amenities, the Yeoville Park framed 
by a cohesive group of relocated civic buildings looking appends 
itself to Raleigh Street as an economic activity spine.
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Figure 321: Precinct Material Layers – Rockey/Raleigh Street Precinct Plan
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*Foldout plan on page 248
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Figure 322: Precinct Material Layers – Indication of the built form sequence along Rockey/Raleigh Street
This discussion is focused on the manner in which the existing conformity and 
uniformity of the edge conditions of the Rockey/Raleigh Street link is defi ned 
to allow walkers to experience a series of moments. This is shown in three 
dimensions by the by the massing model  in fi gure 322 which allows one to 
notice the manner in which buildings have been arranged to increase the 
general permeability across the site. For this diagram it is evident that build-
ing edges frame the street, but in most cases promote permeability through 
the courtyards. The formation of a porous building edge touches on the 
emotions of the walker as he/she becomes curious of the activity occurring 
within courtyards. This encourages lingering on the street, slowing down the 
pace of pedestrians which in turn allows them to pay more attention to shop 
front displays as well as goods being sold by informal retailers. It also provides 
the opportunity for pedestrians to move away from the business of Rockey/
Raleigh Street from time to time by detouring through the courtyard spaces. 
While buildings along the link have a uniform,but porous edge, the new 
Yeoville Market building switches its orientation in order to indicate differ-
ence and to serve as a visual marker in space. This concept is very similar 
to the idea of the manner in which mosques serve as structuring elements 
in Islamic cities as discussed in chapter two (discussion on Cairo). In the 
same way that the market building preforms this function, the height of the 
Shoprite building within the economic core has been increased as well to 
form a visual icon in space. 
6.4.5) Rockey/Raleigh Street Confi guration Changes 
Figure 323 on the opposite page shows a view down Rockey /Raleigh Street 
from Joe Slovo Drive. One realises from this diagram that the proposed form 
for the link is aimed at harnessing and strengthening movement along it 
through densifying built form where possible. The density of built form essen-
tially allows vertical housing to be introduced along Rockey/Raleigh Street 
and a general increase in formal ground fl oor retail activity. This discussion is 
elevated when looking at the fi gure ground changes along Rockey/Raleigh 
Street precinct as indicated by fi gure set 324. It can be noticed from this 
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Figure 323: Precinct Material Layers – View Of Rockey/Raleigh street Pre-
cinct 
Figure 325: Precinct Material Layers – Inverted fi gure ground confi guration of Rockey/Raleigh Street
Figure 324: Precinct Material Layers – Figure ground confi guration of Rockey/Raleigh Street
Existing Inverted Figure Ground Configuration
Proposed Inverted Figure Ground Configuration
Proposed Figure Ground Configuration
Existing Figure Ground Configuration
drawing that the edge condition of the entire link assists in forming 
one coherent line linking a series of urban rooms that serve a variety of 
functions. As such, building density is being used as a tool to reinforce 
street connectivity. This as an overall strategy serves as a structuring 
device for housing and retail activity as mentioned previously. By in-
verting the fi gure ground diagram as indicated by fi gure 325, the back 
spaces of Yeoville/Bellevue begin to illuminate allowing one to realise 
the value of adding on built space to form the perimeter block typol-
ogy. The use of this typology assists in creating a number of moments 
connected to the link, but semi-autonomous allows each space to 
serve as individual activity containment areas that gives rise to public 
interaction. Thus, the over arching idea for this precinct is the creation 
of a local African Village in which a set of overlapping formal, semi-
formal/semi-informal and informal layers operate. A discussion of the 
detailed design of the link follows with the intention of illustrating at the 
street level the manner in which building density, housing and social 
services, retailing, land use mix, transport/movement and street con-
nectivity are reinforced and interrelate.
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Figure 326: Precinct Material Layers – Structuring a series of three beacons along Rockey/Raleigh Street (plan representation)
6.4.6) The Establishment of a Series of Beacons as Precinct Anchoring 
Devices 
One notices from the previous discussion that the precinct plan sets 
forth the creation a solid street connectivity line by the positioning of 
buildings and structuring of sidewalks along Rockey/Raleigh Street. 
Along this line of connectivity the precinct plan gives rise to three 
beacons which anchor the various parts of Rockey/Raleigh Street as 
indicated by fi gure 326. These three beacons located at key intersec-
tions are directly focused towards generating transport/movement 
energy and retail activity at strategic points as recommended by the 
UDF. Therefore, the formation of these beacons directly reinforces the 
link between transport and retail activity. While this serves as the pri-
mary connective system of the hierarchical order, Hunter Street and 
Hopkins Street provide support for the prominence of Rockey/Raleigh 
Street by being secondary transport movement links carrying taxis re-
turning into Yeoville/Bellevue from the east. This is illustrated by the 
plan in fi gure 326 which showing the a basic hierarchy of movement 
ways on streets and the porosity of spaces between buildings. One 
notices in this diagram that the role of building density is extremely 
critical as the alignment of building edges and their role in framing 
space serves as a direct informant of movement. The precinct plan 
therefore forms a connective system that in essence celebrates the 
intricate nature of Rockey/Raleigh Street and adds a dimension of 
usability to the overall precinct through the ordering of a local move-
ment system and retail activity supported by vertical residential uses. 
The confi guration of this as a structuring device will directly enhance 
the interception of pedestrians  by formal/semi-formal/semi-infor-
mal and informal retail activity, ultimately enhancing overall socio-
economic performance of the area. While this is the case, the back 
spaces/courtyards of Yeoville/Bellevue now become robust spaces 
through which pedestrians can move, residents can perform local 
manufacturing, children can play and people can socialise. The in-
tention of creating these spaces is based on the concept of allowing 
the energy of Rockey/Raleigh Street to leak into its back spaces. The 
development of the three beacons reinforces the overall system so 
that the above can be achieved.
6.4.7) Three Dimensionally Pronounced Beacon Formations
Figure 327 on the opposite page shows the three dimensional confi gu-
ration of the three beacons along the link and the manner in which 
they anchor activity through creating openings in which people can 
linger while the remainder of the street promotes movement. The 
buildings located within the beacon areas are primarily six to seven 
stories high while other buildings along the link are no higher that fi ve 
storeys. Increasing the building height and density across the entire 
link creates a greater sense of enclosure allowing vehicles to move at 
a slower speed. This promotes a pedestrian friendly environment. The 
detailed designs of each of the three beacons follows.
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Figure 327: Precinct Material Layers – Structuring a series of three beacons along Rockey Raleigh Street (3D massing representation)
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Figure 328: Precinct Material Layers – Focus area for the detailed design of the Raleigh Street Square beacon and its appending link
Figure 329: Precinct Material Layers – Raleigh Street Square beacon and its appending link plan
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6.4.8) Raleigh Street Square Beacon and Its Appendage to the Street
Figure 328 on the opposite page highlights the area of the Raleigh 
Street beacon that will be focused on in this discussion. On the other 
hand fi gure 329 on the opposite page in conjunction with fi gure 330 
show the design of the beacon with its strategically placed bus shel-
ters and culverts that allow taxi’s and buses to rapidly drop people 
off and pick them up. As an arrival point, the square is designed in a 
manner whereby dedicated informal retailing pods shaded by large 
trees interact with transport arrival points which simultaneously sepa-
rate informal retailing from the active building edges with restaurant/
entertainment frontages. Furthermore, the square appends itself Ra-
leigh Street. Figure 331 shows a detailed plan of Raleigh street. The 
brown paving texture band alongside the roadway is designed as 
a margin for traders and therefore serves as their territory. This allows 
traders to carry out business while and not impeding pedestrian fl ow 
and obstructing formal shop entrances. While this is the case, the 
trading margin also serves as an area on which urban furniture and 
trees are placed that  serve the needs of traders and pedestrians.
Figure 331: Precinct Material Layers- Raleigh Street appending link sidewalk detailed plan
Figure 330: Precinct Material Layers- Raleigh Street Square beacon and its appending link (perspective view)
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Figure 332: Precinct Material Layers – Area at which cross section drawing A-A taken along Raleigh Street
Figure 333: Precinct Material Layers – Cross section drawing A-A along Raleigh Street
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Figure 332 on the opposite page indicates the area in which the cross 
section drawing set forth by fi gure 333 has been taken. One notices 
from the cross section drawing that Raleigh Street is designed in a 
manner whereby the overhangs and colonnades serve as the major 
elements of enclosure.  With this being the case, the planting of small-
er trees along the link has become more appropriate as a means of 
providing traders with shade while the lighting design illuminates trad-
ing spaces as well as the roadway for vehicles. Furthermore, urban 
furniture is integrated into the environment which ultimately allows the 
integration of retail space with social space.  This is indicated more 
clearly by fi gure 334 which represents the renewed character of Ra-
leigh street. Nevertheless, the cross section drawing (fi gure 333) allows 
one realises that buildings along the link comprise of mixed uses with 
the intention of generating more activity in space. While the fi rst fl oor 
acts as a retail space, the second and third fl oors serve the function 
of light scale production and skills training. Furthermore, Raleigh street 
links into robust courtyards which can be used for goods production 
during the day and entertainment spaces during the evenings. The 
thinking behind this relies on the idea that local production and train-
ing should occur so that goods can be directly supplied to retailers on 
the street. The  design concept here therefore promotes the rational 
that linking private and public realm activity will essentially provides 
opportunity for street retailers to upgrade from being an informal re-
tailer to being a skills provider. As such, the buildings incorporate work-
shop spaces where the retailer can then apply the skills attained from 
the skills centre. The individual can then be empowered to gradually 
work himself/herself to start a private business in the formal sector. This 
scenario is reinforced by the fact that if the street economy is con-
nected more strongly to the formal production economy, each time 
that one individual leaves the street economy, a vacancy is created 
for another individual entering Yeoville/Bellevue. Lastly, the addition-
al upper fl oors of buildings allows the increase of residential use that 
essentially adds to a affordable rental housing in the area. Thus,the 
mix of land uses in this instance applies to the building use as well as 
the spillover activity and uses on sidewalks. 
Figure 334: Precinct Material Layers – Raleigh Street appending link sidewalk (perspective view)
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Figure 335: Precinct Material Layers – Focus area for the detailed design of the retail core beacon and its appending link
Figure 336: Precinct Material Layers – Retail core beacon and its appending link plan
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6.4.9) Retail Core Beacon and Its Appendage to the Street
Figure 335 on the opposite page highlights the area lying at the 
transition of Raleigh Street into Rockey Street where the Retail Core 
beacon lies. Identifi ed as the most critical area of the entire neigh-
bourhood, this portion of Rockey/Raleigh Street intercepts pedes-
trians arriving via public transport along Louis Botha Avenue as well 
as pedestrians arriving from the CBD that get dropped off within the 
core beacon. It thus forms the nucleus of the neighbourhood. Figure 
336 on the opposite page in conjunction with fi gure 337 provides the 
proposed confi guration of the area under discussion here and the 
manner in which it forms the junction between Raleigh Street and 
Rockey Street. One notices from this diagram that building corners 
are confi gured in a manner that forms an iconic intersection. The 
mouth of the Yeoville Market now funnels pedestrians into the inter-
section towards the Shoprite building where retailers are located. 
The confi guration of the link appending itself to the intersection has 
been carried out in a manner that allows pedestrian fl ow intercep-
tion from the west as well. While this is the case, the Zebra crossings 
allow easy and safe fl ow of pedestrians across the intersection so that 
during peak hours movement through the area does not become 
awkward for pedestrians. Figure 338 shows the detailed design of the 
sidewalk outside the shoprite building and one notices here that on 
street parking is kept away from the core area in order to allow the 
free fl ow of pedestrians. Furthermore, a shelter in conjunction with a 
culvert is being proposed outside the Shoprite building where taxis 
and buses can easily pick up and drop off pedestrians in a safe and 
comfortable manner. Zebra crossing enclose the transport docking 
area along with paving texture that calm traffi c in order for people to 
enter and escape the transport area easily while still providing retail 
support. Similar to the previous beacon, a margin is created for retail-
ers who choose to locate in this area, but only a limited amount of 
trees are provided directly outside the Shoprite building and Yeoville 
Market as the overhangs serve as the primary element for shading.
Figure 338: Precinct Material Layers – Raleigh Street And Rockey street appending link sidewalk detailed plan
Figure 337: Precinct Material Layers – Retail core beacon and its appending link plan (perspective view)
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Figure 339: Precinct Material Layers – Area at which cross section drawing B-B taken within the retail core
Figure 340: Precinct Material Layers – Cross section drawing B-B within the retail core
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Figure 339 on the opposite page indicates the area in which the cross 
section drawing set forth by fi gure 340 has been taken which will be 
discussed here. From this drawing it is indicative that the Raleigh  Street 
is confi gured in a manner that allows an easy transition in movement 
modes from being a commuter to being a pedestrian. The blind wall 
along the edge of the shoprite building is being designed in a man-
ner whereby cubic stalls are integrated to react to pedestrians  and 
arriving commuters. Furthermore, semi formalising street retailing in this 
instance allows retailers to be incorporated into the environment, but 
still leaves enough space for pedestrian circulation along the side-
walk.  In order to ensure further effi ciency of public transport and pe-
destrian circulation, all loading into the shoprite building occurs along 
Hunter street as a back operation. This is largely due to the fact that 
large trucks deliver goods to Shoprite and need to be kept away from 
Rockey/Raleigh Street as indicated by the section 
drawing.  
While the edges of the shoprite building promotes 
serve an integral purpose, the building itself is den-
sifi ed to become multifunctional as it incorporates 
Shoprite as a retail anchor on the ground fl oor while 
using the vertical density to promote skills training, 
light manufacturing and roof top farming. This pro-
motes the local supply of goods to street retailers 
as well as other formal stores in the area. Figure 341 
and fi gure 342 provides a detailed representation 
of the streetscape character evolving from the de-
sign strategy employed here.
Figure 341: Precinct Material Layers – Rockey Street appending link sidewalk (perspective view)
Figure 342: Precinct Material Layers – Raleigh Street appending link sidewalk (perspective view)
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Figure 343: Precinct Material Layers – Focus area for the detailed design of the Rockey Corner beacon and its appending link
Figure 344: Precinct Material Layers – Rockey Corner beacon and its appending link
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6.4.10) Rockey Corner Beacon And Its Appendage To The Street
Figure 343 on the opposite page highlights the area lying at the along 
Rockey Street where the where the Rockey Corner beacon lies which 
is the focus  in this discussion. This portion of the precinct has already 
been Identifi ed as a more subtle area of the where rapid formal , semi-
formal/semi-informal and informal retail activity is replaced by places 
of socialising and entertainment.  The occurrence of this is harnessed 
by the analysis carried out in this thesis as Rockey Street does not in-
tercept pedestrian movement as rapidly as Raleigh Street. Therefore 
traders choose not to use this area. As indicated by fi gure 344 on the 
opposite page, the nature of this beacon is more formal and the de-
sign celebrates this by attaching a different identity to the area com-
pared to the previous beacons discussed. Nevertheless, this beacon 
is one of the areas where taxi’s and Metro Buses drop people off and 
pick them up.  As such, the Rockey Corner public square has been 
confi gured in a manner that accommodates this. Furthermore,the 
square also doubles up as a local active space that links to courtyards 
across the road from it.
Figure 345 shows a detailed plan of a portion of the Rockey Corner 
Beacon. One realises from this plan that the roadway as a one way 
street consists of on street parking which allows the placement of trees 
for car shading with narrow sidewalks marked by a grey margin. The 
grey margin areas indicate that this ius not a lucrative trading space 
as opposed to the brown margins which persisted in the designs of 
the previous beacons. The grey paving textures also assist walkers to 
realise as soon as they have left the retail zone along Rockey/Raleigh 
Street and are now entering the social space and entertainment 
zone. Due to the fact that this area of Rockey Street lies on slope, the 
roadway has been narrowly designed in order to slow down vehicu-
lar movement. This encourages the safety of pedestrians in using the 
area as a space in which to socialise or access the many restaurants 
that it has to offer.
Figure 345: Precinct Material Layers – Rockey Street appending link sidewalk detailed plan
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Figure 346: Precinct Material Layers – Area at which cross section drawing C-C was taken within the Rockey Corner beacon
Figure 347: Precinct Material Layers – Cross section drawing C-C within the Rockey Corner Beacon
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Similar to the illustration of the previous beacon, while the plan draw-
ings illustrated previously depict the street and sidewalk character, the 
use of a cross section drawing can be used here to show the manner 
in which sidewalks have been confi gured and the types of enclosure 
created by buildings in order to provide a comfortable environment 
for the pedestrian. Figure 346 on the opposite page indicates the area 
in which the cross section drawing set forth by fi gure 347 has been 
taken which will be discussed here. Form the cross section drawing, 
one realises that colonnades and overhangs along the link provide a 
strong sense of enclosure allowing formal shops to front the sidewalk 
with large display windows.
With regards to the buildings along this link, the idea is to keep their 
heights to a maximum of four storeys. This is largely due to the fact 
that the low buildings symbolise the end of ones journey down 
Rockey Raleigh street before the termination of Yeoville/Bellevue into 
Observatory. The other factor that is extremely prominent within this 
beacon area is the fact that the courtyard spaces become highly 
active and operate as secluded spaces from Rockey/Raleigh street. 
This has been intended by the design as it provides the opportunity 
for more intimate activity to occur within the courtyards, away from 
the experiences along Rockey Raleigh Street.
Much residential use exists within this beacon in order to not to retain 
the signifi cance of retail uses within the beacons discussed previously. 
This essentially allows the bulk of shopping activity to occur within the 
retail core as a main nucleus,while the Rockey Corner beacon acts 
as a mere subnucleus. Residential buildings lying along Hunter Street 
and Hopkins Street have been retained in their natural state and re-
main three storeys in order to complement the four storey buildings 
lying along Rockey/Raleigh Street.
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6.5) Principle Layers: Broader Proposals, Urban Design Framework and Precinct Design Conclusion
This chapter sets forth broader proposals, an Urban Design Frame-
work and precinct design informed by the analysis retrieved from the 
analysis set forth in chapter 5. Nevertheless, one realises from the de-
sign of Yeoville/Bellevue itself that the design thinking is rather simplis-
tic and responds towards the reinforcement of existing elements in 
the environment. As such at a design level, this chapter demonstrates 
the manner in which Urban Design can be used to marry building 
density, housing and social services, retailing, land use mix, transport/
movement across formal, semi/formal/semi-informal and informal 
realms.Therefore, it can be realised here that the conceptual frame-
work set forth in chapter two does not only apply to the analysis, but 
can guide design decision making. Thus, through the execution of this 
one can acknowledge, that the development theory directly assists 
the process of design and enhances formulated products.
With regards to the above, the same logic applies when dealing with 
design at a much smaller scale such as the rockey/Raleigh precinct. 
In the case of the precinct, the factoring in of land use mixes proved 
to be a critical factor along with the facilitation of street connectivity 
and building density. This implies that the conceptual framework is 
fl exible enough to be applied at any scale.  Nevertheless, the marry-
ing of building density, housing and social services, retailing, land use 
mix, transport/movement in Yeoville/Bellevue allows the area to be 
networked and reinforced in terms of its existing patterns.
While this chapter deals with the fi ner design aspects and has set forth 
a workable Urban Design Framework and detailed precinct design, 
the following chapter is focused towards the formulation of an imple-
mentation strategy for the Urban Design Framework and the various 
precincts that it gives rise to.
It is important to complement any Urban Design Framework with an 
Implementation strategy as the implementation of Urban Design 
Frameworks in the developing world is still a phenomenon largely not 
recognised and therefore remains unknown. The procedure of physi-
cally breaking and rebuilding is relatively achievable in the long run, 
but the complications with regards to the implementation of such a 
scheme as the one set forth in this chapter is related to a number of 
issues such as land ownership, stakeholder involvement and accept-
ance of the scheme by community members among other aspects. 
As such, some of these issues will be dealt with in the following chap-
ter.
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Locating a Strategy to Implement the Design
until this point, the scope of work carried out in this thesis has largely relied on the portrayal of ideas at an analytical as well as design level. The transition 
from chapter fi ve to chapter six represented a leap from the reading of space 
into the making of space. Similarly, the jump from chapter six to chapter seven is 
aimed at beginning to view the project through a tactful and realistic lens in terms 
of uncovering ways of how to realise the project. Thus the thinking changes from 
design creativity to design strategy. 
In countries where large amounts of land is owned by the state and funding is 
freely available, it is a rather simple process to introduce cranes over the City 
landscape to facilitate the process of breaking and building. Nevertheless, in the 
case of Yeoville/Bellevue where there are a number of sensitive issues existent 
with regards to the displacement of people as well as a minimal ability to access 
public funding, it is extremely important to think of strategically in terms of how  the 
planned City fabric can be introduced over time. Along with this, one of the great-
est challenges in contemporary South Africa with regards to Urban Design is the 
fact that local councils fi nd diffi culty in unpacking Urban Design Frameworks and 
therefore fi nd diffi culty in understanding how they should be implemented. Specifi -
cally, with regards to the city of Johannesburg, Urban Design Frameworks which 
the council funds often end up lying in their offi ces and get forgotten after time due 
to the nonexistence of knowledge around implementation. 
with regards to the above, this chapter begins by setting forth a discussion on the 
formulation of the development strategy for Yeoville/Bellevue. Thereafter,  it intro-
duces the primary means through which funding can be provided for the project, 
followed by a listing of the possible stakeholder involvement. It then illustrates how 
the project is intended to happen through a series of phases.
CHAPTER 7: SITE – PHASING AND IMPLEMENTATION
Strategising
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7.1) Phasing And Implementation: Overall Strategy For Implementation Of Yeoville/Bellevue Urban Design Framework
7.1.1) Formulating A Development Strategy
The Urban Design strategy for Yeoville/Bellevue promotes a long 
term, integrated approach to its future development. The long term 
perspective relates towards the positive linkages between and in-
tegration of the housing and social services, transport and retailing 
components of the site as guided by the Urban Design Framework.
7.1.1.1) The Implementation Strategy Outline
The Implementation Strategy recognises that the future success and 
prosperity of Yeoville/Bellevue for both for locals as well as migrants 
entering the Johannesburg Inner City is dependant on a range of ac-
tions and activities. These include:
At a strategic level
•  Promotion and  continuous development of design aspirations 
and guidance (As stipulated by the Urban Design Framework)
•  Project planning, funding and resourcing
•  Integration with delivery of other council and public services
•  Community engagement and support
At an implementation level
• Practical use of the strategy in negotiations
• Operation of a design panel including Architects, Urban Design-
ers, Urban Planners and Engineers
• Enabling construction of attractive buildings, both new and refur-
bished
• Design, co-ordination and implementation of new and existing 
public spaces
• Co-ordination through the implementation of public transport/
access strategy
• The co-ordination with a cultural, economic and, strategy to pro-
mote an attractive public realm
• Promotion and marketing of Yeoville/Bellevue’s image to the 
broader public as an African Village portraying elements of the 
DRC, Zimbabwe, Ethiopia and Nigeria through arts and culture
• The promotion of inward investment activity from private investors
• Integrated approaches to statutory services such as planning, en-
vironmental health, building control, transportation, social ameni-
ties and housing consistent with the Urban Design strategy and 
themes emerging from the Urban Design Framework
• Development of a micro-enterprise business strategy linked to 
transportation built form design
7.1.2) Planning Tools
7.1.2.1) Additional Planning Guidance
The additional planning guidance approach being advocated for 
here offers an important tool to support the Yeoville/Bellevue Urban 
Design Framework in  serving as a form of negotiation and guidance. 
It is important to take into heed here that the Urban Design Frame-
work serves as a guiding plan package that can be used for the for-
mulation of implementation plans. Thus, it in no way intends on being 
prescriptive. Rather, the development of precicnt plans are to be of 
a prescriptive nature as they can be used for implementation pur-
poses. It is the intention that the Urban Design Principles aet forth by 
the Urban design Framework are adopted as baseline aspirations for 
what people on the ground seek. They do not necessarily have to be 
followed in detail.
7.1.2.2 The Creation of Legal Agreements
One of the additional Planning tools required for the implementation 
of the Urban Design Framework is the creation of legal agreements 
with existing land owners. This is largely due to the fact that in the 
case of Yeoville/Bellevue, most building owners do  not show willing-
ness to sell the land, while simultaneously do not want to regenerate 
or reconstruct deteriorating buildings. With regards to this, in cases 
where land is to be expropriated by the local council (shown later in 
this chapter) the necessary legal documentation should be available. 
This entails including specialists in the fi eld of Planning Law to represent 
the local council as apart of  land negotiations. Much of the land in 
Yeoville/Bellevue is still owned by Jewish citizens who rent them out to 
individuals who then sublet buildings. With the result, the conditions 
of buildings deteriorate as owners do not inject returns back into the 
maintenance of buildings. In such cases, expropriation is an effective 
tool, but requires the correct legal representation
7.1.2.3 Marketing and Promotion of the Design Scheme for the Area
Yeoville/Bellevue continues to suffer from elements of a negative im-
age which is expressed through the deterioration of its built form. The 
progressive implementation of the projects proposed in this strategy 
should address many of these perceptions. It is important that this is 
supported by the marketing function of both the neighbourhood and 
its surrounding districts. Within the wider place marketing strategy for 
Yeoville/Bellevue, a strong focus should be placed on the reinforce-
ment of the areas current African identity. As a result, to spark off the 
process, the Urban design spatial concept should be used as an initial 
marketing tool. This would help achieve the following:
• Building confi dence in the area and the Inner City from a general  
    image of renewal and change 
• The buy in from business partners capable of making a material dif 
   ference in fulfi lling the Urban Design strategy. This includes a new 
generation of innovative Property Developers
• Quality authentic retail investment including African food outlets,  
    specialist cafes and restaurants
• Target audience: retailers and their agents,property media
• Investment in a wide range of contemporary, fl exible offi ces, work 
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  shop spaces and skills development buildings inviting people who 
  have the ability to impart knowledge. 
• Quality urban living, with good transport connections and accessi
  bility, housing opportunities, cultural facilities which are all affordable. 
It is anticipated that the City’s overall marketing strategy will utilise 
the full range of marketing tools and promotional media to present 
a positive image of the city and of it’s quality urban design. This will 
necessitate close cooperation between key public sector players (the 
JDA and COJ) and clear involvement of private investors. Amongst 
the tools that could contribute to an improved perception of Yeoville/
Bellevue are the following:
• Development of a neighbourhood branding which focuses on qual
   ity, design, diversity and contemporary character
• The publishing of an article on the redevelopment of the area in the 
   Star Newspaper and the introduction of it over the radio on talk sta
   tions such as Radio 702.
• A specifi c range of promotional material refl ecting the nature of 
  the intended immergence of Yeoville/Bellevue as an Inner City 
  neighbourhood available to people in and around the broader Jo
  hannesburg area.
7.1.3) Basis Of The  Funding Strategy
At this stage, the idea of funding is still hazy due to the fact that there 
has been no test conducted with regards to buy in on the scheme 
from possible private or public agencies. The primary strategy behind 
securing funding for the project relies on the initial investment of mon-
ey into the area which will in turn improve investor confi dence and 
therefore  attract private investors. The funding strategy also revolves 
around allowing locals already participating in economic activity (for-
mal, semi-formal/semi-informal and informal) to re-inject money into 
the local economy. This however can only occur through an increase 
in land ownership by the government which will in turn allow money 
to be returned in the form of building rentals. Businesses in Yeoville/
Bellevue currently generate surpluses which are suffi cient enough 
to support high rental costs currently charged by landowners who 
do not reinvest money into the local economy. This needs to be ad-
dressed as a matter of urgency. 
7.1.4) Setting forth a coordinating mechanism 
The Urban Design strategy and its component projects needs to be 
implemented by a variety of public and private sector agencies, with 
acknowledgement that the main investment in development comes 
from the public sector a implied above. It is essential that the delivery 
of projects is co-ordinated within the COJ in such a way that it max-
imises the overall impact that the process has on the area. In this way, 
for example, macro improvements to the fabric and streetscape will 
be complemented by micro level actions by street and market trad-
ers and therefore residents.
At present many required functions are undertaken by different bod-
ies with different levels of coordination and linkage in the City of Jo-
hannesburg. In addition to a range of council departments are other 
key players including the transport providers and a great range of pri-
vate businesses of all sizes and sectors who provide important invest-
ment and employment in and around the City. In addition, devel-
opers and entrepreneurial operators who are not yet represented in 
Yeoville/Bellevue will become crucial to the fulfi lment of the strategy 
as an aid mechanism for existing business, as the income reaped by 
the earlier generation of land owners will move off the scene. What is 
required is a mechanism which cuts across the various arms of eco-
nomic delivery.
With regards to the implementation of the scheme and to ensure that 
the each possible stakeholder of the City understand its role in the de-
velopment of Yeoville/Bellevue a list of stakeholders and their primary 
roles is defi ned next.
7.1.5) Ordering A List Of Stakeholders And Defi ning Their Respective 
Roles- Initiating Dialogue
The primary aim here is to suggest a list of possible stakeholders that 
can assist in implementing the Urban Design Framework for Yeoville/
Bellevue. The management of Johannesburg City is currently divided 
into a number of departments responsible for the development and 
redevelopment of individual elements of the City. As such, there is a 
general lack of dialogue and cross communication of ideas and in-
tentions with regards to City development. With the result, this section 
aims to defi ne the role of each possible stakeholder to assist them in 
setting their own project briefs and to prevent the overlap of stake-
holder roles.
• The creator of the Urban Design Framework and Designers of the 
remaining precincts
The fi eld of Urban Design is emerging in South Africa and therefore 
ways of interpreting Urban Design Frameworks differ from one design-
er to the next. In order to ensure that the overall vision and objectives 
of the Urban Design framework is met, It is critical that a process of di-
alogue remains between the creator of the Urban Design Framework 
(myself in this instance) and designers who are to design the remain-
ing precincts. This is to ensure that any grey areas of the framework 
are addressed in the event of precinct designers not understanding 
the thinking behind specifi c elements set forth by the framework. The 
process for allocating precinct designs is to be facilitated through 
a series of competitions funded by local government for each pre-
cinct. The design of the Rockey/Raleigh precinct which shows ways 
of translating the framework into space serves as a primary guideline.
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• The Johannesburg Development Agency (JDA)
The role of the JDA for the implementation of this scheme largely in-
volves project management. As such, their task is to oversee the role 
of other stakeholders. This works in conjunction with the fact they are 
to be in charge of the budget and allocation of funds to other stake-
holders involved in the implementation of the project. The JDA is a 
relatively well established organisation and has formed a number of 
networks with investors in the City. Thus, they are also tasked with the 
role of ensuring that funding is available through the entire  project 
process and that time frames are met.
• The City Council Of Johannesburg (COJ)
The task of the COJ is to ensure that the Yeoville/Bellevue community 
is involved in the project and that the any forms of future design falls 
in line with the Cities broader vision. They are also tasked with en-
suring that development controls are followed and that quality and 
sustainable construction is undertaken. Furthermore, with regards to 
the construction of buildings and open space, the task of the COJ is 
to ensure that relevant urban management means are created and 
that public spaces in conjunction with allocating trading spaces are 
maintained regularly. 
• The Yeoville/Bellevue Community Development Trust (YBCDT)
The YBCDT is being a locally run organisation in Yeoville/Bellevue deal-
ing with development and management issues on the ground. Their 
role in this situation is therefore be to vocalise any concerns of com-
munity members affected through the implementation of this project. 
They will therefore direct these concerns to the COJ and JDA as they 
have the means to provide alternatives. It is also their duty to publish 
development intentions in their local tabloid (Yeoview News) in order 
for members of the community to have an awareness of projects that 
are to occur letting them provide support and involvement.
• The Department of Economic Development (DED) And Johannes-
burg Metro Trading Company (MTC)
The DED and MTC are organisations primarily interested in local de-
velopment of areas with regards to both formal as well as informal 
enterprises. It is therefore their duty to ensure that formal and infor-
mal retailing is integrated into relevant precincts and that there exists 
a coexistent between the two sectors. To date, they have already 
established a body of market and street trader representatives. The 
establishment of this body is to continue and along with representa-
tives the DED and MTC needs to develop a lucrative business strategy 
for the area falling in line wiuth the intentions of the Urban Design 
Framework. It is also in the hands of the DED and MTC to ensure that 
street traders are always offered a space in which to conduct their 
livelihoods even through the process of sidewalk reconstruction.
• An integrated transport management board
Currently, there does not exist an institution that deals collectively eith 
the modes of transport existent within the City. The BRT system and 
metro Bus system is largely run by the COJ while the Putco Bus system 
is run privately. The taxi system on the other hand is run by the Gen-
erously Taxi Association. The above institutions each determine the 
routes that the mentioned modes of transport use. The Urban design 
framework proposes an Inner City bus system linking the various retail 
nodes across the City.   While it is being proposed here that funding 
comes from the market spaces themselves an independent transport 
body overseeing the operation of this system as well as the collective 
routes of all the transport systems in the City needs to be established. 
The establishment of this body should largely be undertaken by the 
COJ and The JDA in conjunction with the private bus companies and 
the taxi industry managers. Furthermore, the establishment of this 
body will also allow quicker facilitation of cycle lanes through Yeoville/
Bellevue as proposed in the design component of this thesis.
• The Johannesburg Social Housing company (Joshco)
Joshco which is currently comprised of a number of housing special-
ists is tasked with the role of ensuring that the development of social 
housing respects the urban design principles set forth in the Urban De-
sign Framework.  As part of this, the inclusion of housing that respects 
the street edge and caters for a high population density needs to be 
warranted. Part of their role also involves collaboration with the COJ 
in order to ensure the temporary relocation of residents in Yeoville/
Bellevue to alternative sources of accommodation during the con-
struction process. Furthermore, their ability to locate existing building 
landlords that are absent is crucial. This should be done in conjunction 
with private property developers interested in investing in housing in 
the area. They are also to negotiate with companies such as Rand 
water and Eskom with regards to the settlement of existing service bills.
• Property Developers 
The inclusion of Private property developers in conjunction with Josh-
co is key for this project. This is largely due to the fact that develop-
ers have the ability to facilitate and invest in the construction of new 
buildings and the renewal of old buildings. Nevertheless, this should 
occur in conjunction with the guidelines set forth by the Urban Design 
Framework and its respective precinct projects. They also have the 
capacity to buy over existing rental buildings and renew them.  Thus 
any development has to pass through Joshco as well as the COJ be-
fore construction takes place. 
• Private building contractors and a  local construction training team
The construction component of this project relies heavily on the use 
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of private construction fi rms. The selection of fi rms needs to happen 
through a tendering process facilitated by the COJ. Nevertheless, as 
part of the mandate, the construction companies that are awarded 
the tenders re to ensure that they provide a supervision and skills train-
ing team that involves locals in Yeoville/Bellevue as a source of pri-
mary labour. While teething problems may exist with this strategy due 
to the time taken to train unskilled locals. Bringing locals on board will 
assist in the long term as they will be able to maintain their own envi-
ronment and generate an income from this. Thus, a series of skills train-
ing workshops for locals whereby they are equipped with skills such as 
welding, brick laying, road construction, paving, concrete mixing and 
tree planting and cutting among others needs to be facilitated using 
the project as a learning grounds.
• Local business and the landlords they rent from
Local business owners need to form part of a consultation process be-
fore the implementation of any schemes. This si largely due to the fact 
that buildings should be confi gured according to their needs related 
to loading, ablution, waste removal and dumping as well as storage 
among other things.
• Johannesburg City Parks
City Parks currently in charge of all the parks in and around Johannes-
burg also serves a critical role in terms of the management of parks. 
The Urban design scheme promotes the planting of trees and facilita-
tion of a soft and hard space landscape. City parks should therefore 
be a key partner to the project to ensure that after the work of land-
scaping contractors take place, public parks are regularly maintained 
and street trees are pruned. 
• Pikitup
Pkitup currently in charge of waste collection and disposal desper-
ately needs to be one of the parties involved here. This is largely due 
to the fact that the Urban design framework promotes business in 
the formal as well as informal sectors, generating an abundance of 
waste disposal. Thus, in conjunction with the COJ and DED, Pikitup is 
tasked with the responsibility of ensuring that street cleaning is facili-
tated weekly and increased attention is given to the collection and 
disposal of waste in  a nonhazardous way. As part of this, Pikitup also 
needs to involve street traders in the cleaning process, making them 
conscious of the fact that they need to keep streets tidy and litter 
free.
7.1.6) Priority Actions 
In order to get the implementation process up and running, there are 
a number of priority actions that need to be executed. These are as 
follows:
• Formal exhibition of the analysis and design at the Yeoville/
Bellevue Recreation Centre for public scrutiny of the Urban De-
sign Framework
• Community participation meeting with community members and 
the YBCDT to refi ne the scheme in cases where it negatively af-
fects livelihoods
• Arrangement of a marketing and branding team to attach an 
identity to the project which can be identifi ed City wide
• Arrangement of collaborative meeting with possible stakeholders 
to create an awareness of the Urban Design Framework
• Enquiry towards willingness of stakeholder involvement
The process of community consultation is critical with regards to the 
implementation of such as a scheme. This is largely due to the fact 
that in some cases the translation of analysis into design might apear 
as being lucrative to the designer but will affect the livelihoods of 
community members. Nevertheless, the community involvement 
along with other stakeholders should occur in a manner whereby 
reasonable changes to the scheme are made rather than an entire 
reworking of the scheme.
This section indicated key points with regards to the strategy that will 
be relied on for the implementation of the Urban Design Framework. 
One notices that in doing so it attempts to set forth the manner in 
which the process of implementation can be facilitated. Since the lo-
gistics behind project facilitation have been understood and ration-
alised here,  the following section builds on this information by setting 
forth a series of time frames for the implementation of the scheme.
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The implementation and realisation of the entire Urban Design Frame-
work is intended to span up until the year 2055. The time span has 
been estimated through the consideration of the fact that the site is 
generally larger than most sites dealt with in Urban Design. this is how-
ever a broad estimate of the time frame for project completion, ac-
knowledging the fact that funding from the public sector is minimal 
and needs to be distributed throughout the Johannesburg Inner City. 
The JDA also plans on spending most of the allocated development 
budget on the Inner city core as a result of the BRT system concen-
trating itself in this zone. Bearing the above in mind, the time taken 
to realise the Urban Design Framework in space might be extended.
7.2.1) Physical Implementation of the Strategy
In the previous chapter, a precinct delineation plan was justifi ed 
and the design of the Rockey/Raleigh precinct was carried out re-
spectively. The design of the Rockey/Raleigh Street precinct was ex-
ecuted to demonstrate to future designer, the manner in which the 
Urban Design framework translates into physical space. Nevertheless 
the phasing and implementation strategy here relies on the precinct 
delineation plan as a primary informant of the time frames in which 
the entire project will occur. 
7.2) Phasing and Implementation: Physical Means of Implementing the Urban Design Framework for Yeoville/Bellevue
The phasing strategy for this 
project relies on the man-
ner in which precincts have 
been delineated. This is due 
to the fact that the Urban 
design Framework requests 
for   the design of precincts 
in order to ensure that the 
fi ner design details are set 
forth before any implemen-
tation occurs.
Figure 348 on the opposite page indicates the phasing of the respec-
tive precinct projects over time. The Rockey/Raleigh Precinct has 
been designed fi rst as it is the most important generator of employ-
ment for the area and remains and remains the heart of Yeoville/
Bellevue. Nevertheless, the following project which is to occur, is the 
Louis Botha Commuter Link Precinct. The choice to implement this 
precinct after the Rockey/Raleigh Street precinct relies on the fact 
that the BRT system will in the long term pressure the link to densify. Af-
ter using Rockey Raleigh Street as a pilot project to enhance skills de-
velopment within the area, the supply of local labour will increase al-
lowing locals to want access to offi ce as well as retail space. As such, 
developers will respond to this market in conjunction to the increased 
foot traffi c along the link generated by the its commuter value. 
Once the Louis Botha Avenue commuter link precinct gains promi-
nence, it is highly likely that the placements of the BRT stations and 
reconfi guration of taxi stops will reinforce pedestrian movement 
through Yeoville/Bellevue particularly down Joe Slovo Drive into the 
Inner City core as well as down Cavendish Street and Bedford street 
towards the economic core of Yeoville/Bellevue. Public authorities 
can then intervene in a sensitive manner through implementing the 
Joe Slovo Drive precinct and the Cavendish/Bedford precinct pro-
jects in order to reinforce connectivity here. 
Once the above is achieved, the development of the southern por-
tion becomes an easier task to achieve. This portion which the frame-
work recommends should contain  a dominance of single use residen-
tial buildings with increased height, is formed by two precincts (Zionists 
Koppie precinct and the lower recreation precinct). It is intended 
here that the Zionists Koppie precinct develops as an appendage 
to the urban form implemented along Joe Slovo Drive, allowing a 
fusion it with the green edge (Highlands Mound). This development 
will largely occur due to the fact that there will be increased want by 
locals as well as foreign migrants into the City as the Rockey/Raleigh 
precinct and Louis Botha Commuter link will provide an abundance 
of Job opportunities ,while the order transportation system will provide 
convenient access to the Inner City core. With the result, once the 
Zionist Koppie precinct has developed, the lower recreation precinct 
will append to it as demand for residential use in the area will con-
tinue to grow. The residential uses developed here will however have 
increased rentals as in lies on the Koppie and provides views over the 
southern portion of the Johannesburg.
Not mentioned in the above discussion is the development and exten-
sion of a number of loose lying buildings in the area. This is indicated 
by fi gure 348 on the opposite as work on these buildings are expected 
to happen sporadically in response to the reconstruction of Yeoville/
Bellevue. Most of these buildings lie on vacant portions of land and 
therefore the process of erecting these buildings will be simple.
As an overall strategy for implementation, one realises that this project 
in a typical fashion uses the development of precincts to allow devel-
opment over time.  Nevertheless a target time frame for each pre-
cinct needs to be set and a method of stimulation in case the knock 
on effects of the development of one precinct onto the next does not 
occur as rapidly as intended here. With regard to this the following a 
reinforcement strategy is provided.
7. SITE – PHASING AND IMPLEMENTATION
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Figure 348: Implementation – The Use Of Precinct Delineation To structure the development phasing
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7.2.2) Beacon and Link Expanse Strategic Implementation
7.2.2.1) Future Renovation and Demolition of Buildings
The Urban main spatial concept illustrated in chapter six indicates a num-
ber of highlighted buildings that form the overall proposal. Some of these 
buildings are simply to be renovated while others are to be demolished and 
rebuilt from scratch. The scheme has in most cases attempted to use exte-
rior walls of existing buildings so that in some case foundations can be un-
derpinned and reused. This is obviously dependant on the manner in which 
foundations were initially designed and constructed. Nevertheless, fi gure set 
349 illustrates at the buildings that are either to be renovated or demolished. 
This drawing will assist during the implementation process as during the pro-
cess of public consultation, owners of the respective buildings (if present) will 
be able to come forth and negotiate with the design and implementation 
stakeholders.
7.2.2.2) Beacon Development Strategy
In achieving the overall implementation of the Urban Design Scheme, the pri-
mary idea revolves around the development of each precinct relying on the 
government to buy over or expropriate main buildings where major points of 
energy are recommended by the scheme and develop a group of build-
ings that forms a beacon in each respective area. In so doing, one could 
state here that buildings lying along major links between beacons are likely 
to develop over time due to responses to land value increases created by 
the beacon areas initiating a response from private developers as indicated 
by fi gure 350 on the opposite page. This strategy was applied in the design 
of the Implementation plan of Rockey/Raleigh Street where three beacons 
were created and continuos form was then structured between them (indi-
cated by fi gure 350 on the opposite page). a similar strategy should occur 
with regards to other precincts. With regards to this, one realises that the driv-
ing agencies behind the initiation of the implementation of this scheme are 
there JDA and the COJ. 
Figure set 349: Implementation – Buildings to be renovated or demolished
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Figure 350: Implementation – Realisation of the Urban Design Scheme through the expropriation of land portions and development of site beacons
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Development Phase 1
Anticipated Completion Date: 2024
Development Phase 4
Anticipated Completion Date: 2045
Current Form: 2014
Figure 351: Implementation – Current site form Figure 352: Implementation – Anticipated site form by year 2024 sparked by the development of three beacons
7.2.3) Phasing Strategy – Long Term Future Development
The previous discussion indicates the idea of creating beacons and allowing an expanse of form to devel-
op between the beacons along major connections. Here the development of each link and anticipated 
time frames for its development is indicated. Figure 351 shows the existing form of the site while fi gure 352 
shows the completion of the Rockey Raleigh Street proposal by the year 2024. It is anticipated here that 
after the completion of Rockey/Raleigh Street, the implementation of the Louis Botha Avenue proposal will 
occur from 2024 up until 2034 as indicated by fi gure 353 on the opposite page. This will occur in conjunc-
tion with two newly developed beacons lying at the major transport intersections. The development of 
the beacon lying at the junction of Louis Botha Avenue and Joe Slovo Drive serves as the starting point for 
dnsifi cation of Joe slovo Drive down to the transport focus beacon located at the end of Joe slovo Drive 
as indicated by fi gure 354 on the opposite page. A similar phenomenon exists with regards to the beacon 
developed at the intersection of Louis Botha Avenue and Cavendish Street in relation to the beacon at 
the retail core on Rockey/Raleigh street which will ultimately promote the development of phase four as 
indicated by fi gure 355. The fi nal two precinct armatures are then to be completed by 2055 as indicated 
by fi gure 356 and fi gure 357 on the opposite page.
Figure 353: Implementation – Anticipated site form by year 2045 through the connection of the Louis Botha Precinct 
And the Rockey/Raleigh Precinct
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Development Phase 2
Anticipated Completion Date: 2034
Development Phase 3
Anticipated Completion Date: 2040
Development Phase 5
Anticipated Completion Date: 2050
Development Phase 6
Anticipated Completion Date: 2055
Figure 354: Implementation – Anticipated site form by year 2034 sparked by the development of two additional bea-
cons
Figure 356: Implementation – Anticipated site form by year 2040 sparked by the development of two additional bea-
cons
Figure 355: Implementation – Anticipated site form by year 2050 sparked by the development of an additional bea-
con
Figure 368: Implementation – Anticipated site form by year 2055 sparked by the development of a fi nal beacon
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7.3) Phasing and Implementation Strategy Conclusion
This chapter refl ects on the Urban Design Framework through a pro-
cess of introducing strategic and tactful thinking into the project. The 
strategy introduce aims to create collaboration between all the key 
stakeholders active in City building in Johannesburg and invites them 
to participate in the project. Along with this, the strategy aims to in-
clude the community in the development process in order to gen-
erate skills as well as employment during the present period and to 
carry this over into the future. Thus, the process of arranging a list of 
possible stakeholders here is critical in order to ensure that there are 
multiple forces that ultimately drives the execution of the project.
The idea of creating awareness of the project and its intentions 
through the use of media and public meetings is crucial for the ex-
ecution of this project. This is largely due to the fact that political sup-
port from both politicians as well as community members is a primary 
informant as to whether the scheme can be implemented or not. 
Thus, if the project is well advertised, people will realise that it serves 
as a way forward for development and therefore politicians can use 
this as a signal to give the go ahead for the implementation of the 
scheme. 
The concept of area prioritisation through the use of additional Plan-
ning guidance and a coordination mechanism makes the implemen-
tation of the project lucrative and manageable. This is largely due 
to the fact that it introduces a procedural element to the project 
allowing unrecognised political elements to be ironed out over time. 
In some cases Urban Design schemes such as the one set forth in this 
thesis are simply pushed aside by City offi cials as they do not under-
stand the planning tools involved in translating such a scheme into 
space. As such, this chapter provides the necessary planning tools 
that are required which can order and guide the implementation 
process.
As the last, but most critical point of the conclusion here, this chap-
ter sets forth the physical means of achieving the project outcpomes 
through a set of anticipated time frames. While these time frames are 
not set in stone, they provide a guide for stakeholders to work towards 
specifi c goals. Also ,it allows stakeholders to learn from previous errors 
with regards to both physical form and procedural aspects after each 
stage of the project. The development of Yeoville/Bellevue through 
time ensures that Urban Design, Architecture, Urban Planning and En-
gineering are forces continuously existent in the City. This will allow 
new entrants into these disciplines to gain experience through project 
experimentation.
Form this chapter one learns that Urban Design is a useful discipline 
with regards to space making, provided that the correct planning 
tools and measures are instituted after the technical procedure is 
completed. One also gains an understanding of the fact that Urban 
design is both a long term as well as short term process, depending on 
the nature of projects and their requirements. This is also dependant 
on urban governance and the political situation existent in environ-
ments at the time when Urban Design is being executed.
7. SITE – PHASING AND IMPLEMENTATION
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The body of work in thesis shows the equal importance of Urban Design process and product. As a result, this chapter aims to refl ect on the body of work pro-
duced in terms of the process developed and the product formulated. In fulfi lling 
the above, it begins with a refl ection of the effectiveness of combining the visual ar-
tistic and social usage approaches to form the making places approach which has 
proven to serve as a lucrative approach towards Urban Design in the developing 
city context in this thesis. This chapter then progresses towards a discussion on the 
sturdy interrelationship between population density, building density, housing and 
social services, retailing, land use mixes, transport/movement and street connec-
tivity across various scales in developing cities derived as a conceptual framework 
in this thesis by applying the making places approach. It does so through refl ect-
ing on the case of Yeoville/Bellevue as a neighbourhood through time affected 
by population density increase and the manner in which the data collection tech-
niques applied to it in chapter 4 can assist designers to consider interrelationships 
between the above mentioned concepts. Furthermore, it refl ects on the analysis 
and design of Yeoville/Bellevue as products and the level to which the concepts 
contained in the conceptual framework have been considered. Lastly, it recom-
mends the conceptual framework applied to this thesis for designers involved in 
developing city and neighbourhood making as it recognises that the use of this 
conceptual framework equates to a reframed Urban Design that can be used to 
sequence developing world cities.  
CHAPTER 8: CONCLUSION
Knotting the Research and Design – Stating the Bottom Line
Concluding
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8.1.)  The Making Places Approach Appropriate for Developing Cities
Chapter 1 of this thesis sets forth that the combination of the visual-
artistic and social usage design approaches forms the making places 
design approach. In so doing, it recognises that the use of the making 
places approach in Urban Design that considers phsical and socio-
economic aspects of cities collectively is highly applicable for the 
developing cities. Portrayed strongly by the examples of India and 
Maputo shown in chapter one and outlined by in theory in chapter 
two, the development of street economies as well as informal trans-
port networks in developing cities makes it critical for designers to 
consider the density and use of buildings infl uencing socio-economic 
activities in space. Nevertheless, in this thesis adopting the making 
places approach has allowed a new conceptual framework to be 
revealed which enables designers to analyse as well as design space 
within the developed context.  
8.2)  Building Density, Housing and Social Services, Retailing, Land Use 
Mixes, Transport/Movement and Street Connectivity Interrelationships
This thesis revealed that the consideration of the conceptual frame-
work it sets forth comprising of interrelationships between building 
density, housing and social services, retailing, land use mixes, trans-
port/movement and street connectivity can be achieved through 
the application of a range of data collection techniques. Further-
more, it has revealed that the data retrieved through the applica-
tion of these techniques can be analysed in a manner that shows 
the interrelatedness of the concepts and in turn informs a process of 
design. In illuminating this, the occurrence of the above in the case 
of Yeoville/Bellevue is refl ected on here with regards to the data col-
lection techniques (process), the analysis and the design (product) 
formulated.
8.3)  Data Collection Techniques Enabling Conceptual Framework 
Application
The employment of street trading ethnography in the case of Yeoville/
Bellevue proved to be a useful in providing clues about migratory 
patterns infl uencing the unique identity of the space. It has also been 
useful in acknowledging that the informal sector as a renewed cul-
ture in developing cities sustains migrants and the urban poor. Fur-
thermore, this technique gave rise to the factoring in of the socio-cul-
tural aspects of the environment, particularly in terms of the manner 
in which people live and extend their living environments onto the 
street edge for retail purposes in Yeoville/Bellevue. However, while 
the method enabled me as the designer to map out living densities, 
one can state here that the general application of the method is 
determined by the personal traits of a designer.  In a case where 
the designer is extroverted, it becomes simpler for him/her facilitate a 
process of engagement with site users as opposed to an introverted 
designer. 
Similarly, the transport ethnography data collection technique was 
useful for enabling the establishment of data on informal transport 
networks. Its use in the developing city context is critical as one real-
ises from the case of Yeoville/Bellevue that there existed a general 
lack of information established on informal networks. Furthermore, in 
the case of Yeoville/Bellevue it was uncovered using transport eth-
nography that informal city networks operate more extensively than 
formally planned networks. As such, the retrieval of data enabled me 
as a designer to establish the manner in which housing nodes con-
nect to retail facilities (formal, semi-formal and informal) across all 
scales. Thus, I argue here that it is essential that this data collection 
technique be factored into any Urban Design process for developing 
cities and neighbourhoods. 
The measuring and tracking of movement energy data collection 
technique confi rms its usefulness for gathering data on extensively 
used routes and spaces by pedestrians and vehicles. This in turn sup-
ports design decision making based on existing movement and street 
connectivity patterns structured according to transport arrival points 
and their relationships with the distribution of land uses (housing, so-
cial services, entertainment and retail). In light of this, designers are 
empowered to make conscious decisions about areas which can be 
densifi ed and begin thinking around ways to magnify the effect of 
existing patterns. Similarly, the measuring and counting people den-
sity data collection technique provided quantitative data indicating 
the manner in which informal retailers behave according to pedes-
trian movement density which is in turn infl uenced by the positioning 
of transport, social service and retail facilities.
Whereas the above techniques provides one with mappable data 
sets, the photography, sketching and modelling brings in a three di-
mensional element to the Urban Design process, empowering the 
designer to represent current realities and identities of space. Thus, 
a sense of richness is added to the work that the designer presents 
which incorporates the built aspects in conjunction with the social as-
pects occurring in space. 
From a perspective of Urban Design process, this thesis has provided 
appropriate techniques for considering the interrelationships between 
population density, building density, housing and social services, re-
tailing, land use mixes, transport/movement and street connectivity 
across various scales. Thus, it has essentially activated reframed ways 
of seeing and doing in the discipline of Urban Design in the develop-
ing city context. Nevertheless, taking heed of the fact that product is 
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8.4)  Analysis and Design Guided by the Conceptual Framework
The analysis set forth in chapter 5 of this thesis demonstrates tangible 
ways of mapping and representing data retrieved across all scales 
in the built environment. The analysis has revealed interrelationships 
between population density, building density, housing and social 
services, retailing, land use mixes, transport/movement and street 
connectivity across various scales using Yeoville/Bellevue as a focal 
area. Through demonstrating the broader international, continental, 
national and provincial movement fl ows, this thesis has recognised 
the pulling effects that areas of built form density have  due to their 
ability to give rise to street connectivity systems linking sets of land 
uses. These land uses generate activities such as living, praying, play-
ing and working. The mapping at the provincial scale has essentially 
introduced a set of more complex movement layers which get car-
ried down to the individual site. In this instance, movement systems in 
Gauteng Province (Rail, BRT, Taxi, Metro and Putco Bus) connecting 
one city node of density and land use mix to the next had a domino 
effect at the Johannesburg Metropolitan Region scale. This in turn in-
formed the structuring of Inner City movement around housing and 
social services as well as retailing behaviour. Furthermore, the net-
works at this scale transposed effects on Yeoville/Bellevue relating to 
the confi guration of housing and social services as well as retail system 
function facilitated collectively through street connectivity and land 
use mix systems.  The analysis at the site level has revealed the impor-
tance that the edges and through connectors of Yeoville/Bellevue 
(natural and man-made) play in terms of facilitating transport move-
ment and its relationship forged with the density of the economic/
retail core. Thus, the mapping and analysis has verifi ed the structur-
ing role of edges/connectors such as Louis Botha Avenue, Joe Slovo 
Drive, Rockey/Raleigh Street and the Highlands mound along with the 
retail core in Yeoville/Bellevue.  It has also indicated opportunity for 
densifi cation here to harness existing patterns and introduce missing 
patterns to form a coherent neighbourhood. With this being the case, 
the analysis has threaded into a design product for Yeoville/Bellevue 
reinforcing the interrelationships between building density, housing 
and social services, retailing, land use mixes, transport/movement 
and street connectivity. The design has advocated for an increase in 
formal mixed land uses on Louis Botha Avenue and Rockey/Raleigh 
Street with tree lied connections linking them which reinforces existing 
pedestrian patterns in the area. 
While the UDF achieves the above, the precinct design for Rockey/
Raleigh Street once again proved the manner in which housing and 
social services, retailing and transport could be made to function de-
pendently. This was achieved through applying principles that trigger 
street connectivity, horizontal and vertical land use mixes and build-
ing density increases. The strategy also revealed a way of creating 
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greater links between activity in the public and private realms relat-
ing formal and informal economic activity. A starting point for growth 
of the informal sector can be enabled which has been a part of de-
veloping cities that most municipalities consider to be dysfunctional.  
Table 6 shows the extent to which the application of data collec-
tion techniques, the analysis and the design for Yeoville/Bellevue has 
considered  building density, housing and social services, retailing, 
land use mixes, transport/movement and street connectivity across 
various scales in the case of Yeoville/Bellevue. One notices here that 
a much more extensive consideration of the concepts has occurred 
compared to the cases discussed in chapter 3. Nevertheless, the UDF 
has potential for growth in term of providing a more detailed design 
attempt towards formal housing. This could have been executed if 
more time was available for this project and if a greater amount of 
designers were part of the project as buildings need to be dealt with 
individually rather than developing a modulation of typology. Never-
theless, the framework provided useful guidelines in terms of housing 
development densities and typology.
8.5)  Final Word on the Usefulness of the New Conceptual Framework 
for Reframing Urban Design to Sequence Developing Cities
The conceptual framework incorporating aspects of population 
density, building density, housing and social services, retailing, land 
use mixes, transport/movement and street connectivity across vari-
ous scales responds directly to the theoretical as well as practical 
problem outlined in chapter three. As such, it has provided a tangible 
means for reframing Urban Design to sequence developing cities. As 
such, I urge Urban Designers of the developing world to adopt the 
conceptual framework as a guiding factor when executing Urban 
Design. Furthermore, I recommend there that municipalities adopt 
the conceptual framework as part of policy making guidelines and 
therefore oversee that the discipline of Urban Design is practiced ac-
cordingly. 
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Figure 302: Principle Layers – Urban Design Spatial Concept For Yeoville/Bellevue (Final Concept Overlay) 
• Create a platform for a range of compact high people density 
housing solutions to be devised by other designers according to 
individual needs.
• Formalising existing housing and social amenities through embrac-
ing an architecture that builds on existing informal models
• Improving both formal/semi-formal and informal transport con-
nectivity affecting the site and encouraging a sound develop-
ment of arrival, departure and walking spaces conducive to exist-
ing pedestrian movement patterns
• Aligning typologies of movement with formal, semi-formal/semi-
informal and informal retail spaces, but maintaining the primary 
magnetic value of the Urban Core
• Reinforce and encourage walkability between transport junctions, 
the retail core, public open spaces, social amenities and towards 
places of residence 
• Promoting a continuous open space system through landscaping 
considered according to movement patterns in order to promote 
pedestrian comfort  
• Encouraging a complementary hard and soft space textured sys-
tem that latch off each other to form a network within exterior 
space
• Encourage the development of mixed use buildings along main 
man made edges and movement corridors as a densifi cation 
strategy in order to keep these spaces vibrant.
• Concentrating  retail uses away from green open space systems 
in order to maintain a peaceful. Simultaneously the integration of 
social services and civic buildings with open spaces should occur.
One realises from the vision and principles discussed above in con-
junction with the drawings that the design seeks to introduce a re-
newed function of life and livelihoods for residents of Yeoville/Bellevue 
in a simplistic way. Furthermore, it builds on the existing structure as will 
as fl ows of the place in order to maintain the idea of Yeoville/Bellevue 
as being a locality that can be dependant on itself at the primary 
level, but still relates to its neighbours at a secondary level. Tus, the 
aim here is not break and rebuild the neighbourhood which the previ-
ous spatial concept creation attempts did. With the result, people will 
not be displaced, but the general function of the area will broaden in 
terms of its scope to absorb people.
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